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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE FIFTEEN PER CENT CASE 


OWEVER penurious or unwise the Commission 

may have been in its decision in the fifteen per 
cent case, it is to be congratulated—and so is the public 
—on the business judgment it has shown dn permitting 
the carriers to lend to weak roads the money earned by 
the pooling plan instead of giving it to them outright, 
and in other ways, within the limits of the original de- 
cision, giving way to the desires of the railroads. As we 
understand it, the Commission grants permission to 
make such increases as are stipulated without positively 
ordering the disposition to be made of the proceeds, but 
with the understanding that the railroads will set up the 
proper organization for distributing the pooled revenue 
as loans to the roads that are in need. Of course, the 
obvious conclusion is that, if the railroads do not make 
this disposition of their increased revenue, the permis 
sion to collect it will be promptly revoked, 


THE COMMISSION'S REPORT 
printing elaewhere in this issue an exhaue 


W! are 
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rAGPR 


spect to the national transportation problem. To us, the 
most interesting as well as the most important thing in 
it is the recommendation for a Congressional investiga- 
tion of alleged subsidies or artificial helps to transport 
agencies in competition with the railroads with a view 
to placing competition on a just and equitable basis. 
Such an investigation is exactly what is needed. As to 
the efficiacy of an inquiry conducted by Congress itself, 
through one of its standing or special committees, we 
have our doubts, but there is nothing to prevent Con- 
gress setting up an independent, representative commis- 
sion of unbiased and able men competent to deal with the 
situation. Whether it does this or conducts the investi- 
gation itself, however, we hope the recommendation of 
the Commission will be followed. Men are now discuss- 
ing in ignorance and prejudice the subjects involved. 
What is wanted are facts from unbiased sources. The 
agencies of transport that are competing with the rail- 
roads, we believe, have come to stay and are serving 
a useful purpose; but the conditions under which they 
are allowed to stay and to serve that purpose ought to 
be fair and equitable. Determination of just what those 
conditions should be is needed—and then legislation to 
bring them about. 


THE PRESIDENT’S MESSAGE 

HE message of President Hoover, delivered to Con 
gress this week, contains evidences of a better under 
standing of the country’s transportation problem than 
has heretofore been the case in that quarter. To be sure, 
his statement that the prosperity of the railways is in 
terrelated with that of all industries and that they “are 
and must remain the backbone of our transportation 
system,” does not mean much, taken by itself, for it is 
the phrase used by all speakers and writers on the sub 
best 


even those who are doing their to promot 


ject 


unfair competition and unwisely restrictive measures 


But President Hoover suggests some concrete things for 


the benefit of the railroads —or that will benefit them 
if put into effect, even though the motive for all of then 
may not be entirely that 

One of the functions of the emergency recenstrn 
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Merchandise is still on skids 


Leaving out of consideration all 
other features of our service at Evans- 
ville—convenience of location, facili- 
ties for receiving and shipping freight 
by barge, rail or Acer etc.—our 
methods of handling and storing mer- 
chandise are alone enough to warrant 
careful shippers making this terminal 
their point of distribution. Merchan- 
dise goes onto skids, when received, 


and final shipment. 


minal. 


J. D. Beeler, Vice-Pres. and Gen'l Mgr. 
1830 West Ohio Street 
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Between 


and 


to all points. 


tral America. 


1001 Fourth St., 

San Francisce, Cal. 
Long Wharf, 
Boston, Mass. 


Pier 3, Nerth River, 
New Yerk, N. Y. 


Chicago, Ill. 











he LAST STEP—outbound— 


is stored on skids, and is carried on 
the same skids to final transportation— 
no manual handling between receipt 


When you ship to the middle west 
consider also Evansville’s nearness to 
your market and that the three means 
of transportation directly serve our tere 
Rates on application. 


MEAD JOHNSON 
TERMINAL CORPORATION 


Evansville, Ind. 
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UNITED FRUIT COMPANY 


yyy 
| GREAT 


General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 





Sify > Steamship Service <j 


For rates and other information address: 
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New York New Orleans 


Boston and San Francisco 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


| 
| 
Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 


Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 


FREIGHT TRAFFIC DEPARTMENT 


321 St. Charles St., 
New Orleans, La. 


111 W. Washington 8t., 


Vol, XLVIIL, Ne 


December 18—8t. Louls, Mo.--Bxaminer Disque 
24632——Union Clay Producta Co., Inc., va. Southern Ry. et » 
22179--lilinols Powder Mfg. Co, va. lL. C, KR. R. et al. (further heay 
for purpose of determining amount of reparation due complaings 
December 16—-Chicago, I! Examiner Smith 
24660-—Marcus-Ruth-Jerome Co. va. P. & L. EB. R. R. et 
December 18—Argument at Washington, Db. C 
23954Consumers Home Oll Co. ve N. P. Ry 
24247--Quality Gas & Oli Co. et al. va. N. P. Ry 
24082 (and Subs. | to 3, incl.)-—Cargill Commission Co. vs. G. x.» 
24365-—Federal Cartridge Corp. vs. C. B. & Q@. R. R. et al 
December 19—Wilmington, N. C.—Examiner Brennan 
24672-—Southern Traffic Service, Wilmington, N. C., for Towngs 
Lumber Co., vs. Blue Ridge Ry. et al 
December 21—Argument at Washington, D. C.: 
6469—-Application of N. Y. N. H. & H. R. R. for permission to « 


tinue service by water after July 1, 1914. 
December 21—Chicago, I/l.—Examiner Smith: 
24375—Hygrade Food Products Corp. vs. A. T. & 8S. F. Ry. et a) 
December 21—Indianapolis, Ind.—Examiner Disque: 
1. & S&S. 3647—Routing woodpulp board from International Fy 
Minn. to Ill. and Mo, 
December 21—Pikesville, Ky.—Examiner Stiles: 
24104—Big Sandy Fruit Co. et al. vs. A. & E. R. R. et al. 
December 21—Wilson, N. C.—Examiner Brennan: 
24223—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et gl 
December 22—Cincinnati, O.—Examiner Disque: 
24638—Lee Clay Products Co., Inc., vs. B. & O. R. R. et al. 
24740—Procter & Gamble Mfg. Co. vs. Alton R. R. et al. 


December 22—Argument at Washington, D. C.: 
18551—Armour Grain Co. vs. C. M. & St. P. Ry. et al. 
23841—-Kohler Co. vs. C. & N. W. Ry. et al. 
23844—-Morgan Packing Co. vs. C. M. St. P. & P. R. R. et al, 
24317—R. L. Higgins, doing business as R. L. Higgins & Co. et a 

vs. Pa. R. R. et al. 

December 23—Argument at Washington, D. C.: 

23506 (and Sub. 1)—Independent Coal Tar Co. vs. B. & A. RR 


et al. 
— ae Sub. 1)—Alan Wood Steel Co. et al. vs. A. G. S. RR 
et al. ; 
January 4—Washington, D. C.—Examiner Wilbur: 
24755—Henry C. Stuart vs. N. & W. Ry. et al. 


January 4—Washington, D. C.—Examiner Peck: 
23430 and Sub. 1—Central Pennsylvania Coal Producers Assn. et al, 
vs. B. & O. R. R. et al. 
a oe | - acres Paper & Pulp Traffic Assn. et al. vs. B. & M, 
. R. et al. 
23024—-State of New Hampshire vs. B. & O. R. R. et al. 
ye hamber of Commerce of Chambersburg vs. B. & O. R. R. 
et al. 
Portions Fourth Section Application 1570 et al. (adjourned hearing), 
January 4—Washington, D. C.—Examiner Conway: 
* Finance No. 3808—Excess income of L. O. P. & G. R. R. 
* Finance No. 3621—Excess income of A. C. L. R. R. 
January 5—Washington, D. C.—Examiner Glover: 
* Fourth Section Application No. 14437, filed by F. A. Leland. 
oy 6—Washington, D. C.—Commissioner Porter and Examiner 
och: 
12964—Consolidation of railroads (in the matter of consolidation of 
railway properties of the U. S. into a limited number of systems) 
(further hearing). 
January 6-7-8—Argument at Washington, D. C.: 
* 22907—Illinois Silica Sand Traffic Bureau vs. A. C. & Y. Ry. et al. 
(Industrial Sand Cases, 1930), and cases grouped therewith. 
January 7—Washington, D. C.—Examiner Weems: 
* 1. & S. 3669—Liquid chlorine in C: F. A. and W. T. L. territories. 
January 7—Baltimore, Md.—Examiner Wilbur: 
15445—McCormick Warehouse Co. vs. Pa. R. R. et al. (further hear- 
ing, to determine whether said order of Nov. 22, 1928, should be 
modified with respect to allowances to Terminal Warehouse Co. 


of Baltimore for loading or unloading of water-borne freight 
at Baltimore). 


January 11—Washington, D. C.—Examiner Mattingly: 

1. & S. 3547—Terra Cotta fnom, to, and between points in southern 
territory and between points in southern territory and points in 
official territory. 

January 11—Baltimore, Md.—Examiner Wilbur: 
24320—Baltimore Coal Exchange et al. vs. B. & O. R. R. et al. 
24653—John P. Agnew & Co., Inc., et al. vs. B. & O. R. R. et al. 
January 12—Kansas City, Mo.—Examiner Stiles: 
15682—Missouri-Kansas-Texas R. R. vs. Kansas City Terminal Ry. 
(further hearing, solely on question of just and reasonable terms 
and compensation for use of terminals required by order hereto- 
fore entered in said proceeding on May 13, 1929). 


January 12—Chicago, Ill.—Examiners Mackley and Hall: 
eee Millers’ League et al. vs. A. T. & S. F. Rys 
et al. 
24676—Minneapolis Traffic Assn. et al. vs. A. A. R. R. et al. 
24725—Omaha Grain Exchange of Omaha, Neb., vs. A. A. R. R. et al. 
(adjourned hearing). 
* 24799—Southwestern Millers’ League vs. A. & S. Ry. et al. 
* 24802—Duluth Board of Trade et al. vs. A. A. R. R. et al. 


January 12—Washington, D,. C.—Examiner Mattingly: 
Il. & S. 3130, part 11 (stone)—Southwestern rates. 
1. & S. 3479 (and ist and 38rd sups)—Stone, granite or marble to, 

from, and between points in southern territory. 
22959—Stone Mountain Granite Corp. et al. vs. Southern Ry. et al 
23610—Vermont Marble Co. vs. B. & A. R. R. et al. 
23683—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al. 
23673—Vermont Marble Co. of Texas et al. vs. A. G. S. R. R. et al. 
24037—National Granite Commission vs. A. & R. R. R. et al. 
24349—Indiana State Chamber of Commerce vs. A. & W. Ry. et a. 
1. & S. 3584—Stone in Arkansas and Oklahoma. 
24304—Hildreth Granite Co. vs. B. & M. R. R. et al. 
24096—-Acme Cut Stone Co. et al. vs. B. & O. R. R. et al. 
24600—Cast Stone Institute vs. A. & W. Ry., et al. ; 
24581—Mason City (Ia.) Chamber of Commerce for Mason City Cut 
Stone Co. vs. A. & W. Ry. et al. 
24429—Rockwood Alabama Stone Co. vs. G. & S. I. R. R. et al. 
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ATTORNEYS. at LAW 


a | 
| 
HARRY C. AMES __ | Practicing iF 
i 






ATTORNEY AT LAW 
"ta Before 


Successor to Keene & Ames 


> H. D. DRISCOLL | Interstate 





0% Interstate Commerce Commission 
‘Transportation Bld Bidg., \ Washington, D. C. 
Commerce Counsel 
and Attorney 


Phileade Building, Tulsa, Oklahoma 
et al Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 


THOMAS L. PHILIPS 


Commis- 
ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- & 
sions, rates, price fixing and _ valuation. 


RR PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


a TINKOFF 


and— 
tal =| CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
i PECIALI IZIN 


Commerce 





~ 


INTERSTATE COMMERCE CLAIMS 


: —and— 
RB: FEDERAL TAXES 
CHICAGO, ILL. 


1540 BUILDERS’ BUILDING 
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‘ S00 TERMINAL WAREHOUSES 


Candy Stored All Year—Trackage—Complete Service 
a AA. —Merchandise Stored—Pool Cars Distributed. 
. > 








Seven city blocks of ground floor with office and 
J warehouse space in individual units. Your Chicago 
J branch can be properly housed with us. No cartage 
"charges for deliveries to carriers on reshipments— 
Tunnel station in our warehouse. 





519 W. Roosevelt Road 
Rpionge 


Illinois 
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=" RICHMOND, VA. 


ea Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
5 Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 
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TRAFFIC MANAGERS | 


BISHOP & BAHLER 


Incorporated September 16. 1014 














' rT tT and 
ue rE — Commerce 
wmmerce tlorney 
1006 Fifth Street, Sacramento, Calif 
190, Madey gd Ge fee mine | Specialists 
HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 
Cost ont Statistical ao oe peed 
to ates—Consoli dat s uations 
Experts 643 TRANSPORTATION BLDG. 
: WASHINGTON, D. C. 


Distribution—Storage— 
Forwarding of 


General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 








gu 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 











jHUOOEFTNOO SEER OCHTLECECACTRONSSOOL 1L2800000 004 CORREMRRBOROR OR ET D1 11111 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





Merehandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 








QPernan 


; F; ——£ £-~ South Norwalk, Bridgeport, 
231 Qwneimaune _BORmessow New London and Norwich, Conn. 
—s |} Wauneoan | C. F. A., W. T. L., Inter-Mountain, 
Sin sO cia, teed tee 
_LeTewerr Corr Via—CLYDE, OLD DOMINION, SAVANNAH, 


MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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You 


can get this 
VALUABLE 
NEW BOOK 


Free! 


You will be glad to have it. Every 
traffic man who has seen it, pro- 
nounces it invaluable. Its title is: 


Building the Record 
in a Rate Case 
Before the Interstate 
Commerce Commission 


It is a part of “Federal Regula- 
tion of Commerce,” and shows the 
practical application of the prin- 
ciples of transportation law, prac- 
tice and procedure to the many 
complex problems encountered daily 
by men engaged in traffic and trans- 
portation work and allied fields. 

It is printed in legal portfolio size 
and contains the equivalent of a 
standard size book of 120 pages. 
Among the topics treated are: 


What the ’Record”’ Is and How to Build 
It Step by Step 

Jurisdiction of the Commission 

Election of Remedies 

Judicial Review of Orders of Commission 

Limitation of Action 

Law of the Case 

Issues of the Case 

Parties—Complainants, Interveners, Pro- 
testants, Applicants, Petitioners, De- 
fendants, Respondents, etc. 

Informal Complaints 

Formal Complaints 

Supplemental Complaints 

Counterclaims and Set-Offs 


Use the 


Coupon 


Cross Complaints 

Damages and Reparation 

Shortened Procedure 

Depositions, Witnesses and Subpoenas 

Documentary Evidence 

Briefs and Oral Arguments 

Fourth Section Applications 

Approved Specimen Forms of—Com- 
plaint, Answer, Petition for Leave to 
Intervene, Petition for Rehearing or 
Reargument, Reparation Statement 
Under Rule V 


—and the only graphic charts ever 
published showing the procedural 
steps in a Formal Complaint, Short- 
ened Procedure, Modified Proce- 
dure, Investigation and Suspension 
Proceedings. 


This treatise will serve as a handy 
desk manual and even a brief exam- 
ination of it will disclose that not 
only is a knowledge of transporta- 
tion law of vast daily help, but that 
a mastery of the subject qualifies 
one to act for himself or represent 
others in a professional capacity in 
a field which is national in scope, 
uncrowded, and offering attractive 
income possibilities. 


_ If you are seriously interested in 
improving your abilities in‘ traffic 
work, you may have a complimen- 
tary copy of “Building the Record,” 
now by using the coupon below or 
addressing a request on your letter- 
head to the Transportation Law In- 
stitute, 307 Nesth Wishlens Ave- 
nue, Chicago, Illinois, Dept. 49. 
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January 13—Argument at Washington, D. C.: 
© i, S. 3628 (second supplemental order)—Apples and pears fy 
Oregon and Washington to Portland, Tacoma and Seattle for a 































port. 
* 23167—Public Utilities Commission of State of Idaho vs, 0, g 
R. R. et al. a 


January 14—Argument at Washington, D. C.: 

ad ee ee Utilities Commission of State of Idaho vs. 0. § 
» & Ot al, 

* 23760 (and Sub. 1)—C.-B. Oil Co. et al. vs. A. T. & S. F. Ry. et, 

* 23831—Burley_ Home Oil Co. et al. vs. C. M. St. P. & P. R. R, et; 

* 23543—Idaho Freight Rate Assn. vs. O. S. L. R. R. et al. 


January 15—Argument at Washington, D. C.: 
* Finance No. 8179—M. P. R. R. et al., proposed construction ay 
trackage operation. 


January 16—Argument at Washington, D. C.: 

* 23853—Crown Mills vs. S. P. & S. Ry. et al. 

* 23992—-Michael Comella et al. vs. D. L. & W. R. R. et al. 

* ae oe Angeles Chamber of Commerce vs. A. T. & S. FP, Ry 
et al. ] 


January 18—Argument at Washington, D. C.: 
17000, part 8—Rate structure investigation—cottonseed, its producy 
and related articles (and cases grouped therewith). 


January 24—Washington, D. C.—Examiner Wilbur: 
24823—M. J. Grove Lime Co. vs. B. & O. R. R. et al. 


January 25—Louisville, Ky.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al, 
* 17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. eta) 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (further 
hearing in so far as they concern the lawfulness of rates in past 
and reparation) 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 
23957—Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (thes 
three cases present similar issues). 


January 25—Argument at Washington, D. C.: 
* 22752 (and Subs. 1 to 4, incl.)\—Armour & Co. et al. vs. A. T, & 
S. F. Ry. et al. and (cases grouped therewith). 


January 26—Argument at Washington, D. C.: 

* 24099—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 

* 24132—American Popcorn Co. vs. A. T. & S. F. Ry. et al. 

* 24196—Standard Briquette Fuel Co. vs. A. T. & S. F. Ry. et al. 

* 24285—Traffic Bureau, Lynchburg Chamber of Commerce, for N, & 
W. Overall Co., Inc., vs. Sou. Ry. et al. E 


January 26—Washington, D. C.—Examiner Armes: 
1. & S. 3636 and 6 supplemental orders—Cotton, woolen and knitting 
factory products between interstate points. 
24139—N. C. Corporation Commission et al. vs. A. & W. Ry. et al. 
24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et al. oe 
Fourth Section Application No. 14336—Dry goods in south (to he ea 
heard along with I. & S. 3636, cotton, woolen and knitting factory ‘ 
products between interstate points). 
January 27—Argument at Washington, D. C.: 
* 23748 (and Sub. 1)—Lake County Oil Mill vs. I. C. R. R. et al. 
* 23854—Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
* 24239 (and Subs. 1 to 4, incl.)—Auto Gas & Supply Co. et al. vs. 
A, T. & 3. & Ry. ot al. 
* 24269—Butler Consolidated Coal Co. vs. B. & O. R. R. : 
January 28—Argument at Washington, D. C.: pA 
* 23671—Consolidated Cottonseed Operating Co. et al. vs. A. & M. Ry. 
and Bridge Term. Co. et al. 
* 24254—City of Newark, N. J., et al. vs. Pa. R. R. 
* 24353—American Cigar Box Lumber Co. vs. N. & W. Ry. et al. 


January 29—Argument at Washington, D. C.: 

* 23818—State Corporation Commission of Virginia vs. Pa. R. R. et al. 

* - “ e- 7 1)—Burning Oil Distributors’ Assn. et al. vs. A. & 
. Ry. et al. 

* 24355—Alpena Leather Corporation vs. Pa. R. R. et al. 


February 1—Washington, D. C.—Examiner Wilbur: 
24782—Southern Kraft Corp. et al. vs. A. C. & Y. Ry. et al. 
Februory 1—Washington, D. C.—Examiner Fuller: 
1. & S$. 3621 and five supplemental orders—Canned goods from 
Pacific Coast to eastern destinations. 
February 1—Tulsa, Okla.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
* 17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
* 18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
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* 18413—Indian Refining Co. vs. A. & V. Ry. et al. 

* 18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

* 18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

* 18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (further 
hearing in so far as they concern the lawfulness of rates in past 
and reparation). 

* 20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 

* 22252—Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 

* 23957—Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 


three cases present similar issues). 
February 5—Dallas, Tex.—Examiner Peyser: 
* 17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
* 17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
* 18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
* 18413—Indian Refining Co. vs. A. & V. Ry. et al. 
* 18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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Western Address: Kansas City Fibre Box 
Company, Packer’s Station, Kansas 
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SHIPPING BOXES, TOO 


To give protection is the chief function of a Hinde & Dauch 
Shipping Box. Polished surfaces must remain unmarred. 

Sharp cornered products must arrive undented. Fragile prod- 

fi ucts must reach their destination unbroken and all must be 
shielded from dirt, dampness and pilferage. For that reason, 

every H & D Box is made up, specially, to PROTECT the prod- 

ucts it carries. Remember, that regardless of the size, shape or na- 
ture of your product, Hinde & Dauch Package Engineers can build 
a shipping box that will carry it SAFELY, to its ultimate destination. 
Write for illustrated booklet “Package Engineering’. No obligation. 


THE HINDE & DAUCH PAPER COMPANY 
303 Decatur St. - Sandusky, Ohio 
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SHIPS AND MASTERS 





Descendant of seafarers, Captain Wilson 
went to sea as a seaman on American-Hawa- 
iian's “Kansan” in 1916. This vessel was 
mined with a cargo of horses, but expert 
handling brought her safely to port. Again 
she was torpedoed amidships while crossing 
to France and the crew was forced to take 
to the lifeboats. 


Joining the Naval Reserve, Captain Wil- 
son was detailed to the “Lake Catherine,” 
which was placed in the English Channel 
run transporting war supplies and coal. Re- 
tiring from the naval service at the close of 
the war, he was made Chief Mate of the 
American-Hawaiian ‘Kentuckian,’ making a 
voyage to Chile, returning with nitrate for 
Genoa, thence to Norfolk for coal for Alex- 
andria. 


Captain Wilson was given his first com- 
mand, the “Kentuckian,” in 1925. He later 
made four voyages to the Orient on the 
“Golden Sun” and the “Golden Tide,’’ but 
returned to the intercoastal service in which 
he has commanded the ‘Kentuckian’ ever 
since. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY 


Superior Coast-to-Coast Service 


Published weekly by THe Trarric Service Corp., 418 S. Market St., Chicago, III. s 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 15/9 
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The Kentuckian 
and 
Capt. Ross L. Wilson 





Stowage of sacked seeds and cement is illus- 
trated, demonstrating the security with which 
cargo is shipped via American-Hawaiian. Scien- 
tific cargo handling, coupled with regular twice- 
a-week sailings between East and West Coasts, 
provides a dependable and frequent service via 
this company’s fleet of twenty-three freighters. 


A Sound Motion Picture, ““INTER-COASTAL CAR- 


GO” has recently been completed by American- 
Hawaiian. Upon application to any of the Company 
district managers or offices, this picture will be 
screened free of charge to any interested organiza- 
tion or group. 
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HOUSTON 


PORT of ENTRY 





For the large and growing trade area 
that includes Texas, Oklahoma, New 
Mexico, Arkansas and part of Louisiana. 


That this section is destined to be one of 
America’s greatest future markets is 
proven by government statistics, which 
show that growth in population, wealth 
and development in this section for the 
last ten years has far outstripped any 
other part of the country for the same 
period. 


Houston is the dominant city in this ter- 
ritory. Not only is it the largest city, but 
it is the first cotton port, third export port 
of the country and leads in retail sales 
for the entire South. 


WHETHER IT’S FOR IMPORTING, EXPORTING 

OR LOCATING A MANUFACTURING OR 

DISTRIBUTING POINT YOU CAN'T GO 
WRONG ON 


HOUSTON 


Get the details NOW! It means profit to you 


DIRECTOR of the PORT 


J. Russell Wait 
COURTHOUSE BLDG. 


HOUSTON 





TEXAS 
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ENGLAND'S 
TARIFF WALLS 


What Then? 


Recent economic trends have forced the issue... to make 
money in England, your merchandise must be “Made in 
England.” 

Tariff walls are rising. England’s rejection of the gold 
standard puts America’s exporting to England at increased 
disadvantage. 

Yet, every trade difficulty is overcome by establishing a 
factory in England. We can help you find both building 
and location. Our files contain full information on wages, 
taxes, labor supply . . . floor plans and photographs. 

This service is readily available at any one of our 
American offices and may be yours in strict confidence 
without obligation or expense. Simply indicate your in- 


terest . . . by letter or telephone. 


LIMS 


GREAT BRITAIN 


London, Midland & Scottish Railway of G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION ] 
Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE FIFTEEN PER CENT CASE 


OWEVER penurious or unwise the Commission 

may have been in its decision in the fifteen per 
cent case, it is to be congratulated—and so is the public 
—on the business judgment it has shown in permitting 
the carriers to lend to weak roads the money earned by 
the pooling plan instead of giving it to them outright, 
and in other ways, within the limits of the original de- 
cision, giving way to the desires of the railroads. As we 
understand it, the Commission grants permission to 
make such increases as are stipulated without positively 
ordering the disposition to be made of the proceeds, but 
with the understanding that the railroads will set up the 
proper organization for distributing the pooled revenue 
as loans to the roads that are in need. Of course, the 
obvious conclusion is that, if the railroads do not make 
this disposition of their increased revenue, the permis- 
sion to collect it will be promptly revoked. 


THE COMMISSION’S REPORT 


E are printing elsewhere in this issue an exhaus- 
tive summary of the annual report of the 
Interstate Commerce Commission. It is an unusually 
interesting document, containing a great deal with re- 
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spect to the national transportation problem. To us, the 
most interesting as well as the most important thing in 
it is the recommendation for a Congressional investiga- 
tion of alleged subsidies or artificial helps to transport 
agencies in competition with the railroads with a view 
to placing competition on a just and equitable basis. 
Such an investigation is exactly what is needed. As to 
the efficiacy of an inquiry conducted by Congress itself, 
through one of its standing or special committees, we 
have our doubts, but there is nothing to prevent Con- 
gress setting up an independent, representative commis- 
sion of unbiased and able men competent to deal with the 
situation. Whether it does this or conducts the investi- 
gation itself, however, we hope the recommendation of 
the Commission will be followed. Men are now discuss- 
ing in ignorance and prejudice the subjects involved. 
What is wanted are facts from unbiased sources. The 
agencies of transport that are competing with the rail- 
roads, we believe, have come to stay and are serving 
a useful purpose; but the conditions under which they 
are allowed to stay and to serve that purpose ought to 
be fair and equitable. Determination of just what those 
conditions should be is needed—and then legislation to 
bring them about. 


THE PRESIDENT’S MESSAGE 


HE message of President Hoover, delivered to Con- 

gress this week, contains evidences of a better under- 
standing of the country’s transportation problem than 
has heretofore been the case in that quarter. To be sure, 
his statement that the prosperity of the railways is in- 
terrelated with that of all industries and that they “are 
and must remain the backbone of our transportation 
system,” does not mean much, taken by itself, for it is 
the phrase used by all speakers and writers on the sub- 
ject—even those who are doing their best to promote 
unfair competition and unwisely restrictive measures. 
But President Hoover suggests some concrete things for 
the benefit of the railroads—or that will benefit them, 
if put into effect, even though the motive for all of them 
may not be entirely that. 

One of the functions of the emergency reconstruc- 
tion corporation that he suggests would be to make tem- 
porary advances of funds to railways in need; he sug- 
gests “approximate regulation” of competing services 
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j revision of methods of regulation; he recommends 
jlation of coastwise shipping. To be sure, he sug- 
att no curtailment of expenditures for inland water- 
Zam... improvement and seems rather proud of what is 
sing done, though the “unprecedented scale” on which 
his pet work of his is proceeding is not in accord with 
‘s economy preachments in other respects; but, on the 
her hand, he makes no recommendation for increased 
spenditures and he does not talk as of yore about the 
meat benefit to business from lowered costs of trans- 
Sam oration through waterway development and resulting 
nefits to the railroads through the building up of com- 
munities and new industries. He even suggests that a 
g worganized Shipping Board regulate rates and services 
4M on the inland waterways. Altogether we take hope from 
his message. 
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| TRAFFIC LEAGUE AND TRAFFIC CLUBS 

: NE of the several “snappy comebacks” to our 

| O editorial last week with respect to the proper 
functions of the National Industrial Traffic League thus 
succinctly states the questions that appear more or less 
in all of them: 

(1) Is not the editor’s criticism of the Traffic League due 

m to the fact that he is active in the Associated Traffic Clubs of 
@ America, a rival organization ? 

(2) If it is improper or unwise for the National Industrial 
Traffic League to act on problems of national public interest, 
why is not the same thing true of the Associated Traffic Clubs 
of America, which you seem to think is accomplishing so much 
good? 

The questions are easily answered. They could not 

have been asked by anyone familiar with what has been 
going on. 

(1) In the first place, the National Industrial Traffic 
League and the Associated Traffic Clubs of America are 
not rival organizations in any sense of the word. One 
is made up of traffic representatives of shippers and the 
other of traffic clubs whose members are both shippers 
and carriers. There is no reason why one eligible cannot 
be active in both organizations, and many are so. Their 
purposes are different. In the second place, the question 
gets the cart before the horse—the cause for the effect. 
The Traffic World does not favor the Associated Traffic 
Clubs of America because its editor is active in it. The 
thing is the other way ’round. The editor of The Traffic 
World is active in the association because he thinks it a 
worthy organization. 

(2) The logic is perfect. It is just as improper for 
the Associated Traffic Clubs of America to endeavor to 
decide national questions as it is for the National In- 
dustrial Traffic League to do so—and for the same rea- 
sons. Those reasons are that neither the men who com- 


pose the traffic clubs and attend conventions of the 
Associated Traffic Clubs, nor those who belong to the 
National Industrial Traffic League are authorized to 
speak for their emlpoyers on such questions, and neither 
organization can deal with such problems without more 
or less disrupting itself. 

It is true that the association, in its first days, at- 
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tempted to deal with national problems and commit the 
member clubs to what were considered sound views, and 
that we thought well of this plan. It is true also that 
once we thought the Traffic League was the proper or- 
ganization to deal with such things across the table from 
the railroads. But we have learned better, in both cases, 
for the reasons stated. The association of traffic clubs 
now takes no definite action on such things but contents 
itself, together with its other activities, in disseminating 
information for the education of those concerned. 

Other comments are to the effect that the League 
can and does deal with national transportation problems 
affected by public interest. As to whether it can prop- 
erly do so, there is little to add to our former expression, 
except, perhaps, to say that the industrial traffic man, 
like the railroad traffic man, is so close to his job as to 
be constitutionally unfit for such consideration. He re- 
gards his job as one involving the immediate profit of 
his employer and, if a railroad proposes something that 
means a higher rate or a lessening in service for him, he 
is at once against it. Like others who work for hire, he 
is interested in making a “showing.” 

As to whether the League does deal with such 
things in anything like comprehensive and dependable 
fashion, it is only necessary to mention the Fifteen Per 
Cent Case, 1931. The railroads proposed an increase in 
rates on the ground that a national economic situation 
was involved. What did the shippers, as represented by 
their League, do? Nothing. They neither favored the 
increase, opposed it, or offered a substitute plan. Each 
member was left to do as he chose in view of this own 
immediate interest or his own conception of the public 
interest. It is true that Mr. Walter, the League’s coun- 
sel, did convince the Commission that a revenue pooling 
plan was the correct answer, but, though he was present 
in the proceedings as counsel for the League in order to 
bring out information, he was not authorized to repre- 
sent the League in proposing the pooling plan and care- 
fully explained that he was not so representing it. 

We are not here saying that the League could or 
should have taken a stand in this matter or asserting 
that, in its failure to do so, there was any other organ- 
ization that could or should have represented business 
as the buyer of transportation. We are simply pointing 
out that the League took no action in the most important 
matter of national transportation policy that has arisen 
in years. How can it, then, expect to be considered the 
representative of business in such matters? 


THE PRESIDENT’S MESSAGE 


Regulation of the competitors of the railroads; the setting 
up of a reconstruction finance corporation which, among other 
things, would make temporary advances to railways which could 
not otherwise obtain credit; and transfer of the administrative 
functions of the Shipping Board to the Department of Commerce, 
leaving the Shipping Board to function chiefly as a regulatory 
agency, are the outstanding recommendations of President 
Hoover with respect to transportation made in his message to 
the Seventy-second Congress December 8. The parts of the mes- 
sage relating to transportation follow: 

Railways 


The railways present one of our immediate and pressing problems, 
They are and must remain the backbone of our transportation sys- 
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tem. 
industries. 
of their employment, 
industries, the enormous investment in their securities, particularly 
their bonds, by insurance companies, savings banks, benevolent and 


Their prosperity is interrelated with the prosperity of all 
Their fundamental service in transportation, the volume 
their buying power for supplies from other 


other trusts, all reflect their partnership in the whole economic 
fabric. Through these institutions the railway bonds are in a large 
sense the investment of every family. ‘The well-maintained and 
successful operation and the stability of railway finances are of pri- 
mary importance to economic recovery. They should have more ef- 
fective opportunity to reduce operating costs by proper consolidation. 
As their rates must be regulated in public interest, so also approx- 
imate regulation should be applied to competing services by some 
authority. The methods of their regulation should be revised. The 
Interstate Commerce Commission has made important and far-reach- 
ing recommendations upon the whole subject, which I commend to 
the early consideration of the Congress. 


Shipping Board 


At present the Shipping Board exercises large administrative 
functions independent of the executive. These administrative func- 
tions should be transferred to the Department of Commerce, in 
keeping with that single responsibility which has been the basis of 
our governmental structure since its foundation. There should be 
created in that department a position of assistant secretary for 
merchant marine, under whom this work and the several bureaus 
having to do with merchant marine may be grouped. : 

The Shipping Board should be made a regulatory body acting 
also in advisory capacity on loans and policies, in keeping with its 
original conception. Its regulatory powers should be amended to 
include regulation of coastwise shipping so as to assure stability and 
better service. It is also worthy of consideration that the regulation 
of rates and services upon the inland waterways should be assigned 
to such a reorganized board. 


Inland Waterway and Harbor Improvement 


These improvements are now proceeding upon an unprecedented 
scale. Some indication of the volume of work in progress is con- 
veyed by the fact that during. the current year over 380,000,000 cubic 
yards of material have been moved—an amount equal to the entire 
removal in the construction of the Panama Canal. The Mississippi 
waterway system, connecting Chicago, Kansas City, Pittsburgh and 
New Orleans, will be in full operation — 1938. Substantial prog- 
ress is being made upon the projects of the upper Missouri, upper 
Mississippi, etc. 

Negotiations are now in progress with Canada for the construc- 
tion of the St. Lawrence Waterway. 


Financial Condition of Railroads 


Parts of the message relating to the financial condition of 
the railroads follow: 


The major economic forces and weaknesses at home and abroad 
have now been exposed and can be appraised, and the time is ripe 
for forward action to expedite our recovery. 

Although some of the causes of our depression are due to spec- 
ulation, inflation of securities and real estate, unsound foreign invest- 
ments, and mismanagement of financial institutions, yet our self- 
contained national economy, with its matchless strength and resources, 
would have enabled us to recover long since but for the continued 
dislocations, shocks and setbacks from abroad. 

Whatever the causes may be, the vast liquidation and readjust- 
ments which have taken place have left us with a large degree of 
credit paralysis, which, together with the situation in our railways 
and the conditions abroad. are now the outstanding obstacles to 
recuperation. If we can put our financial resources to work and can 
ameliorate the financial situation in the railways, I am confident we 
can make a large measure of recovery independent of the rest of 
= A strong America is the highest contribution to world 
sta ave 

Our first step toward recovery is to reestablish confidence and 
thus restore the flow of credit which is the very basis of our eco- 
nomic life. We must put some steel beams in the foundations of 
our credit structure. It is our duty to apply the full strength of 
our government not only to the immediate phases, but to provide 
security against shocks and the repetition of the weaknesses which 
have been proven. 

The recommendations which I here lay before the Congress are 
designed to meet these needs by strengthening financial, industrial 
and agricultural life through the medium of our existing institutions, 
and thus to avoid the entry of the government into competition with 
private business. 


Reconstruction Finance Corporation 


In order that the public may be absolutely assured and that the 
government: may be in position to meet any public necessity, I 
recommend that an emergency Reconstruction Corporation of the 
nature of the former War Finance Corporation should be established. 
It may not be necessary to use such an instrumentality very exten- 
sively. The very esistence of such a bulwark will strengthen confi- 
dence. The Treasury should be authorized to subscribe a reasonable 
capital to it, and it should be given authority to issue its own deben- 
tures. It should be placed in liquidation at the end of two years. 
Its purpose is that by strengthening the weak spots to thus liberate 
the full strength of the nation’s resources. It should be in position 
to facilitate exports by American agencies; make advances to agri- 
cultural credit egencies where necessary to protect and aid the 
agricultural industry; to make temporary advances upon proper se- 
curities to established industries, railways, and financial institu- 
tions which can not otherwise secure credit, and where such ad- 
vances will potect the credit structure and stimulate employment. 
Its functions would not overlap those of the National Credit 


Corporation. 
River and Harbor Work 


I recommend that all building and construction activities of the 
government now carried on by many departments be consolidated 
into an independent establishment under the President to be known 
as the “Public Works Administration” directed by a Public Works 
Administrator. This agency should undertake all construction work 
in service to the different departments of the government (except 
naval and military work). The services of the Corps of Army En- 
gineers should be delegated in rotation for military duty to this 
administration in continuation of their supervision of river and har- 
bor work. Great economies, sounder policies, more effective co- 
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ordination to employment, and expedition in all constructj 
would result from this consolidation. 


Unemployment 

As an aid to unemployment the federal government is engages 
in the greatest program of public-building, harbor, flood-contrg 
highway, waterway, aviation, merchant and naval ship constructig 
in all history. Our expenditures on these works during this calendas 
year will reach about $780,000,000 compared with $260,000,000 in 19%, 
Through this increased construction, through the maintenance of; 
full complement of federal employes, and through services to Vet 
erans it is estimated that the federal taxpayer is now directly con. 
tributing to the livelihood of 10,000,000 of our citizens. 

We must avoid burdens upon the government which wil] create 
more unemployment in private industry than can be gained by fy. 
ther expansion of employment by the federal government. We can 
now stimulate employment and agriculture more effectually and 
speedily through the voluntary measures in progress, through the 
thawing out of credit, through the building up of stability abroad, 
through the home loan discount banks, through an emergency finang 
corporation and the rehabilitation of the railways and other such 
directions. 

I am opposed to any direct or indirect government dole. The 
breakdown and increased unemployment in Europe is due in part ty 
such practices. Our people are providing against distress from up. 
employment in true American fashion by a magnificent response to 
public appeal and by action of the local governments. 


TRANSPORTATION BILLS 


Representative Hoch, Kansas, has introduced a bill, H. R. 
420, revising section 1 (8) of the interstate commerce law, the 
commodities clause, so that the prohibition of that part of the 
statute will extend to the transportation of any traffic in which 
the carrier hasan interest, direct or indirect, except for its 
own use in the conduct of its business as a common carrier, 
The bill has been referred to the committee on interstate and 
foreign commerce. 

The Kansas representative has introduced another bill, 
H. R. 421, also referred to the same committee, amending sec. 
tion 1 (3) of the interstate commerce act so as to bring within 
the meaning of the term “common carrier” “all persons firms 
or corporations who receive goods of others for transportation 
and combine the same in carload or less-than-carload shipments 
and cause the same to be transported in carload or less-than- 
carload lots at carload or less-than-carload rates and/or 
operate containers or container cars and/or instrumentalities in 
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connection with the uses thereof.” the 
Similar bills were introduced by Mr. Hoch in the last & Pre 
Congress. of 
Representative Jones, of Texas, has introduced House Joint he 
resolution 56, authorizing and directing the Secretary of Agri- & thc 
culture to establish and maintain a freight-rate adjustment divi- & vic 
sion for the benefit of agriculture. The duty ofthe division would WI 
be to seek reasonable and non-discriminatory rates for farm 
commodities. The measure is a revival of one introduced in va 
the last session. th 
Representative LaGuardia, of New York, has introduced ke 
House joint resolution 5 providing for creation of a commission gu 
to revise the water shipping laws of the United States. 
Representative Welch, of California, has introduced H. R. tic 
8, a bill to amend subsection (d) of section 11 of the merchant th 
marine act of 1920, as amended by section 301 of the act of § fa 






1928, with reference to interest on construction loans for ships. 

Representative Patterson, of Alabama, has introduced H. 
R. 85, a bill to authorize an appropriation of one billion dollars 
for the building of highways. 

Representative Evans, of California, has introduced H. R. 
408, a bill prescribing regulations for carrying on the business 
of lighter service from any of the ports of the United States to 
stationary ships or barges situated offshore, and for the pur- 
pose of promoting the safety of navigation. 

Representative LaGuardia, of New York, has introduced H. 
R. 346, a bill to fix the liability of owners of vessels. 

Representative Howard, of Nebraska, has _ introduced 
House joint resolution 50, directing the Commission to effect 
reductions in freight rates on export wheat so that wheat will 
be accorded same advantages accorded export shipments of 
iron and steel articles in way of freight charges, as compared 
with domestic rates. 

Representative Mapes, of Michigan, has introduced H. R. 
435, a bill to provide for a deep waterway for ocean-going ves- 
sels from the Great Lakes to the Atlantic Ocean by way of the 
St. Lawrence. 

Representative Fulmer, of South Carolina, has introduced 
H. R. 112, a bill providing that the Commission shall establish 
and enforce preferential rates on shipments of cotton based on 
the cubic contents of the bale. Such a measure has been in 
troduced heretofore by Mr. Fulmer. 

Senator McKellar, of Tennessee, has offered resolutions 
53 and 54 calling on the Postmaster General for information re- 
lating to air mail and ocean mail contracts. ; 

Representative Rayburn, of Texas, has introduced a bill 
providing for regulation of railroad holding companies by the 
Commission. 
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When the hunger’ marchers 
reached Washington they were re- 
ceived by much the same ceremony 
that is observed when distinguished 
foreigners come hither—to see how 
soft Uncle Sam is toward European 
plans. They were taken through the city by a police escort, 
with motorcycle policemen tooting their horns, thereby advising 
the proletariat to keep out of the way. What a thrill that gives 
to one fortunate enough to ride through the crowded streets 
of New York with traffic scattering to make way for his auto- 
mobile, so escorted! 

And when they got to the capitol they found the police had 
stretched ropes so that the marchers would not have to touch 
elbows with the rabble—the ones not honored by having the 
police escort them and clear the way for them. 


True, they were not allowed to enter the Senate chamber. 
In that respect they had no rights or privileges not accorded 
to about 120,000,000 Americans. The typewriter nearly said 
120,000,000 “other Americans,” which, in view of the singing of 
a song advising, “Wave the Red Banner,” and what those who 
heard it said was the “Internationale” and occasional advice 
to save the Soviet Union, might have been a grievous blunder. 


Senator King, of Utah, appeared before the marchers and 
offered to take their petition into the Senate—which is the 
way Americans must offer their petitions. 

“Who the H—— are you?” someone in the crowd asked 
King. The Utah man politely told them who he was. He was 
told, figuratively, to “beat it’; that the marchers would make 
their own rules for communicating with the Senate and the 
President, chief of which was that they would stand in front 
of the Senate to harangue it and talk to the President whether 
he wanted to see them or not. But, for some reason, they 
thought it better to go back to the quarters the city had pro- 
vided for them, without going into the Senate chamber or the 
White House. 

Years ago a Mississippi congressman, Representative ‘“Pri- 
vate” John Allen, once answered a charge to the effect that 
the colored brother was not allowed to vote in that state, being 
kept away from the polls by fear, caused by the shooting of 
guns and things of that sort. 

“Yes, sir,” said Allen; “it is true we fire a cannon on elec- 
tion morning. We shoot it to let the colored folks know that 
there is going to be an election and that it is going to be a 
fair one.” 

Policemen standing on the capitol steps, armed with rifles 
and tear bombs, may have been mistaken by the marchers for 
intimidators instead of protectors. Whatever they were, the 
marchers lost taste for giving the Senate new rules of pro- 
cedure with respect to petitions and their presentation. These 
marchers, however, did not make the mistake of Coxey’s men. 
They did not walk on the grass, thereby showing their con- 
tempt for one of the rules of the Senate and House of Repre- 
sentatives. 


Hunger Marchers 
overwhelmed with 
Kindness and Attention 





Wittingly or otherwise, the Commis- 
sion has prepared, in the eastern and 
western class rate revisions, for many 
treasure hunts—so many, in fact, that 
tariff searchers should find this a good 
winter for their business. 

The Commission told the railroads to make many joint 
interterritorial class rates in accordance with scales and in ac- 
cordance with key rates. Then it added that no through rates 
were to be in excess of the aggregate of intermediates. There- 
fore, the railroads put a rule in the new tariffs making com- 
binations alternate with joint rates. 

From Dan to Beersheba, henceforth, diligent tariff readers 
will be hunting for the aggregate of intermediates. They will 
be very important. In fact, every aggregate of intermediates 
Will be a potential pot of gold. The ordinary shipper, seeing 
in the tariffs’ a rule saying that, if a combination makes lower 
than the through rate, that will be the one to apply, will think, 
When he ships between the east and the west, of combinations 
based on Chicago or the Mississippi and Missouri River cross- 
ings. If they do not cut the through rates, he will come to 


Commission Gets 
Set for Many 
Treasure Hunts 
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the conclusion that the through rates will be the ones to use. 
Combinations generally applied until December 3. 

And when he does his alternating work will be cut out 
for the diligent tariff checker. The railroads do not undertake 
to find the lowest combination. The average railroad freight 
agent would have neither the tariff file nor the knowledge if 
he had a file to check the possible combinations, based, for 
instance, on unknown junctions in Colorado, which might make 
the rate to Montana or Wyoming as much as $1 under the 
joint rate, carried in the new class rate tariffs. 

Tariff interpretation cases will be common, unless the 
Commission finds some way to compel railroad freight revenue 
auditors who have to check freight bills return to shippers 
excesses paid by them through their inability to find the lowest 
combinations. Cases like that about plaster and plasterboard 
(I. and S. No. 3446, elsewhere in this issue) will be relatively 
simple and common. 

Some have suggesteed that, in view of the law and the Com- 
mission’s Tariff Circular No. 20, it is the duty of the carriers 
to hunt out the lowest combinations and print them as specific 
rates and that, until they have done that, they have not com- 
plied with the law. 

In view of what the railroads have been compelled, by the 
Commission’s decisions, to put into their tariffs, “tariff sim- 
plification” has become a hissing and a by-word among those 
heartily in favor of the much talked about but seemingly al- 
ways receding simplification. As an example of the newest 
sort of simplification, it may be mentioned that a cursory ex- 
amination of the tariffs seems to indicate that, of the new 
westbound joint class rates, the first three are cut by com- 
binations on Chicago and the last three by combinations on 
St. Louis. To some places the first and fourth class combina- 
tions base on St. Louis and the second and fifth on Chicago— 
a nice hullaballoo. 





An idea, the product of Presi- 
dent Hoover’s message to Congress, 
is that comparatively little set-backs 
scare the nephews of Uncle Sam. 
For instance, the President said 
that, in the last year, banks repre- 
senting 3 per cent of our total deposits had been closed. A 
large part of these failures, he added, were caused by with- 
drawals for hoarding, as distinguished from the failures early 
in the depression, where weakness due to mismanagement was 
the larger cause of failure. Despite their closing, he said, many 
of them would pay in full. 

Notwithstanding the relatively small volume of deposits in- 
volved, notwithstanding the fact that many of the banks would 
pay in full, the President said the hoarding was still bad enough 
to account for the disappearance of $1,100,000,000 from circu- 
lation, thereby making it hard for banks to extend proper credit 
and thereby continuing the credit paralysis. The latter ac- 
centuates the deflation and liquidation of commodities, real 
estate, and securities below any reasonable basis of values, he 
said. 

The President did not say so, but, perhaps, he thought that 
every hoarder of money was an enemy of the country. But 
he did say that the country did not require more money or 
— capital—but that we needed to put what we had to 
work. 

Americans, if they lost three per cent of their deposits in 
a poker contract game or games over a whole year, even 
to misers who would put it into socks, probably, it might be 
suggested, would be sore, but not scared stiff. But losses 
to some depositcrs, which will not be permanent in all cases, 
seemingly, have sent a lot of them scurrying to get money out 
of the banks so that their business and that of their neighbors 
bogs down into a morass as deep, apparently, as existed in 
—— - depression before the reserve banking system was 
evised. 


Relatively Small 
Things Give Americans 
Great Frights 





It will be proper hereafter to address 
R. C. Fulbright as “Senator.” The title has 
been conferred on him by employes of the 
Senate. They should know. 

All day Monday of this week, the day 
Congress resumed work, the Texan had his 
comings and goings about the Senate end of the capitol pleas- 
antly expedited by elevator conductors and skippers on the 
little underground tram cars members of the Senate have pro- 
vided for their comfort in going back and forth between the 
capitol] and their offices in the monumental white marble office 
building they have erected for themselves. 

“Senator aboard,” said the elevator conductors, as they 
shot Fulbright up or down, while the ordinary folk whose taxes 
pay for such expedited service for their servants stood and 
waited for the elevators to stop for them. 


Oh, It’s Nice to 
Be a Senator, 
Sings Fulbright 
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“Giddap,” said the conductors of the underground trams 
when Fulbright stepped aboard regardless of how many of 
the taxpayers were coming to be transported, that being the 
way the somewhat “uppity” senators have trained their em- 
ployes. 

The secret? Certainly. Fulbright, because he had to appear 
in the Supreme Court of the United States that day, dressed 
up in a long-tailed coat, zebra trousers, and a gates ajar or 
wing collar, a custom not now so generally followed. The car 
conductors, naturally, thought only a senator would so array 
himself on the first day of the session. If the hunger marchers 
had dressed their leaders so, the latter might have received 
like grand vitesse treatment. 





What seemed an unusual note 
was sounded in the symphony pro- 
duced by the Rivers and Harbors 
Congress when George B. Wright, 
freight traffic manager of the Detroit 
and Cleveland Navigation Company, 
addressed that body at its annual meeting in this city this 
week. (Elsewhere in this issue.) The impresson produced, at 
least on some of his hearers, was that the situation of the inde- 
pendent package freight carriers on Lake Erie was better while 
the railroads controlled package freight boats on that stormy 
lake than it had been since the law, on findings of fact by the 
Commission that the continuance of railroaad control was not 
in the public interest, forced the railroads out of such control, 
in 1915. 

Among other things, the independent package boats then 
had a greater tonnage and there was a greater spread, in per- 
centage, between the all-rail and the lake-and-rail rates. In 
1907, the year the railroads reached the maximum of their con- 
trol, the first class lake-and-rail rate between New York and 
Detroit, for instance, was 86.4 per cent of the all-rail rate, or 
8 cents a hundred pounds. In 1917, the first class lake-and-rail 
rate, Detroit-New York, was 88.6 per cent. The first class lake- 
and-rail, at times in the war period, was 92.8 and 100 per cent 
of the all-rail. The 92.8 per cent relationship continued from 
1932 to December 3, 1931, when the class rate orders went into 
effect, with lake-and-rail rates 90 per cent of the new class 
rates. The Commission, however, suspended the proposed rates 
in I. and S. No. 3662. Mr. Wright pointed out that, if the old 
relationship had been maintained, the first class lake-and-rail 
rate, Detroit-New York, would have been 17 cents under the 
all-rail. 

Some of the fall in tonnage of his company—103,122 tons 
in 1916 to 26,488 tons in 1929 and to 21,386 in 1930—was at- 
tributed to other forms of transportation—the truck, for in- 
stance—but the impression created was that the railroads were 
kinder to the boats when they themselves owned boats than 
the railroads and the Commission combined had been since the 
Commission, under the Panama Canal act, had swept railroad- 
controlled boats from Lake Erie, though the Panama Canal act 
was intended as a blow at the railroads for the upbuilding of the 
carriers by water.—A. E. H. 


RAIL INQUIRY PROPOSED 
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Senator Couzens, of Michigan, chairman of the Senate in- 
terstate commerce committee, introduced in the Senate this 
week a resolution providing for creation by Congress of a 
joint congressional committee to make a general investiga- 
tion and study of all matters affecting the operations of com- 
mon carriers by railroad subject to the interstate commerce act, 
with a particular view to determining to what extent the fed- 
eral government could aid in the present emergency in pre- 
serving continuous and efficient transportation service by rail- 
road, “in alleviating the financial difficulties in which many 
such carriers are involved, in relieving the distress of the un- 
employed railroad workers, and in preventing further unem- 
ployment among such workers.” A favorable report to the 
Senate on the measure Was made to the committee. 

The committee would be composed of the chairmen, the 
ranking majority members, the ranking minority members, and 
the next ranking minority members, of the interstate commerce 
committees of the Senate and House. 

In the preamble to the resolution, it is declared that many 
railroads are involved in grave financial difficulties; that all 
the roads have sought a 15 per cent increase in freight rates; 
that there is a movement now in progress to reduce the wages 
of all railway employes, although it appears that approximately 
500,000 normally necessary railway employes are now unem- 
ployed and many thousands of others have only part-time 
employment, and that the present earnings of a large percentage 
of the employed railroad workers are less than the amount 
necessary for a decent livelihood; that responsible representa- 


Lake Erie’s Vanishing 
Rail and Lake 
Package Freight 


The Traffic World 





Vol. XLVI, No, 5 






tives of the railroads have indicated that financial aSsistay 
of the federal government will be sought in order to majp ~ 
the operation of many railroads and to avoid further impairme 
of transportation service and further deferment of necessar 
maintenance with the resulting increase of unemployment: th 
an emergency exists requiring that a coordinated Program jy 
developed immediately to preserve continuous and efficient rail 
road transportation and to avoid the imposition of intolergy, 
burdens upon either the necessary investment or the NEeCesgar, 
labor required to maintain this essential public service and t,, 
there is no single agency of the government authorized to de 
velop such a program, or charged with full responsibility fy 
determining the extent to which government aid can and Shoul 
be extended to meet all the needs of the present emergeny 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November » 
totaled 558,807 cars, according to the car service division of the 
American Railway Association. Due in large part to the Thanks. 
giving holiday, this was a reduction of 94,696 cars below th 
preceding week this year. It also was 142,243 cars below th 
same week last year and 277,503 cars under the corresponding 
week two years ago. 

Revenue freight loading by districts the week ended Noven. 
ber 28 and for the corresponding period of 1930 was reportej 
as follows: 



























































Eastern district: Grain and grain products, 5,327 and 5,984; live 
stock, 2,039 and 2,461; coal, 21,587 and _ 34,873; coke, 1,326 and 1,89; 
forest products, 1,532 and 3,160; ore, 754 and 577; merchandise, |, 
C. L., 47,564 and 52,096; miscellaneous, 42,919 and 53,677; total, 193) 
123,048; 1930, 154,714; 1929, 180,904. ’ 

Allegheny district: Grain and grain products, 2,805 and 3,090; live 
stock, 1,614 and 1,750; coal, 23,400 and 31,872; coke, 2,103 and 3,769: 
forest products, 993 and 1,268; ore, 608 and 1,000; merchandise, |, 
C. L., 37215 and 40,480; miscellaneous, 39,512 and 50,151; total, 1931, 
108,250; 1930, 133,380; 1929, 170,669. 

Pocahontas district: Grain and grain products, 253 and 302; live 
stock, 112 and 118; coal, 22,779 and 31,816; coke, 216 and 270; forest 
products, 577 and 765; ore, 50 and 111; merchandise, L. C. L., 4,972 and 
a a 4,798 and 4,693; total, 1931, 33,757; 1930, 43,493: 

Southern district: Grain and grain products, 2,363 and 3,072; live 
stock, 919 and 1,256; coal, 13,491 and 20,166; coke, 303 and 393; forest 
products, 7,416 and 10,665; ore, 303 and 876; merchandise, L. C. L, 
29,648 and 32,559; miscellaneous, 31,455 and 43,287; total, 1931, 85,898; 
1930, 112,274; 1929, 123,810. 

Northwestern district: Grain and grain products, 6,314 and 7,676; 

live stock, 7,748 and 7,036; coal, 7,035 and 8,690; coke, 589 and 1,115; 
forest products, 4,025 and 7,455; ore, 64 and 194; merchandise, L. 
Cc. L., 20,873 and 24,287; miscellaneous, 18,504 and 22,637; total, 1931, 
65,152; 1930, 79,090; 1929, 99,808. 
Central Western district: Grain and grain products, 8,841 and 
9,288; live stock, 9,224 and 9,052; coal, 12,203 and 15,203; coke, 113 
and 176; forest products, 3,057 and 4,811; ore, 1,961 and 2,705; mer- 
chandise, L. C. L., 24,184 and 27,153; miscellaneous, 33,235 and 45,650; 
total, 1931, 92,818; 1930, 114,038; 1929, 136,323. 

Southwestern district: Grain and grain products, 3,689 and 4,221; 
live stock, 1,915 and 2,087; coal, 3,956 and 5,197; coke, 91 and 165; 
forest products, 2,240 and 3,971; ore, 450 and 310; merchandise, L. 
Cc. L., 12,577 and 12,766; miscellaneous, 24,966 and 35,344; total, 1931, 
49,884; 1930, 64,061; 1929, 72,922. 

Total, all roads: Grain and grain products, 29,592 and 33,633; 
live stock, 23,571 and 23,760; coal, 104,451 and 147,817; coke, 4,741 
and 7,774; forest products, 19,840 and 32,095; ore, 4,190 and 5,773; 
merchandise, L. C. L., 177,033 and 194,759; miscellaneous, 195,389 
and 255,439; total, 1931, 558,807; 1930, 701,050; 1929, 836,310. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 







































1931 1930 1929 

Five weeks in JANUGTY.....ccccccces 3,490,542 4,246,552 4,518,609 
Four weeks in February.............. 2,835,680 3,506,899 3,797,183 
POGr WEGEE TR BATCH. «co ccccsccsiscces ,939,817 3,515,733 3,837,736 
PO WOES TE BOG occ ccscvcescccess 2,985,719 3,618,960 3,989,142 
PIVOS WEG 10 TEBG i ccc ccccccccscececs »736,477 4,593,449 5,182,402 
POUP WEGES TH TUNG. os ccsovccccccees 2,991,749 3,718,983 4,291,881 
Oe Be FD is 0.060 000s cecewncs 2,930,767 3,555,610 4,160,078 
Five weeks in August...............- 3,747,284 4,671,829 5,600,706 
Four weeks in September............ 2,907,953 3,725,686 4,542,289 
Five weeks in October............... 3,813,456 4,751,349 5,751,645 
Four weeks in November............. ,619,705 3,191,342 3,817,920 

RO ee eee ry eee 34,999,149 43,096,392 49,489,591 






CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
November 23-30, inclusive, was 659,346, as compared with 616,684 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as 
follows: 









Box, 286,692; ventilated box, 2,014; auto and furniture, 51,796; 
total box, 340,502; flat, 24,828: gondola, 153,092; hopper, 96,101; total 
coal, 249,193; coke, 1,013; S. D. stock, 24,208; D. D. stock, 4,834; re- 
friegerator, 12,733; tank, 618; miscellaneous, 1,417. 







Canadian roads reported a surplus of 41,015 cars, made up 
of 32,600 box, 4,109 auto and furniture, 1,400 flat, 800 gondola, 
1,050 S. D. stock, 200 refrigerator and 775 miscellaneous cars. 
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FIFTEEN PER CENT CASE, 1931 


Without approving or disapproving the carriers’ plan, cr 
their agency for its execution, to lend money from the pool to 
be created by the increased rates, the Commission, in a supple- 
mental mimeographed report on reconsideration in the Fifteen 
per Cent Case, 1931, Ex Parte 103, 178 I. C. C. 539, has modi- 
fied its report so that the carriers may put their loan plan into 








r operation. It has also modified its plan so as to make changes 
nber 9 in the application of the increases, converting charges in dol- 
D of the jars a car to cents a ton or a hundred pounds, and imposing a 
Thanks charge of 2 cents on all less-than-carload shipments. The num- 
low the ber of commodities have been increased so as to show greater 
low the detail and some commodities have been changed from one list 
0ndip to another as shown in a revised appendix which takes the 

. place of the appendix in the original report, published in full 
Noven, Mf in The Traffic World of October 24, beginning on page 869. 
2Dortes The supplemental report of the Commission and the revised 

appendix follow: 

84+ jiy, In the original report in this proceeding, 178 I. C. C. 539, we 
1,885: found that carriers subject to the interstate commerce act should 
lise. re be authorized to make comparatively small increases in rates for 
] 1931 the transportation of certain freight articles for the purpose of in- 
; : creasing their operating revenues and thereby improving their credit 
00: iy and to enable them to maintain an adequate transportation system. 
| 3,769: An extensive investigation made by us in the premises, in which 
ise. L hearings were held in different parts of the United States, established 
1931 that, by reason of the present depression and the rapid development 
: ’ since the depression began of other transportation facilities with 
2; live which the carriers have been and are in competition, the revenues 
forest had become depleted to such an extent as to threaten the ability of 
72 and the carriers to continue to furnish such transportation services as 
43, 493. the public needs and must have. The freight articles selected by 
sii us in this connection were those for the transportation of which we 
2; live believed the rates could be somewhat increased without causing the 
forest traffic to be transferred to other agencies of transportation and 
. ih without bringing about an undue disturbance in business conditions 
35,898: or transgressing the bounds of maximum reasonable rates. 

: However, we further found that these increases were justified 
7,676; only as a temporary, emergency measure, and primarily and prin- 
1,115; cipally to assist some of the carriers in connection with the pay- 
“eh * ment of their fixed charges. We therefore stated that the increases, 
193) in the absence of action to the contrary taken by us, should expire 

‘ on March 1, 1933, and that meanwhile the income therefrom should 
and be kept separate from other operating income of the carriers, placed 
ie in a pool, and used in connection with the payment of fixed charges 
mer- and for other purposes as described in our original report. In this 
5, 650; connection, among other things, we said: 

“Some carriers have obligations that are already in default, some 
|, 221; are now in receivership, and some derive less than 50 per cent of 
165; their revenue from freight transportation. Such carriers should 
» L, neither contribute to, nor receive from, the fund created, and they 
1931, should be allowed to retain the full amount of the revenue accruing 

to them from the increased rates. The applicants should set up 
633; the machinery for operating and should operate the plan. At the 
4,74] end of six months or other appropriate interval, any balance remain- 
773; ing in the fund so created should be distributed to the carriers in 
,389 the proportions in which earnings accruing on their properties have 


contributed to it. 
“The increase provided for in the appendix will be conditional 
two upon the submission by the carriers, on or before December 1, 1931, 
for our approval under the interstate commerce act, of such a plan 
as is above described for the division among them of the gross pro- 


ceeds derived from the increase. The plan submitted should pro- 
9 vide that the revenues received from such increases should be ear- 
,609 marked and should be used for the purposes and in the manner above 
183 provided, and not otherwise. The increases herein proposed should 
736 be accepted as an entirety. If, for competitive or other reasons, the 
142 carriers decrease any of the rates so increased, the amount of the 
402 decrease should be taken from the basic_rates rather than from the 
881 earmarked increases provided herein. Upon such submission and 
078 approval, we shall grant the necessary authority under section 6 for 
706 filing the blanket supplements, and those will be permitted to take 
289 effect without suspension, subject to the proviso that we shall reserve 
645 discretion to require minor changes in the details thereof; and that 
20 the resulting rates will in all respects be subject to investigation and 
— determination as to the lawfulness of particular rates or schedules 


91 of rates, as provided by the act.” 

Our original report was issued October 16, 1931, and thereafter 
the carriers filed in our office a petition, in which they alleged, in 
substance, that the pooling plan provided for by us could not as a 
practical matter be applied, and requested us to permit them to sub- 


d stitute therefor what has been referred to in this proceeding as a 

loaning plan, that is to say, they asked for permission to use the 
4 sums of money to be placed in a pool as aforesaid for the purpose 
n of making loans, through an agency to be created by them, for the 
s payment of fixed charges, etc., as had been described by us. They 


also asked us to make a few other comparatively unimportant changes 
in our original report. 
7 ; After due notice to interested parties they were heard by us 
3 in oral argument in connection with the matters covered by the peti- 
I tion, and at that hearing counsel for the carriers contended that the 
- impracticability of putting in force the pooling plan outlined by us 
results principally from the lack of authority on the part of repre- 
sentatives of some of the carriers to treat sums of money received 
) for transportation services performed by such carriers as the property 
of other carriers and allow the latter to use those sums in paying 
their fixed charges. Pertinent language used by counsel for the 


carriers in this connection is: 
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“Many of the directors of these railroad companies have been 
advised by their counsel that a vote to dispose of the earnings in 
question as a gratuity would, or might, render such directors per- 
sonally liable to any objecting stockholder, and, in fact, there is sub- 
stantial reason to apprehend that an effort to do so would at once 


be é€njoined by stockholders and the whole matter be thown into 
court, with a consequent delay that would in itself defeat the Com- 
mission’s purpose.’’ 


Counsel for the carriers also pointed out that, in connection with 
the subject-matter of pooling, the only authority specifically conferred 
upon us is contained in section 5(1), which reads: 

“Section 5(1) That, except upon specific apnroval by order of 
the Commission as in this section provided and exzept as provided in 
paragraph (16) of section 1 of this Act, it shall |}: unlawful for any 
common carrier subject to this Act to enter into ai1y contract, agree- 
ment, or combination with any other common car ‘ier or carriers for 
the pooling of freights of different and competi: g railroads, or to 
divide between them the aggregate or net proceeis of the earnings 
of such railroads, or any portion thereof; and ia any case of an 
agreement for the pooling of freights as aforesaid each day of its 
continuance shall be deemed a separate offense: Provided, That when- 
ever the Commission is of opinion, after hearing upon application 
of any carrier or carriers engaged in the transportation of passengers 
or property subject to this Act, or upon its own iaitiative, that the 
division of their traffic or earnings, to the extent indicated by the 
Commission, will be in the interest of better serv.ce to the public, 
or economy in operation, and will not unduly restrain competition, 
the Commission shall have authority by order to approve and author- 
ize, if assented to by all the carriers involved, such division of traffic 
or earnings, under such rules and regulations, and for such consid- 
eration as between such carriers and upon such terms and condi- 
tions, as shall be found by the Commission to be just and reasonable 
in the premises.’’ 

“ee the subject, counsel for the carriers, among other things, 
said: 

“That paragraph contemplates a pooling under certain conditions, 
of the earnings of ‘competing’ carriers—of carriers which, for pur- 
poses of economy, parcel out between them services which all might 
perform, and justify it by pooling and dividing among them the 
revenues derived from all the services so parceled out. On the other 
hand, the pool here is to be contributed to by all the rail carriers, 
whether competing or not, and is clearly not a pool of the earnings 
only of competing carriers or of carriers bearing the same or similar 
relationship to the service. It not being within that section, there 
is not authority in law for such a pool, and the question of its 
legality must be determined on general legal principles.” 

In addition to making contentions as above stated, counsel for 
the carriers urged that use of the loaning plan will enable the car- 
riers to accomplish the purposes we had in view when we provided 
for the use of the pooling plan, and at the same time enable the 
carriers to avoid the legal difficulties necessarily connected with the 
latter plan. Contrary views were expressed by counsel representing 
some of the shippers, but no such opposition was voiced by counsel 
representing any carrier subject to the interstate commerce act. In 
this connection, it will be observed that the rate to be paid by 
shippers will be the same under either plan. 

We are not prepared to admit that the construction placed upon 
section 5(1) of the act by counsel for the carriers is correct, but we 
realize that the language contained in that paragraph is not suffi- 
ciently definite to exclude differences in views concerning its mean- 
ing, and that for this reason the legal difficulties mentioned have at 
least some foundation upon which to rest. Also, we have no reason 
for treating otherwise than as made in good faith the representations 
on behalf of the carriers to the effect that they will use the sums of 
money, which are to be placed in a pool as hereinbefore stated, to 
accomplish the purposes described in our original report. It is 
further true that we are impressed by the absence, on behalf of 
any carrier, of opposition to the loaning plan mentioned. In addition 
to the above, we believe it to be pretty clearly indicated, by matters 
called to our attention in oral argument and otherwise developed in 
the course of this proceeding, that an agreement to adopt and put in 
force the pooling plan provided for by us can not be obtained, and 
in the absence of such an agreement our plan could not be made 
effective, since, as above shown, we have no authority to require 
such pooling. 

For the reasons above set forth, and because we desire to act 
promptly in this proceeding, in accordance with the duties imposed 
and the authority conferred upon us by the interstate commerce act, 
and avoid delays which will be injurious to the general public, includ- 
ing the carriers, we hereby modify our original report to the extent 
of relieving the carriers from the necessity of complying with the 
pooling plan therein described. This will leave them free to apply 
in the premises their own loaning plan, but, since use of the latter 
plan will not be pooling, within the meaning of that term as used 
in section 5(1) of the interstate commerce act, and because loans by 
and between common carriers, as such, have not been included within 
the jurisdiction conferred upon us by Congress, we neither approve 
nor disapprove either the loaning plan or the agency the carriers say 
they expect and intend to use in making that plan effective. However, 
we rely on them to apply the funds to be derived from the authorized 
increases in rates in aid of financially weak railroads in accordance 
with the purposes expressed in our original report and in the instant 
application pursuant thereto and the argumets thereon presented. 

We also hereby amend our original report to the extent of 
relieving the carriers from the restriction contained in language 
hereinbefore quoted, which is as follows: 

‘«« * * * The increases herein proposed should be accepted as an 
entirety. If, for competitive or other reasons, the carriers decrease 
any of the rates so increased, the amount of the decrease should 
be taken from the basic rates rather than from the earmarked in- 
creases provided herein. * * * ” 

Objection has been raised to the imposition of the so-called 
double increase where there are movements subject to the act 
separated by an intermediate movement not subject to the act. This 
applied partictilarly to movements of ore and coal through lake and 
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ocean ports. There are practical difficulties in the way of accomplish- 
ing this by general provisions such as are made in this report. 
Therefore shippers and carriers are left free to endeavor to work 
out this situation between themselves. 

In the appendix under the caption “Switching and Lighterage 
Charges” we authorized certain increases for switching only. The 
omission of lighterage and floatage charges from the increases so 
authorized was unintentional. The same increases for these charges 
as for switching are authorized in the revised appendix hereto. 

Because of certain practical difficulties that exist in determining 
distances and in view of the smallness of the increases, we have 
concluded, upon more mature consideration, to authorize an increase 
of two cents in all less-than-carload rates. 

In the revised appendix hereto the articles originally made sub- 
ject to increases of $3 and $6 per car have been made subject to 
increases in cents per 100 pounds or per ton, the assignment of the 
respective commodities to the respective lists having been made on 
an approximate weight basis. 

The revised appendix also makes certain changes in the classi- 
fication of commodities, the desirability of which has become apparent 
since our original report was issued. 


APPENDIX 
Plan for Increasing Freight Rates 


In the tables which follow, the numbered generic descriptions 
of commodities or commodity groups are those specified in the order 
of the Commission, Division 4, of November 22, 1927, In the Matter 
of Freight Commodity Statistics. Except as otherwise provided and 
except where prefixed by circle 1, they cover the specific items cus- 
tomarily included by the carriers in their reports to the Commis- 
sion under each numbered description. Where prefixed by circle @, 
the designated descriptions apply only on the commodities specifically 
here named. nich de 

is 


On commodities, in carloads, except as otherwise noted, included 
under the following descriptions there shall be no increase: 
Description 
Wheat. 
Corn. 
Oats. 
Barley and rye. 
Rice. 
Grain, n. 0. 8. 
Flour, wheat. 
Meal, corn. 
Flour and meal, edible, n. 0. s. except cassava flour, sago flour 
and tapioca flour. 
Mill products, n. o. s., except alfalfa meal. 
Hay and alfalfa. 
Straw. 
Cotton in bales, any quantity. 
Cotton linters, noils and regins. 
Cottonseed. 
Apples, fresh. 
Berries, fresh. 
Grapes, fresh. 
Peaches, fresh. 
Fruits, fresh, domestic, y. 0. s. 
Potatoes, other than sweet. 
Beans and peas, dried. 
Flaxseed. 
Sugar beets. 
@Products of agriculture, n. o. s., as follows: Corn cobs; corn- 
cob meal; corn husks or shucks; corn stalks; flaxseed hulls. 
Horses, mules, ponies and asses. 
Cattle and calves, single-deck. 
Calves, double-deck. 
Sheep and goats, single-deck. 
Sheep and goats, double-dack. 
Hogs, single-deck. 
Hogs, double-deck. 
Logs. 
Wood (fuel). 
Ties, railroad. 
443 @Excelsior (wood), wood shavings, n. o. i. b. n., and sawdust. 
701 @Cotton waste, other than manufactured packing or wiping waste. 


List B 


On commodities, in carloads, included under the following num- 
bered descriptions there may be an increase of 6 cents per ton of 
2,000 pounds: 
No. Description 
290 Anthracite coal. 

300 Bituminous coal. 
310 Coke. 
Iron ore. 
Copper ore and concentrates. 
Lead ore and concentrates. 
Zine ore and concentrates. 
Ores and concentrates, n. o. s. 
Gravel and sand (other than glass or moulding). 
Stone, broken, ground or crushed; coated sand; 
rock road-building material. 
392 @Products of mines, n. o. s., as follows: Borate rock; bituminous 
rock; bituminous asphalt rock; iron pyrites; limestone, 
crushed or ground; dolomite; earth or soil, n. o. i. b. n.; 
feldspar; fluorspar; fluxing stone; ganister rock; glass sand; 
crude gypsum; loam; molding sand; nickel matte; ore residue; 
slate, crushed, ground or scrap; volcanic ash. 
420 Pulpwood. 
491 @Mill cinder and mill scale, iron or steel. 
692 Furnace slag. 
701 Qcoal a cinder, refuse or dross. 


and coated 


701 @Coal ashes and cinders. 
701 @Brick bats and brick dust. 


List C 
On commodities, in carloads, included under the following num- 


bered descriptions there may be an increase of 12 cents per ton of 

2,000 pounds: 

No. Description 

352 Stone, rough, n. o. s. 

390 Phosphate rock, crude (ground or not ground). 

391 Sulphur (brimstone). 

392 @Products of mines, n. o. s., as follows: Bentonite; china clay; 
ground flint; fire clay; gilsonite; ground gypsum, not cal- 
cined; kaolin; barium sulphate, ground (barytes), not pre- 
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cipitated; barium sulphate, ground (barytes), precipita 
(blane fixe); magnesium sulphate, crude or kieserite: Leg 
scrap or screenings; pipe clay; shale; slate, not Crum 


ground or scrap; soapstone (talc) ground, dust, jum 
; ms cobblestones 


rough slabs; chalk, crude; clay, n. o. i. b 
flint pebbles; marble chips. 

Posts, poles and‘ piling. 

Lumber (made of domestic or Canadian wood or Mexican 


only). 

Lath and shingles. 

Box, crate and cooperage materials. 

Veneer and built-up wood, made wholly of domestic or Canadiay 
wood or Mexican pine. . 

@Products of forests, n. o. s., as follows: Acid wood: barks. 

black oak (stick); cedar, shredded; hickory, not groung 
powdered; redwood, shredded; tanbark—leaf (stick); grount 
spent or not spent. Wood charcoal briquettes; brush m, 
rapping; charcoal, wood; chemical wood; chips (shavingy 
brewers’ or vinegar; cigar box wood; cones, fir or pine 
cork dust (cork bark refuse); cork chips, shavings, Virgiy 
bark, waste or refugo; palm kernels; pine needles: shingle 
tow or shavings. 

Pig iron. 

Scrap iron and scrap steel. 


List D * 


On commodities, in carloads, except as otherwise noted, include 
under the following numbered and unnumbered descriptions they 
may be an increase of 1 cent per 100 pounds: 

No. Description 

80 Tobacco leaf, unmanufactured, any quantity. 

101 Cottonseed meal and cake. 

110 Oranges and grapefruit. 

111 Lemons, limes and citrus fruits, n. o. s. 

123 Cantaloupes and melons, n. 0. s. 

126 Watermelons. 

140 Cabbage. 

141 Onions. 

142 Tomatoes. 

143 Vegetables, fresh, n. o. s. 

151 Fruits, dried or evaporated. 

152 Vegetables, dried, n. o. s. 

160 Vegetable-oil cake and meal, except cottonseed. 

161 @Peanuts, raw. 

164 @Products of agriculture, n. o. s., as follows: Alfalfa seed; apple 
waste; apricot kernels; bagasse; barley or grain skimmings, 
malthouse; barley sprouts; bean meal (ground beans), 1, 
o. i. b. n.; beans, soya; beet pulp or residue; broom com; 
cane seed; chufas; clover seed; cocoa bean refuse (cocoa 
dust); copra; cow peas; cucumbers in tank cars; fenugreek 
seed or meal; fodder, n. o. i. b. n.; fruit pits or stones, 
n. o. i. b. n.; fruit peel, not candied or crystallized; fruit 
pulp; grains, spent, dry or wet; grass seed; hemp stalks; 
kapok seed or kapok-seed meal; malt, malted grain or malt 
sprouts; meal, alfalfa, clover, peanut vine or sorghum, or 
chopped alfalfa; millet seed; mustard seed; pea meal; pea- 
nuts grits; peanut hulls or chaff; pomace, n. o. i. b. n.; rape 
seed or rape-seed meal; sorghum seed or meal; tobacco stem: 
ground or unground; tomato refuse (from canneries); un- 
manufactured tobacco cuttings, siftings, scraps or sweepings; 
velvet beans or velvet-bean meal. 


Stone, finished, n. o. s. 

Petroleum, crude. 

Asphalt (natural, by-product, or petroleum). 

Rosin. 

Turpentine. 

@Pine tar. 

Petroleum oils, refined, and all other gasolines. 

Fuel, road, and petroleum residual oils, n. o. s. 

Lubricating oils and greases. 

Petroleum products, n. o. s. 

Cement, natural or portland (building). 

Brick, common. 

Brick, n. o. s., and building tile. 

Artificial stone, n. o. s. 

ne, common (quick or slacked). 

ce. 

Fertilizers, n. 0. s. 

Building woodwork (millwork). 
701 @Soapstone forms or slabs, including fire box or furnace linings. 
701 @Tar, and pitch, except brewers’ and montan. 
701 @Feed, animal or poultry, n. o. i. b. n., and not including biscuits, 

dog (dog cakes). 


Ding 


On all other commodities, including all less-than-carload freight, 
there may be an increase of 2 cents per 100 pounds. 


_ The increases set forth above are subject to the following pro- 
visos: 

1. In no event shall the increase levied on any shipment be in 
excess of 10 per cent of the charges which would be assessed in the 
absence of the increase. 

2. Where rates are stated in schedules in dollar per car the 
respective increases shall be $7.50 per car if the increase, as shown 
above, is 1 cent per 100 pounds; $10.00 per car if such increase is 
2 cents per 100 pounds; $3.00 per car if such increase is 6 cents per 
ton; and $5.00 per car if such increase is 12 cents per ton. 

3. Shipments of petroleum products and furniture, moving under 
rates the same as or less than those prescribed or approved in No. 
17000, Parts 4, 4-A, and 5, shall not be subject to any surcharge 
under these findings, on and after the dates when the rates covered 
by said findings become effective. When shipments of such commodi- 
ties move under combination rates all factors of which are not filed 
in compliance with the decisions in No. 17000, the above authorized 
increases will apply to the through movement. 

4, Where through shipments move under combination rates sub- 
ject to the interstate commerce act, but one increase may be applied 
on such shipments. This proviso does not apply where there are two 
movements subject to the act separated by an intermediate move- 
ment not subject to the act. Where shipments.move under transit 
on a basis which applies a through rate (either with or without 
a transit or out-of-line charge) the increase or surcharge should be 
applied but once. 

Where the minimum weights are different in connection with the 
separate factors in combination through rates, the increase shall be 
based on the highest minimum, unless a lower total results from 
applying the above authorized increases separately to each factor 
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Decembe 


any aggregation of factors, subject to the minimums attaching 
or 


thereto. Weights 
The increases authorized shall apply to the weight on which the 


» based. 
charges are Mixed Carloads 
fixed carload shipments shall be subject to the highest surcharge 
ged for any article in the carload, except where a lower total 
surcharging a portion of the shipment as less than a 
1 the remainder as a carload. 


Switching, Floatage and Lighterage Charges 

All switching, floatage and lighterage charges collected from ship- 
ers or receivers may be increased 10 per cent, subject to the follow- 
‘ng exceptions: (a) in the case of switching charges in the Chicago 
ing ching district (Illinois-Indiana) such charges, on and after the 
fate when the rates covered by the order in No. 19610 become effective, 
shall not exceed the maxima therein prescribed; and (b) no increase 
shall apply on articles in List A. 


Joint Rates to and from Foreign Countries 
It is not intended to increase the proportions of joint through 
rates to or from points in foreign countries accruing for the trans- 
portation in such foreign countries; the proportion of such rates 
accruing Within the United States may be increased to the extent 
herein approved for domestic rates. 


Carriers by Water 

Where rates of water carriers are subject to the act, covering 
transportation either wholly by water or partly by water and partly 
by railroad, the increases herein suggested may in like manner be 
applied to such rates. 

Fourth Section Departures 

If the adoption of the different rates of increase herein suggested 
results in any violation of the aggregate-of-intermediates or long- 
and-short-haul provision of section 4(1) of the Act, the carriers should 
take prompt steps to remove the violation or promptly make applica- 
tions for relief. 


Rates Prescribed and Not Yet Effective 


It is contemplated that the increases herein set forth will be 
superimposed upon the rates now in effect, whether established by 
order of the commission or the voluntary act of the carriers (includ- 
ing rates held in effect by reason of investigation and suspension 
orders), and also upon rates prescribed by outstanding orders of the 
commission not yet in effect, when and as the rates therein pre- 
scribed become effective, subject to the exceptions noted above. 


y 
rovi 
Pesults by 
carload ant 


Commissioner Lee, in a separate view, concurring specially, 
after stating the extremes of views held by other members of 
the Commission said, as between those extremes it was his posi- 
tion that, in view of the conditions in which the railroads found 
themselves the Commission should grant the application of the 
railroads to the extent of permitting them to make the increases 
specified on condition that they would loan to the needy car- 
riers such portion of the fund resulting therefrom as might be 
necessary to meet interest charges. It seemed to him, he said, 
that such loans should be made at a nominal rate of interest 
and without security. 


Eastman Dissent 


Commissioner. Eastman, dissenting, stated his views at 
much greater length than the Commission did in setting forth 
the reasons for permitting the change. He said that owing to 
the brevity of the majority report it was necessary to supply 
pertinent information in this opinion, in order that the essential 
issues may be understood. He supplied what he deemed per- 
tinent information. The nature of his dissent is shown by the 
following: 

The vital purpose which we sight to accomplish in the general 
interest through the pooling plan set forth in our prior report cannot 
be accomplished nearly as well by the plan which the carriers propose. 
Nor, since the majority now leave the latter plan wholly within the 
discretion of the carriers, is there definite assurance that the pur- 
pose will be accomplished at all. No occasion exists for beating such 
a retreat. Our plan is both lawful and reasonable. There is no 
sound reason for discarding it in favor of the inferior substitute 
which is now proffered. 


The Eastman dissent, in which Commissioners McManamy, 
Porter, and Mahaffie joined, viewed the matter from several 
angles, particularly from the angle of the light thrown on the 
Commission’s proposal by what the railroads did with their 
pools prior to 1887 and the New England Divisions case. He 
also discussed the matter from the angle of expediency. 

As to pooling in the past, the dissent pointed out that for 
some years after the enactment of the act to regulate com- 
merce in 1887, the carriers were insistent that the anti-pooling 
provision of section 5 was the chief error in that legislation and 
that if pooling were permitted under public supervision the 
then-existing evils in the railroad situation, which included fi- 
nancial impoverishment, would largely be eliminated. 

“The extent to which pooling, once predominant in railroad 
thought, has been forgotten in the home where it was born,” 
said Mr. Eastman, “is indicated by the fact that in the argu- 
ment on the pending petition counsel for the Association of 
Railway Executives stated that he was not familiar with the 
character of the pools which existed prior to 1887.” 

The dissent said that it was plain that in the old pools the 
benefits which accrued to those who contributed more revenue 
than they ultimately received were only such benefits as might 
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be gained from greater stability in rates and lessening of de- 
structive competition. It said that under the Commission’s 
proposed pool the benefits would be, first, the probable receipt 
by all participants of greater revenue, following the ultimate 
distribution of the fund, than they now enjoyed, and, second, 
positive protection, so long as the pool continued, against a 
very possible series of railroad receiverships which would fur- 
ther disturb the financial situation, destroy returning confidence, 
and postpone the day when ftailroad traffic, earnings and credit 
would be restored to normal status. 

“Who will venture to say that the benefits to be derived 
by all the railroads, both strong and weak, from our proposed 
pool are not as direct and substantial as were derived by mem- 
ber carriers from the pools of earnings which prevailed in 


- times gone by?” asked Mr. Eastman. 


The dissent treated the New England Division Case as of 
great significance in this matter because the larger divisions 
to the New England roads were taken from the roads west of 
the Hudson on account of the need of the New England roads 
for greater revenue than would have accrued under the usual 
divisions. 

Under the head of expediency the dissent said that the 
motive back of the majority’s action was evidently fear that 
if the Commission should adhere to the pooling plan, that plan 
might be rejected and the Commission thereupon be held re- 
sponsible for the financial difficulties which might then ensue. 
Commissioner Eastman said that it was submitted that there 
was no solid ground for such fear, because, among other things, 
the carriers had been very careful to refrain from any final re- 
jection of the Commission’s plan. 


Executives Consider Revised Plan 


A meeting of the member roads of the Association of Rail- 
way Executives for consideration of the revised plan was called 
for December 11. Plans for carrying into effect the loan plan 
were not completed when it was submitted to the Commission 
as a substitute for the one submitted in its report. Obtaining 
assent of carriers to the modified pooling plan, it was under- 
stood, would be one of the major tasks to be considered at the 
meeting called for December 11 or some other, assent of a 
sufficient number to make the loan plan a workable one being 
a prerequisite. 

Owing to the amount of work to be done, there is no certain 
indication as to when the increased rates will go into effect. 
The tariff makers can go ahead on the assumption that the 
executives will be able to come to an agreement, and be ready 
to file their tariffs soon after the executives say the word per- 
mitting them to file their schedules. 

The Mason City, Ia., Chamber of Commerce, by way of 
answer to the petition of the railroad executives that the Com- 
mission modify its report in the Fifteen Per Cent Case, 1931, 
so as to provide for loans from the pooled fund created by the 
prospective increased rates, suggested that if the change was 
made, the loans be returned to the shippers. The chamber, says 
the answer, has no quarrel over the manner in which disburse- 
ments from the fund to the needy carriers shall be made, 
whether as loans or gratuities. It says, however, that gratuities, 
like the English dole, are likely to foster chronic dependency 
which should be avoided. 

According to the answer the only possible claim the car- 
riers might have to any part of the additional revenue earned 
by the increased rates, would be some small compensation for 
acting as a collection agency in obtaining the increase from the 
shipping public. Shippers and receivers of freight represented 
in the chamber, says the answer, object to paying increased 
charges which will ultimately reach the tills of carriers that are 
not in need of increased revenue. The chamber suggests return 
of the money by providing that charges shall be reduced in the 
same manner as they were increased, or, in the alternative, the 
money shall be disposed of in accordance with the further order 
of the Commission, after it has been returned to the Railway 
Credit Corporation. 


a a ar ac ar } 
ALL-WATER SCRAP LEAD RATES 


The Commission, by division 5, in No. 24274, Southern 
Traffic Service, Wilmington, N. C., vs. Clyde Steamship Co. et. 
al., has found inapplicable the rate charged on a carload of 
scrap lead, in barrels, with cloth heads, over a water-rail route 
from Wilmington, N. C., to Newark, N. J., and awarded repara- 
tion to the basis of an all-water joint rate of 36 cents. A com- 
bination of 35 cents for the water haul to New York and 10 
cents for the rail haul from New York to Wilmington was col- 
lected. The Commission found that the shipment was under- 
charged $5.75 because the 35 cent rate applied only to scrap 
lead in boxes, bags, and/or in barrels or casks with wooden 
heads. A rate of 36 cents was applicable for the water haul on 
scrap lead in barrels with wooden heads. 
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In substance, the Commission held that it was the duty of 
the Clyde line to deliver an unrouted shipment, such as this 
one, over the cheapest route, which, it said, would have been 
composed of the Clyde line to New York and Newark Terminal 
and Transportation Co., a water line, beyond. They had on 
file a joint all-water rate of 36 cents with the Commission. 

A motion to dismiss on the ground that the complaint cre- 
ated no case cognizable by the Commission as the rate charged 
was the lowest subject to its jurisdiction, namely the water line 
rate of 35 cents to New York and the rail rate of 10 cents be- 
yond was made. The Commission said that the applicability 
of the rate over the route of movement was expressly assailed. 
The motion was denied by the examiner who took the testi- 
mony under the shortened procedure. The Commission, in this 
report, also overruled the motion to dismiss. It said that its 
jurisdiction over that rate was not denied. That, the report 
said, was sufficient to give the Commission jurisdiction to hear 
the complaint, without a decision at that point whether the 
Commission had power, under the interstate commerce act, to 
extend the full measure of relief sought. 

The Commision brushed aside the contentions made in be- 
half of the Clyde line about tariff barriers to the use of the 
all-water route on a shipment such as this was by saying that 
there was no tariff restriction forbidding the Newark line han- 
dling the lead at the joint all-water rate of 36 cents. 

“It should be clearly noted,” said the report, “that if the 
shipment had moved over the all-water route, we would not 
have jurisdiction to consider a complaint respecting such 
movement.” 

In support of what it did the Commission cited Woodbury 
Lumber Co. vs. Director-General, 57 I. C. C. 324, and Lynchburg 
Chamber of Commerce vs. S. A. L., 118 I. C. C. 287, in which it 
found that unrouted shipments forwarded over interstate routes 
at higher rates than applied over intrastate routes were mis- 
routed. It said that it could not distinguish those cases from 
this one. Reparation of $51.79 was awarded. 

Commissioner Farrell, dissenting, said he was unable to 
see how the failure of the Clyde Steamship Co. to route the 
traffic via a water carrier not subject to the interstate com- 
merce act constituted a violation ot that act. 


Ss. W. CARBIDE OF CALCIUM 


The Commission, in a second supplemental repcrt, in I. and 
S. No. 3130, southwestern rates (part 14 pertaining to carbide 
of calcium), I. and S. No. 3369, consolidated southwestern cases 
(2); and No. 23395, National Carbide Sales Corporation vs. A. T. 
& S. F. et al., has ordered the establishment of rates on carbide 
of calcium from, to, and between points in the southwest and 
Kansas-Missouri territory; and from Keokuk, Ia., to destinations 
in Missouri, Kansas, Arkansas, Oklahoma, Texas and Louisi- 
ana, not later than March 7, on the basis of 35 per cent of the 
first class rates, minimum 40,000 pounds. In doing that it fol- 
lowed the precedent set in Carbide of Lime in Southern Terri- 
tory, 167 I. C. C. 615. The complainant, interveners in its 
behalf and protestants in the suspension proceedings, asked for 
the 35 per cent rating on a minimum of 40,000. Export, import 
and coastwise rates, the report said, were not involved. 

Technically, the Commission found that the proposed can- 
cellation of the commodity rates on carbide of calcium from, to 
and between points in the southwest and Kansas-Missouri ter- 
ritory and the application of fifth class rates to the traffic 
in question had not been justified. The finding, however, was 
without prejudice to the filing of new schedules carrying rates 
not in excess of the basis mentioned. The proceedings have 
been discontinued. 

In the formal complaint case the Commission found the 
rates on carbide of calcium from Keokuk to the states herein- 
before mentioned unreasonable to the extent they exceed or 
might exceed rates on the 35 per cent and 40,000-pound mini- 
mum basis. 


POTATOES FROM THE CAROLINAS 


Scrapping its former efforts to establish a basis of rates 
on potatoes from the Carolinas to central territory, the Com- 
mission, in a second report on further hearing in No. 17128, 
Taylor Produce Co. et al. vs. A. C. L. et al., and the cases joined 
with it, has made a new one to be put into effect not later 
than March 7. The cases joined with it are I. and S. No. 2521, 
potatoes from southeastern and Carolina territories to northern 
and western points; No. 17632, Harry J. Lewis Co. et al. vs. 
Norfolk Southern et al.; No. 20851, Mike Palmisano vs. B. & O. 
et al.; and No. 23721, Commerce Trust and Savings Bank of 
Chicago, assignee of John A. Eck Co. vs. Norfolk Southern et al. 

Rates from Norfolk, Va., equal to 32.5 per cent of the first 
class rates prescribed in Eastern Class Rate Investigation, 164 
I. C. C. 314, constitute the foundation for the new rate structure. 
Arbitraries over those base rates are to be added from specified 
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points to the Carolinas, the effect of the arbitraries bgj 
create groups of origin, although the decision does not 
create groups. Added arbitraries are provided for the N 


DE to 
itself 


orf 
Southern. The Commission contemplates such added po. 
traries for other short railroads and boat lines. It said, hoy. 


ever, that it was unable to determine, from the meager eVidenc, 
with respect to the other short roads and boat lines, what wouy 
be lawful bases for rates from points on the short roads ang 
boat lines. 


This basis of rates is to be substituted for the scale pr. 
scribed by division 3, in the original report in the title Cage 
115 I. C. C. 633. To make way for it the findings in the repoy, 
already mentioned, as well as in the second report, 147 I. ¢, ¢ 
382, have been modified. Modification has also been made jy 
No. 20851, Mike Palmisano vs. B. & O. et al., 153 I. C. ©. 36, 
as to the rate from Camden, N. C., to Wapakoneta, O. 


The investigation and suspension docket joined with the 
formal complaint cases covers schedules which were filed by 
the railroads in their effort to comply with the findings in the 
title case. The carriers made an effort to fit the scale pre 
scribed by the Commission to the adjustment in the centra| 
territory based on the percentage relationship of class rates 
then prevailing in trunk line and central territories to make 
rates from the Carolinas to points in Michigan. That scale 
began with a rate of 48 cents for distances between 700 and 
750 miles. The proposals made by the carriers were found 
not justified, the carriers admitting that they had found difficul. 
ties which they could not surmount. In their efforts to make 
the thing work they produced a result, among others, of rates 
from South Carolina and lower North Carolina, lower than from 
upper North Carolina and from points in Virginia. In dig. 
posing of the complex matter the Commission said: 


We find that the rates proposed on further hearing in I. & §, 
No. 2521 have not been justified. This finding is without prejudice 
to the establishment of rates to points in central territory on po- 
tatoes, in carloads, from points in North Carolina and South Caro- 
lina on the Atlantic Coast Line and Seaboard Air Line; from Golds- 
boro, Durham, and Greensboro, N. C., and points in North Carolina 
north thereof, on the Southern Railway; and from all points on the 
Norfolk Southern in North Carolina; which shall not exceed, except 
as hereinafter provided with respect to rates from points on the 
Norfolk Southern, 32.5 per cent of the first-class rates prescribed 
in Eastern Class Rate Investigation, 164 I. C. C. 314, for application 
from Norfolk, Va., to the same destinations, plus the following 
differentials: 4 cents from points on the Atlantic Coast Line, Vande- 
mere, Kinston, Warsaw, and Fayetteville, N. C., and north thereof, 
from points on the Seaboard Air Line north of Sanford, N. C., from 
Goldsboro, Durham, and Greensboro, and points north thereof, on 
the Southern Railway, and from all points on the Norfolk Southern; 
8 cents from points on the Atlantic Coast Line in North Carolina 
south of Vandemere, Kinston, Warsaw, and Fayetteville, and from 
Sanford and points south thereof on the Seaboard Air Line in North 
Carolina; and 12 cents from points on the Atlantic Coast Line and 
Seaboard Air Line in South Carolina, Georgetown, Andrews, Lanes, 
Sumter, and McBee, S. C., and north thereof. To rates so con- 
structed from points on the Norfolk Southern may be added arbi- 
traries, to accrue solely to the Norfolk Southern for the portions of 
the through hauls performed by it, of 2 cents for 25 miles and under, 
3 cents for 75 miles and over 25, 4 cents for 150 miles and over 75, 
5 cents for 250 miles and over 150, and 6 cents for 251 miles and 
over. In instances where rates on the above bases would exceed 
rates contemporaneously in effect on potatoes, in carloads, from Nor- 
folk to the same destinations by more than the foregoing differentials, 
plus the weak-line arbitraries where authorized, the approved dif- 
ferential relationships should be observed. 


We are unable to determine, from the meager evidence with re- 
spect thereto, what would be lawful bases for rates from points on 
the other respondent short roads and boat lines. 


The Norfolk Southern may establish and maintain from points 
local to its line rates which include the foregoing arbitraries, at 
the same time meeting the rates of competing lines from more dis- 
tant points. If further relief from the provisions of the fourth sec- 
tion is required in order that rates upon the bases approved herein 
may be established, appropriate applications should be filed. 

We further find in Nos. 17128 and 17632 that the rates on po- 
tatoes, in carloads, from all points in North Carolina and South Caro- 
lina, Lanes and north thereof, on the Atlantic Coast Line, and from 
all points in North Carolina on the Norfolk Southern, to Kalamazoo, 
Jackson, Battle Creek, and Sturgis, Mich., are and for the future 
will be unreasonable to the extent that they exceed or may exceed 
rates on the bases herein approved in I. & S. No. 2521 for application 
from the same points of origin, among others, to destinations generally 
in central territory. The denial of reparation, and our former find- 
ings of undue prejudice, In Nos. 17128 and 17632, are affirmed. 

We further find that the rate assailed in No. 20851, from Camden 
to Wapakoneta, was unreasonable to the extent that it exceeded 
55 cents, minimum 36,000 pounds; that it is and for the future will 
be unreasonable to the extent that it exceeds or may exceed 51 cents, 
minima as provided in the governing classification; and that the com- 
plainant in No. 20851 is entitled to reparation in the sum of $17.20. 
The prior finding of undue prejudice therein is affirmed. 

We further find that the rate assailed in No. 23721, from Creswell 
and Columbia to Parkersburg, was unreasonable to the extent that 
it exceeded 52 cents, minimum 36,000 pounds; and that it is and for 
the future will be unreasonable to the extent that it exceeds or may 
exceed 46 cents, minima as provided in the governing classification. 
Complainant should comply with Rule V of the Rules of Practice, and 
should submit with its statements proof, by affidavit, of its allega- 
tions that it is a corporation; that the shipments on which repara- 
tion is asked were made or received by John A. Eck Company, which 
paid charges thereon at the rate herein found to have been un- 
reasonable; and that it is the assignee of the claim of John A. Eck 
Company for reparation on such shipments. If defendants object 
to such proof in this manner, a further hearing may be sought. 
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PLASTERBOARD AND PLASTER 


The Commission, in I. and S. No. 3446, plasterboard, be- 
en points in southern territory, No. 23155, Certainteed Prod- 
ucts Corporation vs. A. & R. et al., and I. and S. No. 3419, 
Jasterboard between points in official classification territory 
oo from that territory to points in Canada, has determined 
rates in typical instances, found justified some changes in 
tariffs that were filed for purposes of . clarification and con- 
demned changes that would result in increased rates. The 
suspended schedules were filed, about the time the complaint 
was made, by the railroads with a view to having the tariffs 
in the future provide rates which they contended were provided 
py the tariffs which were being changed for clarification. 


In its head-note summary of its decision the Commission 
said that it found that combination rates charged on carloads 
of plaster and plasterboard from points of origin in Iowa, Michi- 
gan, New York, Ohio, Oklahoma, Texas and Virginia to des- 
tinations in southern territory were generally inapplicable and 
that it had determined the applicable rates. Further, it said 
it found applicable, with certain exceptions where there were 
overcharges, combination rates charged on carloads of the com- 
modities named, from the states hereinbefore mentioned, to 
destinations in official territory and in Kentucky which were 
in part governed by official classification. These declarations 
relate to the matters presented in the complaint class. 


The Commission said the schedules in I. and S. No. 3446, 
on the traffic between points mentioned, in connection with the 
findings in the complaint case had been shown to make unjusti- 
fed increases in rates. Therefore it ordered the suspended 
schedules canceled. As to the two schedules suspended in 
I. and S. No. 3419, it said that one was found to effect no change 
in rates and that therefore it was permitted to become effective. 
The other, the report said, it was found, would effect unjustified 
rate increases and should be canceled. 

Uncertainties created by the rule in the class tariffs, that 
combinations would apply where they were lower than the 
through class rates, the Kelly rule for making rates by com- 
bination, and a rule for the ascertainment of rates on plaster- 
board by adding or not adding 3.5 cents to the rates on plaster, 
caused the filing of the formal complaint. The complaint al- 
leged that the rates charged on many of the complainant’s ship- 
ments were inapplicable. The Commission was asked to de- 
termine the applicable rates and to award reparation for any 
overcharges found. The National Gypsum Company of Buffalo, 
N. Y., and the National Gypsum Company, Chicago, IIl., inter- 
vened in the complainant’s behalf. A hundred or more disputed 
rates, each more or less different in form of publication, the 
Commission said, were shown with complete tariff references. 
The complainants and interveners said they were typical of 
hundreds of rates. The Commission said that, on analysis, the 
rates and tariff situations exhibited as typical tended to arrange 
themselves into a much smaller number of groups and that it 
was believed that the ascertainment of a single rate selected 
from each of the smaller groups would dispose of virtually all 
the matters in issue. It appeared further, the report said, that 
rates on mixed carloads of board and plaster were disputed 
largely or wholly because of the disagreement as to the rates 
on straight carloads of plasterboard. Therefore, it said, it would 
not separately treat the rates on mixed carloads. 

Nine situations were dealt with. The rate from Acme, Tex., 
to Andalusia, Ala., was found to have been 40 cents and not 
37.5, as claimed by the shippers. The rate from Acme to Athens, 
Ala., was 39 cents and not 33, as claimed by the shippers, nor 
45, as claimed by the carriers. The rate from Acme to Head- 
land, Ala., was found to be 36 cents. In so finding that rate 
the Commission affirmed its finding in Plaster Board from and 
to Southern territory, 151 I. C. C. 385, but added the further 
opinion that no minimum weight should be observed in con- 
nection with a differential when the differential wags added to 
combinaticns, untreated by the use of the combination rule, 
when the factors were subject to different minima. 

The rate from Acme to Auburndale, Fla., treated in the 
formal case cited in the preceding paragraph, was made the 
subject of discussion in the light of a tariff situation which 
arose on January 15, 1928, and which this report said, was 
not given recognition in the report in that case. The decision 
in that case was overruled in this one to the extent necessary 
to give effect to the tariff change which came into effect on 
January 15, 1928. 

The rate from Acme to Avera, Ga., was found to have been 
46 cents; from Acme to Barbourville, Ky., 53 cents, as claimed 
by the railroads, and not 48 cents, as claimed by the shippers; 
Acme to Flemingsburg, Ky., 50.5 cents, and not 56.5, as claimed 
by the railroads, nor 45.5, as claimed by the shippers; Acme 
to Garrett, Ky., 52.5 cents, and not 50, as contended by the 
shippers; Acme to Olive Hill, Ky., 49 cents, and not 44 cents, as 
claimed by the shippers; and Akron, N. Y., to Washington, 
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N. C., 40.5 cents, a rate to which all parties agreed as having 
been brought into effect on July 15, 1928. That situation 
brought into use a basing rate of 20 cents from Akron, N. Y., 
to Richmond, Va., to be used in making rates to North Carolina 
points. 

In view of the fact that the entire structure of plasterboard 
rates in the southeast was under consideration in I. and S. No. 
3615, the Commission said that its decision in this case was 
without prejudice to any conclusion that might be reached in 
that case. 

Commissioner Lewis dissented from the conclusions reached 
by the majority in connection with what he said was the prin- 
cipal question presented for decision, namely, the application 
of the 3.5-cent differential, plasterboard over wall plaster, when 
shipments moved on combination rates. In that dissent he was 
joined by Commissioners Meyer, Tate and Mahaffie. 

Plaster rates, he said, were published, in all cases, in stated 
amounts. From origins west of the Mississippi to the Missis- 
sippi River crossings, he said, the plasterboard rates were pub- 
lished in the same way. East of the river, by appropriate tariff 
reference, he added, the board rates were to be determined by 
adding 3.5 cents to the plaster rates. The plaster rates were 
subject, he added, to the combination rule, whereas the board 
rates were not. 

The tariff limitation as to the application of the differential, 
he said, was not brought to the attention of division 5, of which 
he was a member, in Plaster Board from and to Southern Ter- 
ritory, 151 I. C. C. 385, and, therefore, according to his view, 
that decision, upon which the majority relied in this case, was 
erroneous and should be overruled. 


COMMISSION REPORTS 


Creosote Oil 


No. 17518, Republic Creosoting Co. vs. A. G. S. et al. and 
No. 22506, Same vs. A. C. & Y. et al. Upon further considera- 
tion, by the Commission, finding in original report in title case, 
128 I. C. C. 547, that rates on creosote oil, in tank cars, 
Indianapolis, Ind., to Louisville, Ky., Cincinnati, O., St. Louis, 
Mo., East St. Louis, Granite City, Madison and Chicago, IIL, 
and destinations in the Chicago switching district affirmed, but 
rates therein prescribed for the future modified in the light of 
the findings in Republic Creosoting Co. vs. A. C. & Y. et al., 
169 . C. C. 161, so that for the future rates will be unreasonable 
to the extent they may exceed 25 per cent of the first class 
rates prescribed in the eastern class rate revision. Findings in 
the former report, in No. 22506, affirmed. The order for the 
future is effective on or before March 7. 


Power Shovel Parts 
No. 24090, Alston Coal Co. vs. C. C. C. & St. L. et al. and a 
sub-number, Hume-Sinclair Coal Mining Co. vs. C.& E. et al. By 
division 5. Dismissed. Rates, power shovel parts, carloads, 
Marion, O., to Pittsburg, Kan., and Hume and Amoret, Mo., 
applicable. Applicable rates not unreasonable or otherwise 
unlawful. 





Old Rails 
No. 23181, Zelnicker Car Works vs. St. L.-S. F. et al. By 
division 5. Rates, old rails, Lowden, Ark., to East St. Louis, 
Ill., unreasonable because the carriers failed to publish and 
apply a rate of 22.5 cents, constructed, 20 cents, minimum 40,000 
pounds to St. Louis, Mo., and 2.5 cents, minimum $12 a car 
beyond. Reparation of $200.98 awarded. 


Flue Lining 


No. 24330, Graff-Kittanning Clay Products Co. vs. B. R. & 
P. et al. By division 5. Dismissed. Rates, flue lining, Craigs- 
ville, Pa., to destinations in New England and trunk line terri- 
tories not shown to have been unreasonable. 


Peat Humus, Etc. 


No. 23504, International Agricultural Corporation et al. vs. 
C. & I. M. et al., and No. 24052, Ware Brothers Agency vs. B. 
& O. et al. By division 3. On reconsideration. Finding, for- 
mer report, in No. 23504, 174 I. C. C. 507, that rates and minima, 
peat humus, Manito, IIll., to points in Georgia, Florida and Ala- 
bama were not unreasonable, modified. New finding is that 
they were unreasonable, prior to September 15, 1929, to the 
extent they exceeded rates prescribed in Fertilizers between 
Southern Points, 113 I. C. C. 389; and on and after that date to 
the extent they exceeded or might exceed the rates and min- 
ima prescribed in Fertilizer and Fertilizer Materials, 151 I. C. 
C. 613. Finding in former report in No. 24052, 174 I. C. C. 669, 
that the rates on ground tankage and ammonium sulphate ni- 
trate were and are unreasonable affirmed but the B. & O. was 
excluded as a defendant inasmuch as it said it did not desire 
to participate in traffic to Tuscumbia, Ala. New rates effective 
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Junk 


No. 24222, West End Scrap Iron & Metal Co. vs. D. S. S. & 
A. et al. By division 5. Dismissed. Rates, junk, Dollar Bay 
and Hancock, Mich., to Duluth, Minn., not shown to have been 
or to be unreasonable. 


Asphalt Aggregate 


No. 24009, O. A. Smith Agency, Inc., vs. I. C. et al. By 
division 5. Rates, asphalt aggregate (sandstone with asphalt 
content, coated with free asphalt), Big Clifty, Ky., to Dunbar, 
Matoaka and Spring Hill, W. Va., unreasonable to the extent 
they exceeded $2.80 a net ton to Spring Hill, $3.40 to Matoaka 
and $2.90 to Dunbar. Reparation awarded. 


Secondhand Burlap Bags 


No. 23698, Western Burlap Bag Co. vs. C. M. St. P. & P. 
By division 4. Rate, secondhand burlap bags, Rapid City, S. 
D., to Chicago, Ill., unreasonable to the extent it exceeded 
$1.085, the aggregate of intermediate rates. Reparation awarded. 
Commissioner Mahaffie dissented. 
Dry Earth Paint 


I. and S. No. 3578, dry earth paint, from Henry, Va., to des- 
tinations in central freight association territory. By division 3. 
Proposed increased rates, dry earth paint, Henry, Va., to des- 
tinations in central territory, not justified. Schedules to be 
canceled and proceedings discontinued. 


Louisville Switching Limits 


I. and S. No. 3583, terminal regulations at Louisville, Ky. 
By division 5. Report by Commissioner Lewis. Proposed 
change in the boundary of a part of the switching limits of the 
L. & N. at Louisville, Ky., so as to exclude therefrom the filtra- 
tion plant of the Louisville Water Co., not justified. Suspended 
schedules to be canceled and the proceeding discontinued. By 
the suspended schedules the carrier tried to limit its switching 
district in the way it claimed, in Louisville Water Co. vs. 
B. & O., 172 I. C. C. 176, that it was intended to have been 
limited. 

Cabbage 


No. 22723, Southern Traffic Association vs. N. Y. C. et al., 
and a sub-number, Same vs. N. & W. et al. By division 2. Rates, 
cabbage, producing points in New York and Virginia to des- 
tinations in Tennessee, the Carolinas, Georgia, Alabama and 
Kentucky and from producing points in New York to Virginia 
destinations not unreasonable or otherwise unlawful in the past 
but unreasonable for the future to the extent they may exceed 
32 per cent of the first class rates. New rates are to be effec- 
tive March 7. Commissioner Aitchison dissented from the find- 
ing for the future. ° 

Cream 


No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. 
By division 5. Carload rates, cream, 10-gallon cans, in pas- 
senger train service, Fayetteville, Tenn., to Wilmington, Del., 
Philadelphia, Pa., Newark, N. J., Providence, R. I., and Boston, 
Mass., unreasonable to the extent they have exceeded or 
may exceed each 10-gallon can, minimum 200 cans, ice to be 
furnished by shippers, the following: Wilmington and Phila- 
delphia, $1.65; Newark, $1.70, and Providence and Boston, $1.95. 
Reparation awarded. New rates to be effective March 7. 


Cabbage, Etc. 

No. 23279, Joseph Denunzio Fruit Co. et al. vs. A. T. & S. F. 
et al., and two sub-numbers, Trautman & Squeri et al. vs. Same, 
and Glas Bloom Co. et al. vs. Asherton & Gulf et al. By divi- 
sion 5. Rates, cabbage, potatoes and onions, carloads, points 
in Texas to Cincinnati, O., Evansville, Ind., and Louisville, Lex- 
ington, Henderson and Owensboro, Ky., prior to July 14, 1928, 
unreasonable to the extent that, to Cincinnati and Louisville, 
they exceeded $1.02 on onions, 95 cents on cabbage, and 87 
cents on potatoes; Lexington, on onions, $1.02; Owensboro, 93 
cents on cabbage and 86 cents on potatoes; and to Henderson 
and Evansville, $1 on onions, 93 cents on cabbage, and 86 cents 
on potatoes. Reparation awarded. 


Oats 


No. 24024, Tarr & McComb Corporation vs. Southern Pacific. 
By division 3. Dismissed. Applicable rate to Redlands, Calif., 
oats, St. Louis, Mo., to Fort Worth, Tex., there transited, thence 
shipped to Redlands, and subsequently reshipped to Puente, 
Calif., determined to be 66 cents to Redlands, transportation 
beyond that point being a separate and intrastate movement 
over which the Commission said it had no jurisdiction. Com- 
missioner McManamy dissented, viewing the transaction as 
wholly interstate movement, with charges to be calculated upon 
the 66-cent base plus a reconsignment charge of $5.85 to Red- 
lands. 

Crude Tar 


No. 23701, Barrett Co. vs. A. G. S. et al. By division 4. 
Rates, crude coal tar, Chicago, Ill., Terre Haute, Ind., St. Louis, 
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Mo., Youngstown, O., and Pittsburgh, Pa., and points taking th, 
same basis of rates, to Ensley, Ala., unreasonable to the exten 
they exceeded or may exceed rates equivalent to 17.5 per cent 
of the first class rate established in the southern class ra 
revision, subject to minimum weights determined under rule x 
of the consolidated classification. Reparation awarded. Rates 
Ashland, Ky., and Ironton, O., to Ensley, not unreasonable. Coy, 
missioner McManamy, dissenting, said he thought the Tates 
should not exceed 15 per cent of first class. New rates effective 
March 7. 
Lumber, Etc. 


No. 23589, American Creosote Works, Inc., vs. L. & A. et al 
By division 3. Dismissed. Rates, lumber, piling, and _ tigg 
creosoted in transit at Southport (New Orleans), La., points in 
Louisiana to Oelwein, Ia., and Laredo, Bryan and Houston, Tex 
not unreasonable or otherwise unlawful. 


Fertilizer 

No. 23361, Smith Agricultural Chemical Co. vs. A. & E. et al 
By division 3. Rates, complete commercial fertilizer, anq jp 
mixed carloads with certain fertilizer materials, Indianapolis 
Ind., to destinations in northern Illinois, southern Wisconsin, 
and extended Zone C in Wisconsin, not unreasonable prior to 
October 5, 1928, but unreasonable thereafter to the extent they 
exceeded or may exceed rates under the scale prescribed ip 
Ohio Farm Bureau Federation vs. A. & W., 146 I. C. C. 419, 
minimum 40,000 pounds. Rates to northern Wisconsin destina. 
tions not unreasonable in the past, but unreasonable for the 
future to the extent they may exceed the class E rates pre 
scribed in Western Trunk Line Class Rates, 164 I. C. C.1. Rep. 


aration awarded. New rates to be effective not later than 
March 8. 


Celotex 


No. 20865, Celotex Co. vs. A. C. L. et al. By the Commis. 
sion. On argument, findings in prior report, 159 I. C. C. 721, 
that the rates applied on shipments of celotex, Marrero (New 
Orleans), La., to destinations in Florida were inapplicable and 
that the applicable rates were unreasonable, affirmed as to the 
rates applicable except that it is now found that the commodity 
rate of 62 cents was applicable from January 10, 1927, to Jan- 
uary 25, 1928, via the Southern, and from March 16, 1928, via 
the L. & N. and that, after the dates named, a commodity rate 
of 44 cents was applicable. The report said no order was 
necessary. Commissioner Eastman, dissenting, said that the 
complainant, in the circumstances, was clearly entitled to the 
benefit of the doubt about the meaning of the tariffs. Commis- 
sioner Farrell joined in that dissent. 


Cement Compound 


No. 23139, North American Cement Corporation vs. B. & 0. 
et al. By division 2. Rate, cement compound, Berkeley, W. 
Va., to Chicago, Ill., unreasonable to the extent it exceeded or 
may exceed 25 per cent of the contemporaneous first class rate, 
minimum 50,000 pounds. New rate to be effective not later 
than March 10. 


Radio Cabinets 


No. 24248, Associated Cabinet Manufacturers’ Corporation 
vs. Lehigh Valley et al. By division 2. Basis, charges, radio 
cabinets with loud speakers installed, carloads, Cadillac, Mich., 
to New York, N. Y., unreasonable to the extent it exceeded 
second class, minimum, 12,000 pounds, subject to Rule 34. 
Reparation of $212.52 awarded. 


SUSPENDED TARIFFS 


In I. and S. No. 3672, the Commission has suspended from 
December 5, 1931 until July 5, 1932, schedules in supplement 
No. 10 to Chicago, Rock Island & Pacific, I. C. C. No. C-12057. 
The suspended schedules propose to establish a through pro- 
portional rate on grain and grain products, in carloads, from 
Minneapolis, Minnesota Transfer and St. Paul, Minn., to Gal- 
veston, Houston and Texas City, Tex., when for export and 
coastwise movement, resulting in a reduction under the present 
combination rates. The following is illustrative: 


Rates in cents a 100 pounds. Present *38; proposed 30. 


In I. and S. No. 3673, the Commission has suspended from 
December 9 until July 9 schedules in supplement No. 13 to 
Dulaney’s I. C. C. No. 40, supplement No. 1 to Speiden’s I. C. C. 
No. 1555, and numerous other tariffs. The suspended schedules 
propose to increase the rates on old worn-out burlap or gunny 
bags, in carloads, from 22% per cent of first class rates to 
32% per cent of first class rates, which is applicable on old or 
new burlap or gunny bags, on traffic moving from, to or between 
points in southern classification territory. 


*Made 17 cents to Kansas City and 21 cents beyond to the Texas 
ports. 
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December 12, 1931 


In I. and S. No. 3674, the Commission has suspended from 
December 9 until July 9 schedules in supplement No. 13 to 
pulaney’s I. C. C. No. 40, Speiden’s I. C. Cc. No. 1558, and sup- 
jements thereto, and numerous other tariffs. The suspended 
P nedules propose to cancel commodity rates on unmanufac- 
‘ared tobacco from, to and between points in southern classi- 
fication territory and to apply higher class rates, or revised 
commodity rates in some instances, in lieu thereof. 

In I. and S. No. 3675, the Commission has suspended from 
December 9 until July 9 schedules in supplement No. 72 to 
Speiden’s I. C. C. No. 1315, and numerous other tariffs. The 
suspended schedules propose to cancel commodity rates on 
wooden handles and handle material, except handle material 
not further finished than sawed or turned to shape, and to 
apply class rates in lieu thereof which are generally higher, on 
traffic from, to and between points in southern classification 
territory. 

In I. and S. No. 3676, the Commission has suspended from 
December 10, until July 10, schedules in supplement No. 21 to 
Johanson’s I. C. C. No. 2293. The suspended schedules pro- 
pose rates on fresh seafood (fish, shrimp and oysters), in car- 
loads, from Galveston, Texas City and other Texas Gulf points 
to Chicago, Kansas City, St. Louis, East St. Louis and Memphis, 
jocal or for destinations beyond, which results in increases. 
The following is illustrative: 


Rates in cents a 100 pounds. From Galveston, Tex., to Chicago, 
jl, present 99, proposed 132; St. Louis, Mo., present 99, proposed 114; 
Memphis, Tenn., present 54, proposed 96. 


In I. and S. No. 3677, the Commission has suspended from 
December 10, until July 10, schedules in supplement No. 172 
to joint tariff, Johanson, I. C. C. No. 1982 and Jones, I. C. C. 
No. 1965, and in supplement No. 20 to joint tariff, Johanson, I. 
C. Cc. No. 2275 and Jones, I. C. C. No. 2402. The suspended 
schedules propose to increase rates on fruit jar tops and 
fasteners, carloads, from producing points in defined territories 
to glass manufacturing points in the southwest. The following 
is illustrative: 


Fruit jar tops, carloads, rates in cents a 100 pounds, from Chi- 
cago, Ill., to Sand Springs, Okla., present 45%, proposed 71; Muncie, 
Ind., to Wichita Falls, Tex., present 61, proposed 83. 


In I. and S. No. 3678, the Commission has suspended from 
December 10, until July 10, schedules in supplement No. 44 to 
St. Louis-San Francisco, I. C. C. No. 9178, supplement No. 10 to 
Johanson’s I. C. C. No. 2313, and numerous other tariffs. The 
suspended .schedules propose to cancel commodity rates on 
vinegar, in carloads, from Rogers, Ark., Springfield, Mo., and 
other Southwestern and Kansas-Missouri producing points to 
interstate destinations, and to apply higher class rates in lieu 


thereof. The following is illustrative, rates being in cents a 
100 pounds from Rogers, Ark.: 

Pres. Proposed 

To A : B A 

SR Ms idndins cna ai oe ien ae esceneean caw en 51 55 64 

Se rrr rrr er eee re er ry 21 33 39 


A—Carload minimum weight 30,000 pounds. 
B—Carload minimum weight 60,000 pounds. 


In I. and S. No. 3679, the Commission has suspended from 
December 10, until July 10, schedules in supplements Nos. 186 
and 193 to Johanson’s I. C. C. No. 2008, supplement No. 13 to 
Johanson’s I. C. C. No. 2291, and numerous other tariffs. The 
suspended schedules propose to revise the rates on peanuts, in 
carloads, from and to points in the Southwest, also from and 
to points in Kansas and Missouri, which results generally in 
increases. The following is illustrative, rates being in cents 
a 100 pounds: 


To Chicago, Ill., from Durant, Okla., present 79, proposed 86; 
Ft. Worth, Tex., present 79, proposed 93; Houston, Tex., present 79, 
proposed 100. 


COMMISSION ORDERS 


No. 24978, Carolina Cotton & Woolen Mills Co. et al. vs. Southern 
et al. Proceeding reopened for further hearing on question of repara- 
tion only. 

No. 23157, Smoot Sand & Gravel Corporation vs. B. & O. et al. 
Petition of defendant B. & O., and motion of Standard Lime & Stone 
Co., Washington Building Lime Co., and North American Cement 
Corporation, interveners, for rehearing and reconsideration and post- 
ponement of effective date of order denied. 

No. 24856, Pet Milk Co. vs. B. & A. (N. Y. C., lessee) et al. Bor- 
den Southern Co. permitted to intervene. 

No. 20482 (and Sub. 1 and 2), R. T. Vanderiblt Co., Inc., et al. 
vs. A. C. L. et al., and cases grouped therewith. Petition of de- 
fendants dated October 5, 1931, for reopening of said proceedings 
for further hearing with respect to past reasonableness of rates and 
for consolidation with certain pending cases denied. 

Fourth Section Application No. 14349, reopened for hearing, at 
such times and places as the Commission shall hereafter direct, upon 
question of modifying, in the manner and to extent prayed for in 
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petition, dated September 2, 1931, for modification of Fourth Section 
Order No. 10595, filed by defendants in No. 22771, Falling Spring 
Lime Co., Inc., vs. C. & O. et al., the relief authorized and pro- 
vided by said fourth section No. 10595, heretofore entered upon said 
application on April 24, 1931. 

No. 24739, Farmers’ Grain Dealers’ Association of Iowa et al. vs. 
A. T. & S. F. et al. Derby Oil Co., Eldorado Refining Co., Golden 
Rule Refining Co., Kanotex Refining Co., National Refining Co., Skelly 
Oil Co., Vickers Petroleum Co. and White Eagle Oil Corporation 
permitted to intervene. 

Finance No. 9026, application of G. & J. for certificate to abandon 
that part of its line of railroad between Johnsonville and Greenwich, 
N. Y. United Paperboard Co., Inc., permitted to intervene. 

No. 24597 (and Sub. 1 to 4, incl.), Bessemer Limestone & Cement 
Co. vs. A. & B. B. et al. National Mortar & Supply Co. permitted 
to intervene. 

No. 20002, Louisiana Oil Refining Corporation vs. A. & N. et al, 
a for reconsideration, dated October 28, 1931, filed by defendants, 

enied. 

Finance No. 4682, acquisition and construction of line by Alameda 
Belt Line, and cases grouped therewith. Time prescribed within said 
certificate and order, as extended, within which the Alameda Belt 
Line shall complete the construction of the extension from Webster 
Street westerly to the shore line of San Francisco Bay, is further ex- 
tended to December 31, 1932. 


PETITIONS FOR REHEARING, ETC. 


Finance No. 7025. Western Pacific California Railroad Co. for 
authority to construct a line of railroad from San Francisco to Red- 
wood City, Calif. Applicant, in a third application, asks that cer- 
tificate and order dated January 19 be amended so that the time 
within which the construction by it of its line of railroad from 
San Francisco to Niles must be commenced and completed, shall be 
extended from January 1, 1932, and January 1, 1934, to January 1, 
1933, and January 1, 1935, respectively. 

No. 23921, Sawdust Sales Co. vs. B. & O. et al. 
that complaint be dismissed without a report. 

No. 24784, United States Potters’ Association vs. A. C. & Y. et al. 
Delaware & Hudson Railroad Corporation, one of parties named as 
a defendant, asks dismissal of complaint as to it. 

No. 13535, Consolidated Southwestern Cases. E. B. Boyd, agent, 
and attorney for lines parties to Commission’s order herein, asks 
modification of order of June 17, 1931, so that it will become effective 
January 3, 1932. 

No. 22293, A. E. Staley Manufacturing Co. vs. Wabash et al. 
Complainant and Corn Products Refining Co., Stein Hall Manufactur- 
ing Co., American Maize Products Co., J. C. Hubinger Brothers Co. 
and Penick & Ford, Ltd., Inc., interveners, ask Commission to set 
aside the order of July 7, 1930, dismiss the complaint and to grant 
reargument herein. 

Pacific Coast Fourth Section Applications Nos. 13457 et al. Ap- 
plicants herein ask modification of the minimum rate requirements of 
sixth supplemental Fourth Section Order No. 10425. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al. 
and associated cases, Fourth Section Order Nos. 9500 and 9600. Texas 
Sugar Refining Corporation and Imperial Sugar Co., interveners, ask 
that Commission further extend time allowed for readjusting the 
rates on sugar, carloads, from Texas City and Sugar Land, Tex., to 
the Missouri River cities, southwestern gateways and points beyond 
in defined territories to June 10, 1932. 

. No. 15879, Eastern Class Rate Investigation. St. Louis & O’Fallon 
asks relief from provisions of Commission’s orders and findings. 

No. 21982, John Becker Co. et al. vs. A. T. & S. F. et al., and 
No. 22361, Acme Lumber Co. et al. vs. A. T. & S. F. et al. Complain- 
ants ask vacation of orders; rehearing, and oral argument. 

No. 23523, Las Vegas Lumber Co. et al. vs. A. T. & S. F. et al. 
Complainant asks rehearing; vacation of order dismissing complaint, 
and oral argument. 

No. 21850 (and Subs. 1 to 5, incl.), August Sinner et al. vs. A. T. 
& S. F. et al., and cases grouped therewith. Complainants have filed 
an amendment to their petition for reopening and hearing, under- 
taking to set forth more clearly their contentions as to the claimed 
application of the stipulations. 


Defendants ask 


FINANCE APPLICATIONS 


Finance No. 9065. Chicago & Eastern Illinois Railway Co. asks 
authority to issue and to renew from time to time, not later than 
December 31, 1932, its notes in aggregate amount not exceeding 
$7,326,764, and to pledge and repledge all or any part of its prior 
lien bonds, not exceeding $8,852,700, as collateral security for such 
notes. Applicant said for the ten months ended October 31, 1931 
its net railway operating income was a deficit of $1,340,654.55. It said 
it had no way of determining whether its income in 1932 would in- 
crease, and failing such increase, it would not be able to pay the 
principal and interest on its outstanding notes, the interest on its 
outstanding bonds, and the taxes that would accrue and be payable by 
it in 1932, without borrowing the money with which to make such 
payment. 

Finance No. 9066. W. H. Sitterding, receiver of Virginia South- 
ern Railroad Co. et al., asks authority to abandon a line of railway 
formerly belonging to the Marion & Rye Valley Railway Co., ex- 
tending from the connection with the N. & W. at Marion, Va., to 
Sugar Grove, Va., about 18 miles, and the line of railway belonging 
to the Virginia Southern extending from Sugar Grove to Troutdale, 
Va., about 7.85 miles. 

Finance No. 9054. Joint application of Fulton Chain Railway Co., 
and New York Central Railroad Co. for authority to abandon the 
Fulton Chain railway, Thendara to Old Forge, Herkimer county, N. 
Y., 2.21 miles. 

Finance No. 9063. St. Paul & Kansas City Short Line Railroad 
Co. asks authority to issue $3,851,000 of first mortgage bonds in ex- 
change for or for conversion of its first mortgage bonds of the aggre- 
gate principal amount of 770,300 pounds sterling, and for Chicago, 
Rock Island & Pacific to guarantee the bonds. 

Finance No. 9057. Louisville & Nashville Railroad Co. asks au- 
thority to abandon its line from Cliffside to Irvine, Ky., 77 miles. 
Applicant says the line is not performing, and will not in the future 
perform any necessary transportation service and that its operations 
in the past have resulted and will in the future result in material 
losses to applicant and there is, and will be, no economic justifica- 
tion for its continued operation. 

Finance No. 9058. Louisville & Nashville Railroad Co. asks au- 


thority to abandon its line from East Bernstadt to Jewell, Ky., 3 
miles. 
Finance No. 9059. Joint petition of Ballwin Mutual Telephone 








































montana rapaere: 





PAGE 1280 


Co. and Southwestern Bell Telephone Co. asking approval of sale 
of the property of former to latter, in St. Louis county, Mo. 

Finance No. 9060. Joint petition of the Creve Coeur Mutual 
Telephone Co. and Southwestern Bell Telephone Co. asking approval 
of sale of property of former to latter, in St. Louis county, Mo. 4 

Finance No. 9061. Central of Georgia Railway Co. asks authority 
to pledge and repledge $11,110,000 of its refunding and general mort- 
gage 5 per cent bonds, series C, for short term notes. Applicant said 
it was necessary for it presently to borrow $750,000 to meet current 
obligations, and that in the near future it might be necessary to 
borrow additional sums, depending upon the future earnings of the 
company. 

Finance No. 9068. Tittabawassee Railroad Co. asks authority 
to construct 3.55 miles of track, in connection with acquisition of 
track already constructed in and adjacent to Midland, Mich., to 
constitute a belt line and/or a terminal transfer line at Midland and 
to provide connections with other railroads. The present owner of 
existing tracks, which applicant proposes to acquire for $284,063.68, is 
the Dow Chemical Co. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9022, authorizing the acquisi- 
tion by the New York Telephone Company of the physical properties 
of the Central Bridge Telephone, Inc., approved. 

Report, certificate and order in F. D. No. 8901, (1) authorizing the 
Nicholas, Fayette & Greenbrier Railroad Company to acquire the lines 
of railroad of the Sewell Valley Railroad Company, the Loop & Look- 
out Railroad Company, and the Greenbrier & Eastern Railroad Com- 
pany, in Summers, Fayette and Greenbrier counties, W. Va., (2) 
authorizing the acquisition jointly by the Chesapeake & Ohio Rail- 
way Company and the New York Central Railroad Company of fur- 
ther control, under lease of the lines of railroad of the Sewell Valley 
Railroad Company, the Loop and Lookout Railroad Company, and the 
Greenbrier & Eastern Railroad Company; and (3) authorizing the 
Nicholas, Fayette & Greenbrier Railroad Company (a) to assume 
obligation and liability in respect of the payment of the principal 
of and interest on $300,000 of outstanding first-mortgage 5 per cent 
bonds of the Sewell Valley Railroad Company, and (b) to issue not 
exceeding $7,072,051.05 of common capital stock, $3,600,000 thereof 
to be used in payment of an equal amount of outstanding demand 
promissory notes and $3,472,051.05 to be delivered to the Sewell 
Valley Railroad Company, Loop & Lookout Railroad Company, and 
Greenbrier & Eastern Railroad Company in payment for their lines 
of railroad, and by them delivered to the Chesapeake & Ohio Rail- 
way Company and the New York Central Railroad Company in equal 
amounts, approved. 

Report and order in F. D. Nos. 9044, 9044 Sub. No. 1, 9044 Sub. 
No. 2, 9044 Sub. No. 3, 9044 Sub. No. 4, 9044 Sub. No. 5, 9044 Sub. 
No. 6 and 9044 Sub. No. 7, (1) authorizing the Cincinnati Union 
Terminal Company to issue not exceeding $12,000,000 of first-mort- 
gage 5 per cent gold bonds, series B, to be sold at not less than 
95 per cent of par and accrued interest and the proceeds used in the 
acquisition and construction of a passenger station and other facil- 
ities; (2) authorizing the Baltimore & Ohio Railroad Company, the 
Chesapeake & Ohio Railway Company, the Cincinnati, New Orleans 
& Texas Pacific Railway Company, the Cleveland, Cincinnati, Chi- 
cago & St. Louis Railway Company, the Louisville & Nashville Rail- 
road Company, the Norfolk & Western Railway Company, and the 
Pennsylvania Railroad Company .to assume, jointly and _ severally, 
obligations and liability as guarantors in respect of said bonds; (3) 
authorizing the New York Central Railroad Company to assume obli- 
gation and liability, as lessee, of the properties of the Cleveland, Cin- 
cinnati, Chicago & St. Louis Railway Company, in respect of said 
bonds; and (4) denying that part of the application of the Cincinnati 
Union Terminal Company for authority to issue $12,000,000 of short- 
term notes, approved. 

Report and order in F. D. No. 9043, authorizing the Alabama 
Great Southern Railroad Company to procure the authentication and 
delivery of $500,000 of first consolidated mortgage 5 per cent gold 
bonds, series A, in partial reimbursement for capital expenditures 
heretofore made, approved. 

Supplemental report and order in F. D. No. 3511, authorizing 
the Lehigh Valley Railroad Company to pledge and repledge not ex- 
ceeding $10,000,000 of general-consolidated mortgage 5 per cent bonds 
as collateral security for short-term notes, approved. 

Report and order in F. D. No. 9039, authorizing the Chicago, St. 
Paul, Minneapolis and Omaha Railway Company to assume obliga- 
tion and liability in respect of $240,000 of Chicago, St. Paul, Minne- 
apolis & Omaha Railway Company equipment trust of 1928 certi- 
ficates, series 1, to be issued by the City Bank Farmers’ Trust Com- 
pany, trustee, under an agreement dated September 28, 1928, and 
sold at not less than 92.5769 per cent of par and accrued interest, 
and the proceeds used in connection with the procurement of three 
passenger locomotives, approved. 


EXCESS INCOME REPORTS 
Finance No. 4421, excess income of Kelley’s Creek and 
Northwestern Railroad Co. Tentative determination by Com- 
mission, division 1, that carrier has recapturable excess net 
railway operating income of $48,170.88, made up of $8,988.53 for 
last ten months of 1920, based on valuation of $245,000; $12,- 
623.07 for 1921, based on valuation of 355,000; $4,450.27 for 1923, 
based on valuation of $500,000, and $22,109.01 for 1927, based 
on valuation of $440,000. Tentatively found that salaries and 
bonuses paid to new employes in 1927 represented charges to 
expenses that were unreasonable and net railway operating in- 
come for that year increased $17,560.81. 
Finance No. 4606, excess income of Chicago, West Pullman 
& Southern Railroad Co. Tentative determination by Commis- 
sion, division 1, that carrier has recapturable excess income of 
$94,709.19, made up as follows: $14,594.63 for last four months 
of 1920, based on valuation of $780,000; $1,214.53 for 1922, based 
on valuation of $800,000; $24,380.83 for 1923, based on valuation 
of $790,000; $3,432.31 for 1924, based on valuation of $875,000; 
$29,094.65 for 1925, based on valuation of $905,000, and $21,992.24 
for 1926, based on valuation of $1,025,000. Prior to January 
1, 1923, said the report, nothing was charged to operating ex- 
penses by the carrier on account of salaries to its president 
and auditor, apparently for the reason that they also served 
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in an official capacity for the International Harvester Co,, Whig, 
controlled the carrier, and received their salaries from that 
company. In 1923 and 1924 the carrier paid to the Controllinp 
company $5,175 and $5,462.50, respectively, as its portion 0 
salaries to those officials. Beginning on July 1, 1925, continug 
the report, the carrier also paid the salary of a PuUrchasinp 
agent which was previously assumed by the Harvester company 
The amounts charged to operating expenses on account of 
these officers’ salaries in 1925 and 1926 were $6,500 and $7; 
The Commission said that for purposes of this report it foun 
those payments to be disproportionate and that according); 


















operating expenses would be reduced and net railway operatiy, of } 
income increased by the amount of these salary payments, Pacl 

Finance No. 4742, excess income of The Toledo, Angola ¢ forb 
Western Railway Co. Tentative determination by Commissig, " 
division 1, that carrier has recapturable excess income of $7). an 
37.06, made up as follows: $22,519.65 for 1924, based on valu fm 
tion of $205,000; $12,536.21 for 1925, based on valuation ee 
$235,000; $22,486.78 for 1926, based on valuation of $255,000; ang re 
$15,294.42 for 1927, based on valuation of $290,000. Salary jp pm 


creases of $11,822.50 for 1924; $12,600 for 1925; $12,855 fo 
1926, and $19,129.55 for 1927, tentatively found disproportiop. 
ate and unreasonable and net railway operating income adjustej 
accordingly. 


LAKE-AND-RAIL RATES 


The Commission, by Secretary McGinty, has issued the fol. 
lowing notice in I. and S. No. 3662, lake-and-rail class and con. 
modity rates: 

The above-entitled proceeding is assigned for hearing before Rx. 
aminers Koebel and Paulson on January 11, 1932, 10 o’clock a. mn, 
(standard time), at the Sherman Hotel, Chicago, Ill. Upon receiving 
there the evidence of respondents, and of protestants who wish to 
present their evidence at Chicago, the hearing will be adjourned to 
the Duluth Hotel, Duluth, Minn., for resumption at 10 o’clock a. m, 
(standard time), on the second day after the adjournment at Chi- 
cago. No further hearings are contemplated, inasmuch as it is the 
purpose to expedite this proceeding. 

The issues in this investigation are those ‘‘concerning the law- 
fulness of the rates, charges, regulations and practices’ stated in 
the suspended schedules. It should be noted that although the issues 
are thus limited, they involve a consideration of evidence in support 
of protests that the non-publication of joint lake-rail rates to and 
from points west of a certain line through Ohio would result in undue 
prejudice against such points and undue preference of points east 
thereof to and from which rates are proposed. 

It will be expected that the parties opposing the suspended sched- 
ules will not confine their efforts to an attack upon those schedules, 
but will be prepared to offer at the hearing concrete suggestions as 
to complete substitute bases and not merely limited to suggested rates 
in individual situations. 

Respondents will be expected to introduce as part of their case 
exhibits setting forth the following data: (1) the costs, to the ex- 
tent available for the Chicago hearing, for handling traffic over the 
wharves between the lake boats and the freight cars at the ports of 
Duluth, Minn., Milwaukee, Wis., Chicago, IIl., Cleveland, Ohio, and 
Buffalo, N. Y.; (2) the shortest possible distances and routings, and 
the rail rates on class 1 established December 3, 1931, (a) between 
the ports of Duluth, Chicago and Milwaukee, on the one hand, and on 
the other the key points in western trunk-line territory, and (b) be- 
tween the ports of Buffalo and Cleveland, on the one hand, and on 
the other the key points in New England, trunk-line, and central 
territories. These key points are named in sections 1, 2, 3, 4 and 5 
of Appendix I to the original report in Western Trunk-Line Class 
Rates, supra, as modified by the supplemental reports. 


WESTERN CLASS RATES 

The official classification lines have filed a petition for a 
reopening of No. 17000, part 2, western trunk line class rates, 
for further hearing to present evidence bringing the record up 
to date so as to show that the reduced interterritorial rates 
ordered into effect by the Commission should not be established 
but on the contrary not less than the combination of locals should 
be made effective. They said that the traffic on these relatively 
long haul interterritorial rates could well move and would move 
under rates substantially higher than which they were now re- 
quired to publish. They said that the two facts that this traffic 
had heretofore moved freely under the combination of locals 
and that the western competitors of eastern shippers protested 
vigorously against any reduction in these overhead or inter- 
territorial rates clearly established that freedom of movement 
would not be interfered with or hampered by higher rates than 
those ordered by the Commission. 
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SOUTHWESTERN REVISION 


The Commission has modified its order of June 17, 1931, in 
No. 13535, consolidated southwestern cases, so as to hold static, 
until January 3, commodity rates, on less-than-carloads, on 
canned goods, coffee, sugar, beans and syrup, between Kansas 
City, Mo., and St. Joseph, Mo., on the-one hand, and points in 
Kansas, on the other, by suspending part of its earlier order 
until January 3. 

The change in the order was necessary on account of the 
inability of the railroads and the Kansas commission to get the 
commodity phase of the matter adjusted in time to make the 
new rates effective on December 3, when the class rates phase 
of the matter became operative. All phases of the matter are 
expected to be adjusted by January 3. 
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N. W. P.-W. P. JOINT RATES 


Examiner J. Edgar Smith has recommended the dismissal] 
of No. 24209, Western Pacific Railroad Co. Vs. Northwestern 
pacific Railroad Co. et al., on the ground that section 15 (4) 
forbids the Commission to establish the joint rates demanded 
by the Western Pacific from points on the Northwestern Pacific 
and points in transcontinental territory. Smith said there were 
through routes and joint rates between points on the North- 
western Pacific in connection with the Southern Pacific, the 
owner of the Northwestern Pacific, and the Santa Fe, the latter 
being at one time joint owner with the Southern Pacific of the 
Northwestern Pacific. He said there were though routes be- 
tween the Northwestern Pacific and the Western Pacific, but 

no joint rates. 

Clearly, he said, it appeareed that the failure to have joint 
rates over the through route of the Northwestern Pacific and 
the Western Pacific where they connected, by means of car 
floats, at San Francisco Bay, was a discrimination against the 
Western Pacific and operated to that carrier’s prejudice. But 
he said that the interstate commerce act did not prohibit every 
discrimination and that this particular prejudice was not undue 
in view of all the circumstances and conditions that had been 
shown. Among the conditions shown was that the proposed joint 
rates would apply over routes longer than those embracing the 
Southern Pacific. Cancellation of the joint rates over the Santa 
Fe, which the Pacific Northwestern said was not in contemplation 
at the time the Southern Pacific was buying out the Santa Fe, 
Smith said, would help only the Southern Pacific. That carrier, 
he pointed out, suggested that if undue prejudice were found 
it should be permitted to remove it, through the agency of the 
Northwestern Pacific, by canceling the joint rates over the Santa 
Fe, so as to preserve its long haul in accordance with the limita- 
tion on the power of the Commission in section 15 (4). Can- 
cellation, he added, would be detrimental to the Santa Fe and 
adversely affect the public, but that it would not benefit the 
Western Pacific. 

With respect to the reasonableness of the rates over the 
routes composed of the Northwestern Pacific and the short lines 
connecting with it and the Western Pacific, Smith said the rates 
were the transcontinental rates from San Francisco plus the 
locals of the Northwestern Pacific and the short lines connect- 
ing with it in northern California, or the proportions of the 
lines beyond San Francisco. He said that neither element of 
the through rates were attacked, but that their sums were 
alleged to be excessive, unreasonable and unduly prejudicial 
to the traffic in question and to the Western Pacific to the 
extent they exceeded the rates to and from San Francisco, be- 
cause the rates to and from Northwestern Pacific points by way 
of the Southern Pacific route through the Ogden, Utah, gateway 
were now on the San Francisco basis. 

This allegation of unreasonableness, said Smith, in the com- 
bination rates, without specific allegation of the unreasonable- 
ness of its separate elements, smacked of reasoning in a circle; 
for, in substance it amounted to an attempt, by indirection, to 
reach the exact result forbidden by section 15 (4), the short- 
hauling of the Northwestern Pacific-Southern Pacific Ogden 
route. 

“Nor would it make any difference in principle,” said he, 
“whether we proceeded to establish the through-route-and-joint 
rates demanded or accomplished the same result by establish- 
ing proportional, or local, rates to and from San Francisco, the 
aggregate of which would equal the present joint rates over the 
Mas route; in either event the Ogden route would be short- 
auled.” 








TOLL TELEPHONE DISPUTE 


Examiner Myron Witters, in No. 24336, Oklahoma-Arkansas 
Telephone Co. vs. Southwestern Bell Telephone Co., has recom- 
mended that the Commission find the failure and refusal of the 
Southwestern Bell to use or connect with the toll lines of the 
Oklahoma-Arkansas between Poteau, Okla., and Fort Smith, 
Ark., for the transmission of messages from Poteau and other 
points in Oklahoma to Fort Smith and Van Buren, Ark., while 
at the same time using and connecting with a toll line owned 
by the Three States Telephone Co. between Hackett, Ark., and 
Fort Smith for the transmission of messages from Hackett and 
Slatonville, Ark., to Fort Smith and Van Buren, unduly and 
unreasonably preferential and prejudicial. This violation of 


section 3 (1) of the interstate commerce act, he said, should be 
removed. 
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PROPOSED REPORTS 


S. U. Steel Tanks 


No. 24367, Leader Iron Works, Inc., vs. I. C. et al., and 
five sub-numbers thereunder each of the same title. By Ex- 
aminer Carl A. Schlager. Minimum weight, set-up steel tanks, 
Decatur, Ill., to Kingman, Ind., inapplicable. Applicable min- 
imum, 16,380 pounds; rate and minimum, shipment to New York, 
inapplicable, applicable rate being 62 cents and weight, 26,880 
pounds. Section 3 of Rule 34 as applied to shipments to King- 
man, Union City, Tenn., Port Washington, N. Y., and Saginaw, 
Mich., unreasonable in the past and for the future to the extent 
it operated or may operate to increase freight charges by rea- 
son of defendant’s failure to furnish cars of the length ordered. 
Reparation proposed. Charges, shipments to Ypsilanti, Mich., 
and New York, N. Y., not unreasonable. Dismissal of sub-No. 1 
proposed. 

Scrap Brass 


No. 24418, Federated Metals Corporation vs. Pennsylvania 
et al. By Examiner Paul R. Naefe. Dismissal proposed. Local 
rate, Columbus, O., to Shadyside, Pa., through shipments of 
scrap brass, Huntington, W. Va., to Shadyside, inapplicable. Ap- 
plicable rate was the through rate from Huntington to Shady- 
side. Applicable rate not unreasonable. Proposed that charges 
should be readjusted in accordance with these findings. 


Vinegar Stock Weights 

No. 24611, Gregory-Robinson-Speas, Inc., et al. vs. St. L.-S. 
F. et al. By Examiner Carl A. Schlager. Weights used in com- 
puting charges, vinegar stock, in tank cars, Wenatchee, Wash., 
Hood River, Milton, Freewater, and The Dalles, Ore., and Lew- 
iston, Idaho, to Rogers and Springdale, Ark., inapplicable. Ap- 
plicable weights were those obtained over defendant’s track 
scales. Charges were computed on estimated weight of 8.43 
pounds a gallon on the shell capacity of the tanks. 


Crushed Stone 


No. 24618, John S. Lane & Son, Inc., vs. N. Y. N. H. & H. 
et al. By Examiner L. B. Dunn. Dismissal proposed. Rate, 
crushed stone, Westfield, Mass., to White Plains, N. Y., not 
unreasonable or unduly prejudicial. 


N. Y. C. UNIFICATION AND C. A. & 8. 


Examiner J. V.. Walsh in a proposed report in Finance No. 
8672, application of the New York Central Railroad Co. for a 
certificate to acquire and operate the lines of railroad of the 
Chicago, Attica & Southern Railroad Company, has recom- 
mended that the Commission find the commercial value of the 
railroad properties of the Chicago, Attica & Southern to be 
$215,000; that acquisition and operation of the properties by 
the New York Central be found to be in the public interest, and 
that payment of $215,000 for them be approved and authorized. 
He recommended that issuance of a certificate and entry of 
order be deferred pending the filing of acceptance by the 
Chicago, Attica & Southern. 

This proceeding grew out of the findings of the Commission 
in New York Central unification, 150 I. C. C. 278, 154 I. C. C. 
489, wherein the New York Central was authorized to unify 
system lines on the condition that it undertake to acquire cer- 
tain connecting short lines, including the C. A. & S., the prin- 
cipal line of which extends from West Melcher to LaCross, Ind., 
approximately 119 miles. 

The representatives of the two properties failed to agree on 
the commercial value of the property and submitted the question 
of fact to arbitration. The arbitrators found the commercial 
value to be $362,500. The C. A. & S. contended in this pro- 
ceeding for a value of $1,500,000. 

The examiner said that the application of the New York 
Central, filed following the decision of the arbitrators, was con- 
ditional with the qualifying request that the Commission con- 
sider, before action was taken thereon, whether in view of the 
large sums necessary to rehabilitate the property and the unlike- 
lihood, as alleged, that the road would ever be able to pay 
operating expenses, the operation of the Attica would not im- 
pose too great a burden on the Central and through it upon 
interstate commerce; and whether it would not be, accordingly, 
in the public interest to release the Central from the condition 
required that it offer to acquire the lines of the Attica. He said 
although the Central applied for authority to acquire the road 
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of the Attica for not to exceed the $362,500 fixed by the 
arbitrators, it contended that that sum was in excess of the 
commercial value of the property. 

Witnesses for the Central estimated the scrap value of the 
Attica at $159,238, including land and other property and de- 
ducting for salvaging and selling costs, while the Attica witness 
estimated the scrap value at $805,864. The examiner said the 
testimony sustained the lower estimate. He said nothing had 
been presented to alter the Commission’s prior conclusion that 
the Attica was complementary to, and properly apportionable 
to, the New York Central system. 

“In view of the whole record,” said he, “it appears that 
the need of the public for continued operation of the Attica is 
urgent, and that the public convenience and necessity require 
acquisition and operation of the Attica by the Central. It 
appears further that the loss of the Attica’s service would be 
so detrimental to the public interest as to require compliance 
by the Central with its undertaking to offer to acquire the 
property for considerations equal to its commercial value, not- 
withstanding the moderate losses in net income after charges 
which it appears the Central will sustain thereby in the imme- 
diate future—provided, however, that under present circum- 
stances the Central is able to supply or secure the sum of 
$1,500,000 needed for acquisition and rehabilitation, without 
unduly taxing its resources. The acquisition of the 
Attica by the Central would not, of course, be justified if that 
would require withdrawing necessary funds from projects of 
more importance.” 





COAL MEN ATTACK COAL RATES 


A committee appointed by directors of the National Coal 
Association operating in the ten states east of the Mississippi 
River has submitted a report to the directors for the better- 
ment of the coal industry, which includes a reduction in freight 
rates. The committee reported that the underlying cause of 
the existing unsatisfactory condition of the industry was the 
high delivered cost of coal, the association being composed of 
bituminous operators. To meet-that situation the committee 
suggested, in addition to a reduction of freight rates, the forma- 
tion of central sales agencies, consolidation of properties, the 
passage of a tariff bill that would prevent the continued dis- 
placement of coal and of American labor by the importation 
of foreign oil and the continuance of heretofore adopted plans. 

Relatively high freight rates, said to be 68 per cent above 
pre-war levels, said a resolution that was adopted, equal to 
two-thirds of the delivered price of coal, were declared to be 
responsible, in a large measure, for the loss of business of the 
coal industry to other fuels and hydro-electricity. Freight rates, 
it said, should include only the cost of carriage and a fair 
margin to the railroads. Coal rates were said to have been 
and to be more than the traffic would bear, and that the sub- 
stitute fuels and other sources of power yielded relatively slight 
revenue to the carriers. 


REFRIGERATION CASE ENLARGED 


The Commission has reopened for further hearing and en- 
larged No. 17936, in re refrigeration charges on fruits, vege- 
tables, berries and melons from the south, so as to bring into 
issue the justice and reasonableness of the charges of the 
railroads, under section 2 of the perishable protective tariff, 
for the protection of such traffic against heat, from points in 
Florida, Georgia, the Carolinas and Virginia to destinations 
in central freight association territory, including the Buffalo- 
Pittsburgh zone, with a view to the prescription of charges 
and service from and to the territories enumerated. The in- 
quiry is also to extend to the scope of the service afforded as 
well as the charges therefor. 

This reopening and enlargement were made on considera- 
tion of the record heretofore made and the petition of the 
Growers’ and Shippers’ League of Florida for such further in- 
vestigation as might be necessary as the basis for an order 
by the Commission directing the railroads to establish just and 
reasonable standard refrigeration charges from Florida to cen- 
tral freight association territory and the Buffalo-Pittsburgh 
group. Attempts to reach an understanding by negotiations 
between the shippers and carriers have not resulted in an ad- 
justment of the matter, hence the reopening and enlargement 
with a view to issuance of order, if warrant therefor be found. 





GASOLINE. CUTS NOT ALLOWED 


The Commission has refused sixth section permission to 
B. T. Jones, the tariff publishing agent, and the Pennsylvania, 
to make reductions in rates on gasoline, kerosene and furnace 
fuel oil, from refining points in Pennsylvania to destinations 
in Pennsylvania, Ohio and New York, to meet truck competition. 
The rates proposed were those which an information circular 
of the Central Freight Association said had been authorized for 
filing January 15. That circular, No. 12509, was attached to the 
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application as an exhibit. That exhibit, however, did not sho 
the old rates. The denial was for the general reason thay 
justification for the proposal had not been shown. 

The applicants said they desired to publish the rates gho 
all reductions they said, to meet motor truck competition 
for the purpose of retaining traffic which was now moving jy 
rail and also for the restoration to the rail carriers traffic yo 
moving by motor truck. They said that it was essentia] tha 
the rates be established with as little delay as possible, henes 
the application for permission to establish them on one day, 
notice. ; 

















an ee ee ee ee ee ee. Se 













































PICK-UP AND DELIVERY 


Against the protests of the western trunk lines, the Illinoj 
Territory carriers and Central Freight Association Territoy 
railroads, the Toledo, Peoria and Western, by means of its | 
C. C. No. 96, effective December 7, has established picky 
and delivery service, some free and some at a charge. Th 
freight associations of the territories mentioned asked th 
Commission to suspend the T. P. & W. tariff, but it refused ty 
do so. 

The service is free on traffic originating within a radius of 
300 miles. On traffic having longer hauls pick-up and deliver 
service will be performed at a charge of five cents a hundrej 
pounds over the published rate on any less than carload article 

Suspension was granted, upon representation by the asso 
ciations of the territories named, by the Illinois Commerce Con. 
mission. Objections stated in the protests against the tariffs, 
both state and interstate, went to the policy of the move rathe 
than toward the quantity of the charge or lack of charge. 

This service is among the first, if not the first, established 
in official classification territory. It is akin to the service 
afforded by some Southwestern and Pacific coast lines. Official 
classification lines have viewed the establishment of such a 
service, even to meet truck competition, as not warranted by 
the facts of competition. 


CLINCHFIELD ROUTE CASE 


The Traffic World Washington Bureau 


A question as to the scope of the Commission’s power to 
prescribe conditions when it gives its assent to the acquisition 
of one railroad by another, under lease, was argued about before 
the Supreme Court of the United States, in No. 88, Atlantic 
Coast Line et al. vs. United States, Interstate Commerce Com- 
mission et al., this week. The case came on appeal by the 
railroads from the federal three-judge court for the western 
district of South Carolina. 

The issue was created when the Commission ordered the 
Atlantic Coast Line, the Louisville & Nashville and the Charles. 
ton & Western Carolina to cancel schedules, which, if per 
mitted to have become effective, would have restricted bridge 
or overhead freight carried by the Carolina, Clinchfield & Ohio 
to routes composed of the rails of the system carriers men- 
tioned to the exclusion from such bridge or overhead traffic of 
the Piedmont & Northern and the Georgia & Florida on their 
route between Spartanburg, S. C. and Augusta, Ga. Arguments 
were made for the appealing railroads by F. B. Grier and Carl 
H. Davis; for the Piedmont & Northern by W. S. O’B. Robinson, 
and for the United States and other appellees by John L. O’Briet. 

The Commission, in Clinchfield Railway Lease, 90 I. C. C. 
113, authorized the Atlantic Coast Line and the Louisville & 
Nashville to acquire the Clinchfield by a 999-year lease upon 
condition that the Clinchfield route be kept open, that condition 
having been in accordance with the representations made to 
the Commission, in the lease case, by the Piedmont & North 
ern, Georgia & Florida and Seaboard Air Line,, the Georgia & 
Florida then speaking of its intention to build the Greenwood 
extension, so-called, since completed at a cost of about $3,300, 
000. 

The dispute before the court is as to whether the condition 
could have contemplated an open route in connection with 
lines thereafter built and as to whether the Commission has 
the power to prescribe a condition requiring a carrier to give 
up the long-haul section 15 (4) intended to assure it. In behalf 
of the appealing railroads the answer was no to both propo 
sitions and in behalf of the government and the Commission, 
yes. The Piedmont & Northern intervened in behalf of the 
Commission’s order and presented an argument from its point 
of view. 









































CLASSIFICATION DOCKET 


In The Traffic Bulletin of December 12 is published Docket 
No. 48, of the Consolidated Classification Committee, for hear 
ings of the Official, Southern, and Western Classification com- 
mittees at Atlanta, January 6; New York, January 12; and 
Chicago, January 19. 
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pecember 12, 1931 


COMMISSION’S ANNUAL REPORT 


A recommendation that Congress provide for an impartial 
and authoritative investigation for the purpose of determining 
whether and to what extent motor, water, and air carriers 
operating in competition with the railroads are receiving sub- 
sidies and, if so, what steps, if any, are necessary to correct 
this situation, with a view to placing competition on a just and 
equitable basis, is probably the outstanding feature of the Com- 
mission’s forty-fifth annual report to Congress, made public 
December 10. , 

Running a close second in interest, however, to this recom- 
mendation, is that part of the report in which the Commission 
contends that it has not been “unduly repressive” and that it 
has not been reducing railroad revenues by a process of gradual 
or continual “whittling away” of freight rates, and says that the 
impression that rate regulation by the Commission consists 
wholly of reductions is erroneous. 

The Commission also recommends that the desirability of 
further public regulation of the port-to-port rates of water car- 
riers be made the subject of an investigation or consideration 
by Congress, and that the Commission have jurisdiction over 
refrigerator-car company accounts and over arrangements for 
service and compensation therefor which the railroads make 
with refrigerator-car company agencies. Recommendations made 
in previous annual reports and not acted on by Congress are 
renewed in the report. 

The transportation problem is discussed at greater length 
than in any other recent annual report of the Commission, 
under the headings, “Fifteen Per Cent Case, 1931,” “Section 
lba of the Act,” “Regulation of Competing ‘Transportation 
Agencies,” and “The Railroad Future.” 


Competition 


In its discussion of the Fifteen Per Cent case, the Commis- 
sion covered matter set forth in its decision in that proceeding. 
It took occasion to direct attention to the fact that the 
applicants’ case rested solely on a general revenue or financial 
showing and said no traffic officials were put on the stand, while 
shipper interests emphasized the rate aspects of the proceeding. 

“The record in the case,” says the Commission, “reflects 
many important economic conditions prevailing in this country 
during the summer of 1931. Among all the impressive facts 
recited in this record, none stands out more conspicuously than 
the development of competition for the traffic of the country. 
The railroads, which for many years enjoyed an essential 
monopoly of a great part of transportation, have suddenly found 
themselves faced with much more extensive and active com- 
petition. Water carriers antedated the invention of the railroad 
and have always furnished a greater or less degree of competi- 
tion, but of late their activities have increased. Competition 
by pipe line has existed for years, but certain recent inventions 
have given it an enormous expansion. Competition of the bus 
and truck is a development of recent years, but it is the most 
formidable which confronts the railroads. Competition with the 
railroad has even extended to the air. While it has not yet 
generally been regarded as a serious factor, its growth is such 
as to indicate great possibilities, not only in the field of pas- 
senger transportation, but also for transportation of light 
freight and express.” 

The Commission said that, because of the importance of 
the facts developed regarding competition, chiefly in the record 
in Ex Parte No. 103, it summarized the evidence for considera- 
tion in connection with proposed legislation. As to water com- 
petition, the Commission said the water competitors of the 
railroads handled a-substantial portion of the country’s traffic. 
It said traffic along the coasts, on the Great Lakes, the im- 
portant rivers, and the New York State Barge Canal had shown 
large increases in the last decade, and added that the follow- 
ing contained data for the years 1920 and 1930: , 


Principal Commodities in the Order of Their Importance in 1929 


Petroleum and its products, coal and coke, forest products, sand 
and gravel, stone, sugar, iron and steel, phosphates, sulphur and 
cement. Traffic—Coastwise, domestic: 47,260,000 net tons in 1920; 
117,821,000 net tons in 1930. 

Iron ore, coal, stone, grain and its products, and petroleum prod- 
ucts. Traffic—Great Lakes, port to port, domestic: 98,370,000 net tons 
in 1920; 109,791,000 net tons in 1930. 

Petroleum and its products, sugar, grain, flour and meal, and 
bauxite ore and concentrates. Traffic—Mississippi River, Vicksburg 
to New Orleans: 2,874,000 net tons in 1920; 9,178,000 net ton in 1930. 

Iron and steel, logs, sugar, sand and gravel, grain, flour and meal, 
coal and coke, and bauxite ore and concentrates. Traffic—Mississippi 
River, Cairo to Memphis: 1,045,000 net ton in 1920; 2,831,000 net tons 

Forest products, sand and gravel, stone and shale, iron and steel, 
coal, sugar, iron ore, and cotton textiles. Traffic—Black Warrior, 
Warrior and Tombigee Rivers: 600,000 net tons in 1920; 1,582,000 net 
tons in 1930. 

Stone, sand and gravel, petroleum and its products, cement, brick, 
coal, and lumber. Traffic—Hudson River, middle section: 3,087,000 
net tons in 1920; 6,797,000 net tons in 1930. 
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Grain, petroleum and other oils, stone, sand and gravel, iron and 
steel, sulphur and sugar. Traffic—New York State Barge Canal: 
1,421,000 net tons in 1920; 3,605,000 net tons in 1930. 

_ Coal and coke, sand and gravel, iron and steel, and petroleum and 
its products. Traffic—Ohio River: 9,382,000 net tons in 1920; 22,337,000 
net tons in 1930. 

Sand and gravel, coal, petroleum and its products, and pig iron. 

Traffic—Delaware River: 2,664,000 net tons in 1920; 5,528,000 net tons 


in 1930. 
Coal and coke, sand and gravel, and iron and steel. Traffic— 


— River: 24,264,000 net tons in 1920; 25,657,000 net tons in 


The situation with respect to pipe-line transportation was 
also summarized. The Commission said the movement of com- 
modities by pipe line had grown rapidly in recent years. It 
said, while the production of crude petroleum in the United 
States in 1929 was 127 per cent greater than in 1920, the ton- 
nage originated by the railroads was only 3 per cent greater 
than in 1920, and that, in 1929, the railroads carried about 4.5 
per cent of the production, whereas pipe lines took about 115 
per cent, including some duplications. Reference also was made 
to the development of pipe line transportation for refined oil 
products and for gas. 


“Competition of motor trucks,” says the Commission, 
“presents the most serious problem for railroad executives. The 
amount of commercial freight handled by trucks in 1930 was 
estimated by a railroad witness who had made a study of the 
subject at between 15,000,000,000 and 20,000,000,000 ton-miles, 
or about 4 per cent of the rail ton-miles. There has been a 
tremendous growth of motor-truck transportation since 1928. 
This is due to the increase of paved highway mileage, to the 
low prices of commodities which have localized marketing to a 
great extent, and to the decline in the cost of labor, gasoline 
and tires. A study in eastern territory by one witness indicated 
that the cost of operation, including labor, depreciation, and 
garage expense, of a 20-ton truck and trailer was $26 for the first 
30 miles and 40-cents a mile beyond, and that it cost 43.5 cents 
per 100 pounds to carry 20 tons 400 miles, or 58 cents per 100 
pounds, if only 15 tons are carried. The latter cost is 11 cents 
less than the third-class railroad rate for 400 miles prescribed 
in the recent eastern class-rate investigation. Truck transporta- 
tion also eliminates a drayage expense of about 10 cents per 
100 pounds at each terminal. 


“Motor trucks now handle most of the less-than-carload 
freight that moves less than 100 miles from the large distribut- 
ing centers of the United States. One western railroad official 
estimated that motor trucks in 1930 handled 90 per cent of the 
less-than-carload freight destined within a radius of 50 miles 
of the jobbing centers, about 75 per cent of that moving from 
50 to 100 miles, and about 50 per cent of that handled for 
hauls between 100 miles and 150 miles. At Syracuse, N. Y., 
52 motor express lines serve 580 points within a radius of 350 
miles. These trucks give pick-up service and make store-door 
delivery in New York City at the present rail rates or in some 
instances 10 cents per 100 pounds higher.” 


The Commission set forth a large number of illustrations 
of motor carrier service obtained from the hearings in Ex Parte 
No. 103. 

Section 15a 


“Since the enactment of the transportation act, 1920, section 
15a has been a storm center of controversy,” says the Commis- 
sion, adding that the early attack on the section was based on 
the idea that it constituted a governmental guaranty of carrier 
earnings, that events had proved the contrary, and that attack 
now centered on the idea that the plan of regulation embodied in 
the section ran counter to sound economic principles, was mis- 
leading, and was unworkable. The Commission then reviewed 
its previous recommendations with respect to repeal of the re- 
capture clause and revision of the rate-making provisions. In 
part it said: 


The objection to the rule of rate regulation set forth in paragraph 
(2) is, to use language which we employed in the fifteen per cent 
case, 1931, that it cherishes ‘‘elusive hopes that by mere changes in 
rates railroad earnings can be made stable regardless of business con- 
ditions.””’ This would mean lowering rates in times of prosperity, 
when traffic is heavy, and rafsing them in times of depression, when 
traffic is light, directly counter to the normal trend of prices. Para- 
graph (2) as it stands does not, in our opinion, require us to disre- 
gard what is just, reasonable, and practicable in a vain attempt to 
achieve stability of earnings in that way. Nevertheless such an in- 
terpretation has been strongly urged, and many investors seem to 
have believed that the paragraph did constitute a virtual guaranty 
of earnings. 

The substitute which we propose for this paragraph contains 
recognition of the principle that inasmuch as railroad earnings must 
inevitably fall below normal in times of depression, since railroad 
traffic reflects business conditions very closely, they may properly be 
permitted to rise above normal in times of prosperity. Nor does it 
abandon a standard of earnings, such as is contained in the present 
provision, but it relates the standard definitely to normal conditions. 
In defining that standard it emphasizes the present and prospective 
transportation needs of the country and the “necessity, in the public 
interest, that the carriers shall be able to establish and maintain a 
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credit sufficient to attract the capital required to meet these trans- 
portation needs.”’ 

In our report in the fifteen per cent case, 1931, we suggested 
that the recognition that earnings might properly be permitted to 
rise above normal in times of prosperity ‘‘might well be supple- 
mented 7 a provision that some portion of the surplus accumula- 
tions shall be held in liquid form.’’ The evidence in that case showed 
that no matter how large such accumulations may be, they are likely 
to be of comparative little use in meeting immediate deficiencies in 
earnings, if they are invested in railroad property, as they normally 
are. Possibly no legislation is necessary to carry out this suggestion, 
but at all events it is a point which merits consideration by Congress. 

In our proposed substitute for section 15a we have provided for 
what is termed a “rate base’’ in place of the “fair value’’ of the 
property. In essence, disregarding details, this rate base is built 
up by taking the cost of reproduction new of road and equipment 
at the so-called 1914 unit prices, as found in our basic valuation, 
adding the then present value of land, bringing the total up to 
date by adding the net increase in carrier property since valuation 
date as shown by the accounts when correctly kept, deducting the 
amount of the carrier’s depreciation reserve, and adding a reason- 
able sum for working capital. The result would probably exceed 
somewhat the reasonable original cost of the property, minus the 
depreciation reserve, but woull not be far from that figure. 

Our chief reason for proposing such a rate base is that it will be 
stable and easily ascertained, and at the same time just to the 
earriers when considered in connection with such a fair return as 
we define. In these respects it differs greatly from “fair value.” 
That value is an unstable quantity, fluctuating continually with 
changes in wages, prices, methods of construction, and land values; 
it is so difficult to ascertain that it is doubtful whether it could be 
kept accurately up to date for current use; and it may be more 
than just to the carriers when prices are rising, and less than just 
when they are receding. We realize that this rate base proposal is 
likely to provoke considerable controversy. But if the recapture 
provisions are repealed, we believe that even the carriers will at 
length conclude that such a plan is both practicable and reasonable 
and will also result in large saving of both time and expense. The 
present trend of commodity prices and construction costs will no 
doubt have its effect in the consideration of the matter, 

However, if Congress should decide to retain the ‘‘fair value”’ 
provision as it now stands, that can be done without abandoning 
the other changes which we recommend. Such retention would, in 
our judgment, materially increase the difficulties and expense of 
administering the section and continue the element of instability 
in the situation, but it would not make the other changes any the 


less desirable. 
Regulation of Competing Agencies 


The part of the Commission’s report that appears under the 
above heading follows: 


In another part of this report we have set forth certain facts in 
regard to the rapid development of competition with the railroads 
by motor carriers, water carriers, pipe lines, and airplanes. In con- 
nection with this competition, two contentions are advanced. One is 
that these competing transportation agencies, more particularly the 
motor, water, and air carriers, are in effect subsidized by the gov- 
ernment, and that to the extent of such subsidy their competition is 
unfair. The other is that these transportation agencies should be 
subjected to a greater degree of public regulation than now exists, 
in the interest of public safety and convenience, the elimination of 
purely wasteful and destructive competition, stability in rates, and 
the proper maintenance and development of the national transpor- 
tation system as a whole. 

The claim that a subsidy exists, so far as the motor carriers are 
concerned, rests chieffy on the great public investment, by both the 
federal and the state governments, in highways and roads. It is 
asserted that the motor carriers do not contribute through special 
taxation their fair share to the support of this investment, so that 
part of the burden which they should carry is borne by other users 
of the highways or by general taxation. In the case of water car- 
riers, a similar claim is made that they enjoy the benefit of a huge 
public investment, including the Panama Canal, the New York State 
Barge Canal, other waterways, and to some extent docks and_ter- 
minals, without contributing their fair share to its support. With 
respect to the Inland Waterways Corporation, owned by the fed- 
eral govtrnment and operating barge lines on the Mississippi and 
Warrior Rivers, it is also pointed out that the government bears the 
burden of any deficit which it may incur in operation, and that its 
facilities are exempt from all taxaton. In the case of the air car- 
riers the claim that a ‘subsidy exists is based on the contracts for 
the carriage of the mails. 

As to the facts there is no agreement, and the claims made with 
respect to these alleged subsidies are vigorously disputed. We are 
not in possession of the facts and, therefore, cannot report them to 
Congress. In our opinion the time has come to ascertain these facts 
by an impartial and authoritative investigation. Until that is done 
it is impossble to determine whether there is anything to correct, or 
if so, how correction should be accomplished. It is clear also that 
such an investigation can best be made under federal authority. 
We recommend that Congress provide for such an investigation. 

Motor Bus and Motor Truck Operation, 140 I. C. C. 685, decided 
April 10, 1928, was an investigation upon our own motion into 
motor-vehicle operations in interstate commerce by, or in connection 
or competition with, carriers subject to the interstate commerce act. 
Our conclusions were summarized on pages 745-748 in 26 numbered 
paragraphs. Without restating these conclusions in detail, it may 
be said briefly that we found that there did not then appear to be 
need for the public regulation of the interstate transportation of 
property by common-carrier motor trucks, but that there should 
be such regulation of the interstate transportation of passengers 
by common-carrier motor busses operating over regular routes or 
between fixed termini. A plan for such regulation was recommended 
under which original — would be vested in state commis- 
sions, or in joint boards made up of representatives of such commis- 
sions, provided that they were willing to act in this capacity, original 
jurisdiction being vested in this Commission where they were un- 
willing. A right of appeal to this Commission was also provided 
for. The regulation recommended embraced the usual jurisdiction 
over rates and charges, the granting of certificates of convenience 
and necessity, provision for liability insurance or indemnity bonds, 
establishment of uniform accounting, supervision of service, free pass 
regulation, and certain other matters. 

Since this report was issued, the matter has received much consid- 
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eration by Congress, although no legislation has yet resulted The 
seems, however, to be quite general agreement that some such in 
state regulation of motor busses should be established. The “4 
which have been considered have not, in general, caused all of ~~ 
recommendations. While we adhere to those recommendations pe 
thing of essential importance is to make provisions for some re, o 
tion. Once a start is made, experience will then show the neal ae 
amplifying or extending it. for 

More recently, as elsewhere explained in this report and for th 
reasons there stated, we found it desirable to institute a further 
investigation into motor vehicle operations, for the particular ~ 
pose of determining how these transportation agencies may 8 
be coordinated with the operations of rail and water carriers in ie 
interest of an efficient and adequate system of national transportatj “ 
This proceeding is No. 23400, Coordination of Motor Transportation 
We hope to be able to make a report in it very early in the coming 
year. In this report we shall undoubtedly make recommendation 
with respect to the public regulation of the interstate operations 
of motor trucks, but we cannot, of course, undertake to forec - 
wand —— recommendations may be. -" 

_ In the meantime, however, we may appropriately indicate. y 
briefly, some of the difficulties in connection with such tn 
Common carrier truck lines are an important, but not the most im: 
portant, factor in motor-truck transportation. There are a much 
greater number cf tucks which do not operate as common Carriers 
but contract for the performance of specific transportation, as occa. 
sion permits, or which are operated exclusively by and for their 
owners, the latter usually being large industries or business houses 
To what extent the operations of these motor trucks which are not 
common carriers can lawfully be subjected to public regulation jg 
a question which cannot yet be answered with any certainty. 

Regulations made necessarily by considerations of public safety in 
the use of the public highways can undoubtedly be imposed on aj 
motor vehicles, covering such matters as the size of the vehicle its 
weight including ’ lading, qualifications of drivers, and lighting 
Many states are imposing such restrictions under the police power 
upon motor vehicles operating over their highways, regardless of 
whether they are engaged in intrastate or interstate operations 
There is, however, no uniformity in these regulations, although that 
is plainly desirable. Perhaps a reasonable degree of uniformity can 
be attained by joint action of states, but it may be that some action 
by the federal government is feasible and needed in the attainment 
of that end. If an investigation is authorized by Congress, such as 
we have recommended in the first part of this discussion, we suggest 
that this investigation might also be extended to this matter of uni- 
formity in public-safety regulations, 

At the present time water carriers engaged in interstate commerce 
are under our jurisdiction, with respect to rates, so far as they join 
with rail carriers in through transportation ‘‘under a common con- 
trol, management, or arrangement for a continuous carriage or ship- 
ment.” Their port-to-port rates are not subject to our jurisdiction 
except in instances where we have permitted rail carriers under the 
Panama Canal act to continue in control of water carriers. In such 
instances all of the interstate rates of the water carriers, including 
their port-to-port rates, are under our jurisdiction. In all other cases 
however, the latter rates are not subject to any public regulation 
whatever, except to a very limited extent by the United States Ship- 
ping Board in the case of ocean and lake carriers. It is now urged, 
chiefly by the rail carriers, that the port-to-port rates should be sub- 
jected to complete public regulation. 

This is a matter which we are not authorzied to investigate, and, 
therefore, have not investigated. Information which has come to 
us in connection with our inquiries into rail rates, however, suggests 
that under present conditions there may often be an instability and 
uncertainty in these port-to-port rates, and a tendency toward purely 
destructive competition, which are opposed to the public interest as 
well as to the interest of competitive rail carriers. Without ex- 
pressing any conclusions upon this point or as to where public 
regulation should be lodged, if it is deemed desirable, we do recom- 
mend that this general subject be made the subject of an investigation 
or consideration by Congress. 

The transportation of oil or other commodities, except water and 
natural or artificial gas, by pipe line is subject to our jurisdiction in 
certain respects, but only a few complaints in regard to such trans- 
portation have been presented to us, so that we have had compara- 
tively little occasion to exercise this jurisdiction. We have made 
no investigation to determine whether any further public regulation 
of the interstate operations of pipe lines is necessary in the public 
interest. The same may be said of transportation by air, over which 
We now possess no jurisdiction whatsoever. 


The Railroad Future 
Under this heading the Commission says: 


In the report in the Fifteen Per Cent Case, 1931, 178 I. C. C. 539, 
we made certain comments upon the future of the railroads. It was 
made evident in that proceeding that distrust in railroad securities 
upon the part of investors had reached serious proportions. This 
distrust is due primarily to the very large reductions in railroad 
earnings which have accompanied the economic depression. The 
chief cause of these reductions has been loss of traffic. As pointed 
out in the report, a depression such as the country is now passing 
through is a new experience to the present generation. It has been 
forgotten that in such depressions the railroads suffer severely. 
Their traffic is a barometer of general business conditions. The 
industries which suffer most severely are those which produce largely 
capital equipment, such as the iron and steel industry; next come the 
railroads; then the industries which produce chiefly consumers’ goods: 
while the public utilities suffer least of all. But, as further pointed 
out, the decline in earnings brought about, by prevailing conditions 
is not solely responsible for the distrust which investors harbor. 
That has been much accentuated by the rather sudden awakening to 
the fact that the railroads are now faced by serious competition 
from other, largely new, and developing means of transportation. 
And it has been further intensified by the widespread publicity which 
the railroads and the holders of their securities have deemed necessary 
in the pursuit of restrictive and regulatory legislation for the other 
forms of transportation and in their further attempt to secure a 
general rate increase. 

This presently existing distrust is natural but quite undue. The 
most effective remedy will be the economic recovery of the country. 
When business conditions begin to improve, railroad traffic and 
earnings will improve in harmony with them, just as they have 
in the past. And as stated in the report, while the tide may be slow in 
turning, there is no more reason for thinking that business will not 
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ve than there was in 1928 for thinking that depressions were 
the past and that the country had entered an era of 
ermanent prosperity. Too much weight ought not to be attached, 
therefore, to the present discouragement of investors. When rail- 
road earnings take a sharp turn upward, as in due time they will, 
railroad credit will also rise. k ‘ 

Yet the credit situation is sufficiently serious not to be dismissed 
with only general comment. One impression which has gained 
considerable currency among investors is that the Commission has 
peen unduly repressive, and in particular has been reducing railroad 
revenues by a process of gradual but continual “whittling away” of 
freight rates. We do not believe that this impression is shared by 
those who are well acquainted with the Commission’s activities. 

It is due to two things: One is the fact that in the years succeed- 
ing the enactment of the transportation act, 1920, the aggregate 
earnings of the railroads have never equaled 5.75 per cent of our 
estimate of the fair value of aggregate carrier property. The other 
is the fact that freight earnings per ton-mile have shown a slight 
tendency to decrease in recent years. With respect to the aggregate 
earnings, we Said, in the Fifteen Per Cent Case, 1931: 

“But without wholly disparaging the importance of this fact, 
itis also true that after 1922, when we found 5.75 per cent to be a fair 
average return, the general trend of interest rates was downward, 
and that at no time following the 10 per cent reduction in rates in 
that year did the carriers seek a horizontal increase in rates, except 
in the western district. There a 5 per cent increase was sought and 
denied, but with the suggestion to the carriers that they should 
analyze their traffic and initiate increases on particular commodities 
in lieu of a horizontal increase on all traffic. We are also persuaded 
that the recapture provisions of section 15A had a tendency to depress 
aggregate net earnings by unduly stimulating the expenditures of the 
more prosperous carriers.’’ 


We also pointed out that until the beginning of the depression in 
1929 railroad credit, in general, had continually improved. It was 
a period of rapid expansion in railroad plant and facilities. Invest- 
ment in road and equipment increased by about $5,500,000,000. 
Funded debt, including equipment obligations, totaling $6,918,180,691 
par value was issued, some, of course, in connection with reorgani- 
zations and a great part to refund other securities. Stock totaling 
$1,887,881,601, par value or its equivalent, was issued, including 
stock dividends, which did not, however, account for any large frac- 
tion of the total, and stock issued in connection with reorganizations. 
Corporate surplus increased from $3,142,416,871 to $5,529,010,053, a 
total of $2,386,593,182, or about 76 per cent. The amount of stock 
yielding dividends increased from $4,075,039,642 to $7,506,264,973; the 
average rate on dividend-yielding stock, from 6.52 to 7.47 per cent; 
and the average dividend on all stock, from 3.74 to 5.70 per cent. 
It is also the fact that the failure to attain the 5.75 per cent 
mark for aggregate earnings can with accuracy be ascribed wholly 
to the continued decline in passenger traffic. Freight earnings, con- 
sidered alone, were in general fully up to or above that mark. 

Freight revenue per ton-mile has shown a slight tendency to 
—_ Commenting upon this matter in the report above cited, 
we said: 

“Revenue per ton-mile is not a precise index of the general freight 
rate level, because of the varying length of average haul and compo- 
sition of traffic. Assuming it to be nearly correct, it does not follow 
that the drop in this figure since 1923 is due to public regulation, 
although this may in part be the case. We have reduced various 
rates and increased others. However, it is well known that the rail- 
roads have themselves voluntarily reduced many rates for competitive 
and commercial reasons. The nonferrous metals are outstanding 
examples, the rates on which the carriers have reduced for one cause 
or another to such an extent that, in general, the increase which 
we granted in 1920 has been wholly eliminated together with a sub- 
stantial part of the increase made by the Director-General of Rail- 
roads during the period of Federal control. Other illustrations in the 
case of transcontinental traffic, lumber, petroleum and its products, 
cotton, and numerous other commodities are familiar.’’ 

The impression that rate regulation by the Commission consists 
wholly of reductions is quite erroneous. We consider hundreds of 
complaints with respect to rates each year. Many of these com- 
plaints are dismissed; in others rates are reduced; in others revi- 
sions are authorized which result in a net increase in rates. When 
increases in rates are proposed by the carriers, many are permitted 
to take effect without suspension. Some are suspended, and after 
investigation are found justified or not justified, as the evidence 
warrants. But proposed reductions in rates have also been suspended 
on numerous occasions, and some of these have been found not justi- 
fied and disallowed. In the extensive investigations and revisions 
of rates which we have made on our own motion, often on petition 
of the carriers, the general tendency has been to preserve aggregate 
carrier revenues. In some, important reductions have been made, 
as in the grain rate investigation. But in others, important in- 
creases have been approved, as in the eastern and western trunk-line 
Class-rate investigations and the furniture, live stock, and petroleum 
products investigations. This is far from a complete summary of 
the Situation, but these illustrations are offered to show that our 
Pt lay-out aa activities do not operate in a downward direction 
fae? a fact which the shipping public fully realizes but which the 

esting public apparently does not. There have, in fact, been 
humerous instances where the carriers have preferred to establish 
—_ falling below the maxima which we have authorized. 
saa Vith respect to the competing transportation agencies which are 
aden ane an adverse effect upon railroad earnings, we discuss in 
re oh part of this report the steps which may be taken by Congress 
pps _Jegisiation to improve the situation. Undoubtedly there is 
om tee ich may be done with general advantage along these lines 
pA tc Such competition upon a fair basis, to minimize purely 
industriel sseaniee to stabilize rates with benefit to general 
portation } 9 sg and to promote proper coordination of all trans- 
qo, ut as pointed out in the report in the fifteen per cent case, 
a there is much which the railroad management une also do to 
“ D themselves under the conditions which now exist. There is 
eL er opportunity for the exercise of initiative and enterprise in 
yea Se and management than there has been for many 
= aoe he railroads face new conditions which will compel changes 
whi “4 ods of operation, manner of service, and price policies, and 
mataneee not be met successfully in all respects by reliance upon 
te cn S and policies which were serviceable and became established 
hoe soeve nearly monopolistic conditions. The situation is one 
notes th requently confronts private, competitive industries, and they 
It is jae accustomed to such readjustments by force of necessity. 
re lterent with the railroads, but there are many indications that 

y now realize the necessity for more or less radical readjustments 
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ability to rise to the needs of the occasion. 

As indicated in the report above cited, foremost among the prob- 
lems to be solved is that presented by the passenger service. It is 
that service, rather than the freight service, which under normal 
conditions is the greatest contributing factor to deciine in earnings. 
Even now, with freight traffic at a minimum, the railroads would 
be earning enough to stabilize their credit, if they were able to con- 
duct the passenger business as profitably as the freight business. 
Much as been done to meet this situation, particularly by curtail- 
ment in passenger service. A little has been done in the way of 
pooling competitive train service by rival lines, although the oppor- 
tunities in this direction are very far from being exhausted. But 
there are many other possibilities, as in the direction of better service 
with lighter trains operating at greater speed and with lower fares. 
Trial and experiment will be needed before the solution is reached. 
Electrification may help under certain conditions. The point is that 
here is a problem which requires drastic attention and genuinely 
creative enterprise. 

Much the same may be said of the less-than-carload freight service 
and even of the carload service. As stated in the report in the case 
cited, the railroads have so many and so great inherent advantages 
of economy, particularly in the case of the longer hauls and the 
heavier traffic, that we can not believe that they will not be able to 
withstand the competition of the motor trucks. But the service must 
be provided which the shippers demand and require, and in this 
connection it is probable that motor service may with advantage be 
used to supplement or to coordinate with the rail service, bringing 
the combined service to the store door. The possibilities in this 
direction are many. Means, mechanical and otherwise, of making 
the necessary changes in service are already beginning to appear in 
the foreground in rapidly increasing volume, such as containers, 
demountable truck bodies, so-called railwagons, and changes in car 
types. Of these, and also possible changes in rate policies, we said: 


“They will require trial and test to demonstrate their efficiency, 
but that some of them will at length pass through the experimental 
stage to successful adoption we have no doubt. So far as rates are 
concerned, it is clear that the present structure has developed under 
principles and theories which gave no thought to the competitive 
agencies of transportation which now exist. As a result, the rates 
otten open a door to effective competition which might well be closed. 
It is evident that the traffic departments must give new thought to 
the rate structure in the light of existing conditions.”’ 


Many of these changes will require expenditures of capital, but the 
provision of the necessary funds should follow upon adequate dem- 
onstration that net savings will result from the expenditures. In 
connection with all of these matters, the railroads can with advan- 
tage pursue a policy of greater cooperation than has heretofore 
marked their activities. They should be able to combine to a greater 
extent than heretofore in research and experimentation, so that the 
burden will be equitably distributed over the entire industry. Al- 
ready this is being done by the electric railways. 

Nor is this the only way in which the railroads can cooperate to 
advantage. In the report in the fifteen per cent case, 1931, we said: 

“The record shows that in the past decade the railroads have 
made great strides in improving their service and at the same time 
operating with greater efficiency and economy. But what they have 
done in this direction has largely followed lines which developed 
under conditions different from those which now prevail, and it has 
been characterized by a continual intensifying of their own competi- 
tion. At a time when as an industry they have new enemies to face, 
their warfare with each other has grown more bitter, so that economies 
in operation have been offset in part by the growth of competitive 
waste.”’ 

The waste in revenues and expenses resulting from undue and un- 
wise competition of the railroads with each other we believe to be of 
very large proportions. In the investigation in Ex Part No. 104, 
elsewhere described in this report, we shall endeavor to examine into 
specific instances of such waste. But this is a matter which the rail- 
roads should follow up on their own initiative and without this 
outside aid. If they do not, it may be that a comprehensive investi- 
gation adequately financed and under the direction of Congress may 
at length prove desirable. Experience has shown that the traffic 
pressure which large shippers strategically located are in a position 
to exert upon the railroads is so great that the reduction of com- 
petitive wastes by the carriers upon their own initiative is sur- 
rounded by great practical difficulties. 

Such reduction of waste is in entire harmony with the spirit of 
the transportation act, 1920. Congress there looked beyond the 
individual railroad to the concept of a national transportation sys- 
tem. It pointed the way to the better realization of that concept 
in the consolidation provisions. It went to the extreme of removing 
the barriers of restrictive federal and state anti-trust legislation 
which might otherwise stand in the way. Short of consolidations, 
it opened wide the door to agreements for the pooling of traffic and 
of revenues, whenever it could be shown to our satisfaction that such 
agreements were in the public interest. Progress in unifications and 
greater use of the pooling provisions will help in improvement of the 
general situation. But the problem can not be wholly solved in this 


way. Nor is there reason for subordinating proper cooperation of 
railroads to the necessarily slow realization of any consolidation 
program. 


Recommendations 
The recommendations of the Commission follow: 


For the reasons stated in this report and in former reports we 
recommend: 

1. That for section 15a of the interstate commerce act a new sec- 
tion be substituted which will eliminate the present recapture pro- 
visions; substitute a modified rule of rate regulation for that now 
contained in paragraph (2), recognizing that because railroad earnings 
will inevitably fall below the standard level in times of business de- 
pression they may properly be permitted to rise above it in times of 
prosperity, and stressing the need for maintaining an adequate na- 
tional transportation system and the consequent need for maintaining 
railroad credit; and substitute a stable rate base which may be kept 
current by accounting methods for a base reflecting what is termed 
fair value of carrier property for rate-making purposes. In this con- 
nection and repeal of section 5 (6) (b) and the modification of section 
19a (f) are also recommended. See Appendix G and page 17, our 
annual report for 1923. 

2. That the interstate transportation of passengers by common- 
carrier motor busses operating over regular routes or between fixed 
termini should be regulated in the manner and to the extent indi- 
cated in our report in motor bus and motor truck regulation. 140 
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I. C. C. 685. Recommendations with respect to the public regulation 
of interstate transportation of property by common-carrier motor 
trucks will be made in our forthcoming report in No. 23400, coordi- 
nation of motor transportation, an investigation on our own motion 
now nearing completion. 

3. That Congress provide for an impartial and authoritative 
investigation for the purpose of determining whether and to what 
extent motor, water, and air carriers operating in competition with 
the railroads are receiving direct or indirect government aid amount- 
ing, in effect, to a subsidy; and if so, what steps, if any, are 
necessary to correct this situation, with a view to placing com- 
petition on a just and equitable basis. 

4, That such investigation, if it is instituted, might well be ex- 
tended to cover also the question of whether it is desirable in the 
public interest that regulations affecting public safety and con- 
venience in the operation of motor carriers be made uniform through- 
— the country, and, if so, how such uniformity may best be brought 
about. 

5. That the desirability of further public regulation of the port- 
to-port rates of water carriers be made the subject of an investi- 
gation or consideration by Congress. 


6. That section 17 of the interstate commerce act be amended so 
that the Commission may be authorized to delegate to individual 
commissioners and employes the power to perform specified duties 
and to consider and determine specified matters, subject to the 
limitations and conditions suggested in our report dated April 25, 
1930, to the chairman of the committee on interstate and foreign 
commerce on H. R. 11363, Seventy-first Congress, second session. 


7. That the act be amended so as to require that the rates and 
practices of forwarding companies engaged in jnterstate commerce 
shall be reasonable and nonprejudicial; to require such companies 
to file with us and strictly observe their published schedules of rates 
and charges; and to provide penalties for departures therefrom or 
for the granting of concessions or rebates by means of any device 
whatsoever to any shipper, and make the administrative provisions 
of the act applicable for the enforcement of the duties so imposed. 


8. That the Commission be given access to and jurisdiction over 
the accounts of the refrigerator-car companies through the agency 
of which carriers by railroad subject to the act furnish protective 
service against heat or cold to perishable traffic, and also adequate 
supervision and control over the arrangements for service and com- 
pensation therefor which the carriers by railroad make with these 
refrigerator-car company agencies. 


9. That section 5 (2) of the interstate commerce act be amended 
so as to bring within the jurisdiction of the Commission for approval 
or disapproval any acquisition of the control of a railroad which 
would result in bringing that railroad into affiliation with, in con- 
trol of, or under the management of another railroad, whether the 
acquisition be by holding companies or otherwise; and that when a 
holding company is thus permitted to control a carrier by railroad, 
directly or indirectly, through ownership of stock, thereafter the 
accounts and capitalization of that holding company shall be sub- 
ject to regulation by the Commission. It is also suggested that it 
may be desirable to authorize the Commission to require the divest- 
ment by any noncarrier company of a controlling interest in a 
carrier by railroad subject to the act, if such stock interest has not 
received the approval of the Commission and is found to be preju- 
dicial in any respect to the plan of consolidation adopted by the 
Commission under section 5 (5) of the act. 


10. That section 15 (4) of the interstate commerce act be amended 
so as to restrict the so-called “long-haul right’ to originating car- 
riers, or subsequent carriers after they secure possession of the traffic. 

11. That the interstate commerce act be amended so as to re- 
strict our power to award reparation (1) under the first four sections 
thereof to the period commencing 90 days prior to the date on which 
the complaint is filed, and (2) in the case of overcharges under sec- 
tion 6 to the period of six months prior to the filing of the complaint, 
such periods to be subject to the existing exceptions stated in para- 
graph 3 (c) and 3 (d) of section 16, modified to conform with this 
recommendation; and that actions at law by carriers for the collec- 
tion of undercharges be limited to the period of six months from the 
time the cause of action accrues. 


12. That in view of conflicts of authority between the standard 
time zone act of Congress and recent legislation of some of the states, 
this field be either more completely occupied by act of Congress or 
left wholly to the states. 


13. That the hours of service act be amended so as to make more 
definite and specific the requirements with respect to aggregate 
service and to prevent so-called short releases for the purpose of ex- 
tending the time in service beyond the statutory limitations. 

14. That in view of the diversion from the carriers of large parts 
of awards of compensation for the carriage of the mails, through 
the payment of counsel fees upon a contingent basis, Congress con- 
sider the prevention of further diversions of this character, if and 
when other awards of compensation are made, by a limitation in the 
appropriation bill. 

15. That sections 10 (1) and 20 (7) of the interstate commerce act 
be amended so as to make them apply specifically to independent 
contractors and their officers and agents. The reasons for this recom- 
mendation were stated on pages 15 and 16 of our forty-third annual 
report for the year 1929. 

16. That the present exemption provisions of sections 1 (22), l5a 
(1), and 20a (1) of the interstate commerce act, applicable to elec- 
tric railways, be amended by substituting provisions exempting all 
electric railways except such as interchange standard freight equip- 
ment with steam railways and participate in through interstate 
freight rates with such carriers, provision to be made for exemption 
of particular electric railways falling within the excepted class, if 
upon application they are able to show to the satisfaction of the 
Commission, after notice and opportunity to be heard, that they are 
not affected with an important national interest so far as the pro- 
visions in question are concerned. The reasons for this recommenda- 
tion were stated in our forty-second annual report for the year 1928, 
at pages 79-81. 

17. That section 18 of the merchant marine act, 1920, be amended 
so that its provisions will clearly not be applicable to this Commis- 
sion, for the reasons stated on page 12 of our thirty-fifth annual 
report for the year 1921; that section 27 of this act be reconsidered 
by Congress in the light of the circumstances set forth on page 2 
of our thirty-ninth annual report for the year 1925; and that section 
28 also be reconsidered in the light of the circumstances set forth 
on pages 13-14 of our thirty-fifth annual report for the year 1921. 
In this connection reference is made to our report dated June 29, 
1922, to the chairman of the committee on interstate and foreign 
commerce on H. R, 12021, Sixty-sixth Congress, second session. 
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18. That section 1 of the interstate commerce act be amended 
provide for the punishment of any person offering or Biving to 0 
employe of a carrier subject to the act any money or thing P 


value with intent to influence his action or decision with respect 
car service, and to provide also for the punishment of the Built, 


employe. The reasons for this recommendation were stated 
page 57 of our thirty-fourth annual report for the year 1920. " 

19. That, subject to appropriate exceptions, the use of Stee] o, 
steel underframe cars in passenger service .be required, and the 
the use in passenger trains of wooden cars between or in front - 
steel or steel underframe cars be prohibited. The reasons for thi 
recommendation were first stated at pages 70-71 of our twenty, 
seventh annual report for the year 1913. wo 


The Commission’s report, except where otherwise note 

covers the period November 1, 1930, to October 31, 1931, | 

In the year the Bureau of Accounts made 168 recaptur 

examinations affecting the accounts of 67 carriers, bringing the 

eed number of recapture examinations thus far made up t 
Construction and Finance 


Summarizing the work under the supervision of the Bureay 
of Finance, the report stated that in the year 29 certificates 
authorizing new construction of 244.046 miles of line were 
issued, and that 89 certificates authorizing abandonment of 
1,019.31 miles of line were issued. Fifty certificates authorizing 
operation or acquisition and operation of 1,636.832 miles of 
line were issued. 

The report stated that, since the effective date of the 
transportation act (1920), the Commission had authorized 
9,621.20 miles of new railway construction. It said that in 
the last report the Commission had stated that of the mileage 
authorized it had information that 5,473.74 miles of railway had 
been constructed, and that since then carriers had advised of 
the completion of 576.24 additional miles. 

The Commission authorized the issuance of $750,092,636.84 
of securities of various classes and 5,450 shares of stock with- 
out nominal or par value. Of the total of $750,092,636.84, 
$34,400,112.50 represented stock, $571,421,770.02 mortgage bonds; 
$55,724,000 debentures; $37,682,202.23 secured notes; $30,468- 
944.73 unsecured notes; $12,709,000 equipment obligations; 
$5,920,000 receivers’ certificates, and $1,766,607.36 receivers’ 
notes. 

Under section 20a (9) certificates of notification of the 
issue of two-year notes in the aggregate sum of $314,932,044.69 
were filed by carriers. The Commission said that in the period 
covered by the report many carriers had resorted to temporary 
financing to meet their current requirements. The report set 
forth data with reference to sale of equipment obligations and 
bonds in amount of $100,000 and over to bankers and resales by 
the latter to the public in cases where complete sales informa- 
tion was available. This showed that for 1930, $100,328,000 of 
equipment trust obligations were sold with the following 
(weighted average) results: Spread in price to bankers and to 
public each $100, 78 cents; cost, per cent, to carriers, 4.75; yield, 
per cent, to public, 4.62. For the first six months of 1931 the 
data were given for sales of $12,709,000 of equipment obligations 
as follows: Spread in price to bankers and to public each $100, 
43 cents; cost, per cent to carriers, 4.06; yield, per cent, to 
public, 3.98. All equipment trust certificates, except those 
issued directly to the builders of equipment, were sold at com- 
petitive bidding. Similar information as to sale of bonds was 
given as follows: 1930, $675,073,000 of bonds; spread in price 
to bankers and to public each $100, $2.43; cost, per cent to 
carriers, 4.915; yield, per cent, to public, 4.77. 1931 (six 
months) $246,542,000 of bonds; spread in price to bankers and 
to public each $100, $2.31; cost, per cent, to carriers, 4.68; 
yield, per cent, to public, 4.56. 


Reimbursement of Deficits 


Since effective date of section 204 of the transportation act, 
461 carriers have filed claims aggregating $28,978,173. To date 
the Commission has settled 451 claims, including 180 dismissals 
and 10 withdrawals. Total amount of certificates issued in 
settlement, $10,428,289.71. This amount takes into consideration 
the cancellation of certificate for $487,116.31 issued to Butte, 
Anaconda & Pacific under decision of Commission reversing 
original construction of word “deficit.” (99 I. C. C. 724.) 
Action of Commission cancelling .the certificate (117 I. C. C. 
780), now in litigation in U. S. Circuit Court of Appeals, ninth 
circuit. Pending final decision in that case, no action has been 
taken by Commission to cancel the certificates for approximately 
$2,500,000 issued to 70 other carriers under the construction of 
the word “deficit,” 66 I. C. C. 765. Estimated amount required 
to settle 10 outstanding claims under section 204, $500,000. 


Six Months’ Guaranty 


Under section 209 of the transportation act, the Commission 
has settled 523 claims and dismissed 140, leaving 4 claims pend- 
ing, which it estimates will require approximately $200,000 to 
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The total amount certified in disposing of 663 claims 


tle. 
” Total of claims filed aggregated about 


was $528,985,521.20. 
$680,000,000. 
Loans to Carriers 

The Commission’s duties under section 210 of the transporta- 
tion act, providing for loans to carriers in the period of transi- 
tion after the end of federal control, have been only such as are 
usually incidental to supervision by the Secretary of the 
Treasury Of loans outstanding under this section. In the year 
a total of $15,162,355.66 was repaid on account of the principal 
of such loans outstanding. At the close of the year the prin- 
cipal amount of outstanding loans was $33,998,585.27. 


Formal Cases 

Formal complaints filed in the year numbered 1,021, of 
which 828 were original complaints and 193 sub-numbers, a 
decrease of 391 as compared with the previous period. The 
Commission decided 1,393 cases and 230 were dismissed by 
stipulation or on complainants’ request, making a total of 1,623 
cases disposed of as compared with 1,547 in the previous period. 
Approximately 156 formal and I. and S. cases were reopened for 
further hearing and reconsideration. The Commission con- 
ducted 1,188 hearings and took approximately 206,407 pages of 
testimony, as compared with 1,491 hearings and 217,621 pages of 
testimony in the preceding period. The following statement 
shows certain facts with respect to the condition of the formal 
docket as of October 31 of the years indicated: 


1927 1928 1929 1930 1931 
Formal complaints filed...............-- 1,318 1,404 1,192 1,153 828 
MEME, 5.5 cin ae e865. 60.000 90004 56% 243 289 328 259 193 


Investigation and suspension cases in- 
MEE. tccAscntedceetanwe sat ceneanees 213 189 176 153 120 

Cases under submission at end of period: 
ee ee re ees eee 633 483 512 687 419 
Shortened PTOCOGUTS ...c.cccccccess 291 230 159 88 82 

Cases disposed of, including sub-num- 
bers and reopened caSeS.............-. 1,657 2,166 2,120 1,825 2,030 
Number of pending dockets............ 2 2,740 2,477 2,352 1,904 


The report said approximately 34 per cent of the total num- 
ber of formal complaints was handled by the shortened-pro- 
cedure method as compared with 40, 37 and 31 per cent in the 
three preceding years. In cases so handled and decided in the 
year the averaged elapsed time to reach a decision was 358 
days from the receipt of complaint and 200 days from receipt 
of the final memorandum. 


Informal Cases 


The number of informal complaints received was 6,352, a 
decrease of 299. The carriers filed 10,736 special docket appli- 
cations for authority to refund amounts collected under the 
published tariffs and admitted by them to have been unreason- 
able, a decrease of 832. Orders authorizing refund were entered 
in 10,147 cases, a decrease of 511, and reparation thereon was 
awarded in the sum of $1,646,198.41. The bureau of informal 
cases handled approximately 34,300 letters, many of which had 
the characteristics of informal complaints, although not so 


classified. 
Bureau of Inquiry 


The Commission’s force of special agents in its bureau of 
inquiry conducted in the year more than 150 investigations into 
alleged violations of the criminal and penal provisions of the 
interstate commerce act and related acts. Continuing, the re- 
port says: 


Among these was a preliminary investigation at New York of a 
practice of the carriers, which is alleged to exist at that point and 
several other large cities, of according warehouse services at charges 
which are less than the cost of such services to those carriers, in an 
effort to induce the routing of traffic over their rails. This is accom- 
plished by the carrier either owning and controlling the warehouse 
directly, or indirectly by means of subsidiary or affiliated cor- 
porations. 

Other investigations were made into the methods adopted by car- 
riers and shippers to grant and obtain concessions from published 
rates. One of such methods was the waiving of substantial storage 
charges on shipments consigned to New York harbor. Indictments 
of two carriers and a shipper already have been obtained, and pleas 
of guilty have been entered and substantial fines imposed, for certain 
of the violations thus disclosed. 

Still another method of favoring large shippers, and of materially 
depleting the revenues of carriers—which our preliminary investiga- 
tions indicated is being practiced to a considerable extent—is that of 
payng loss and damage claims on perishable commodities in amounts 
in excess of the actual loss and damage for which the carriers are 
responsible. 

In numerous instances our investigations have disclosed fraudu- 
lent conduct on the part of shippers and their agents. In one of 
such instances, which thus far has resulted in a conspiracy indict- 
ment against a local freight agent of a railroad company, a repre- 
sentative of a traffic service bureau, and seven important receivers of 
grapes, there existed a well-defined scheme to defraud carriers of 
large sums through the filing of false claims supported by fraudu- 
lent reports of damage issued by a carrier’s employe who was 
a party to the scheme. : 

For violations of the act and related acts, 26 indictments were 
returned and 7 informations were filed. The specific offenses alleged 
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therein were the granting and accepting of concessions and rebates 
by carriers and shippers, respectively; false billing of freight by 
shippers; filing of false claims for loss and damage by shippers with 
carriers; failure by carriers to observe tariffs; extending by car- 
riers of facilities not covered by tariff: unlawful use of interstate 
passes; and frauds in connection with the issuance and use of bills 
of lading. 

Thirty cases were concluded in the district courts during the year. 
Fines and penalties aggregating $71,500 and several substantial sen- 
tences of imprisonment were imposed. 

Prosecutions instituted and concluded were distributed over the 


following states: Arkansas, Florida, Georgia, Illinois, Iowa, Kansas, 
Maryland, Massachusetts, Missouri, Nebraska, New Jersey, New 
York, Oregon, Pennsylvania, Tennessee, Texas, West Virginia, and 
Wyoming. 


Bureau of Law 


On October 31, 1931, 34 cases involving the Commission’s 
orders or requirements were pending in the courts. In the 
year 15 cases were instituted and 22 were concluded, leaving 
27 cases now pending in different courts. Of these, 9 were in 
the Supreme Court of the United States. Seventeen cases de- 
cided by the Supreme Court of the United States are reviwed 
in this part of the report. 


Bureau of Service 


The report says the work of the bureau of service has 
greatly increased in the last year. Many informal complaints 
covering a wide range of subjects came direct to the bureau. 
The report says the bureau’s representatives brought about, in 
practically all cases, clear and satisfactory adjustments between 
all parties concerned and that substantial savings were effected 
by such action. The bureau has a total of 17 field representa- 
tives whose official headquarters are situated at important rail- 
road centers. The report reviews activities of the bureau with 
respect to car service matters. 


Bureau of Statistics 


Annual reports from steam railway companies declined 
from 1,600 in 1920 to 1,348 in 1930. The decline is chiefly ex- 
plained by the progress of unification, according to the report. 
The report reviews statistics relating to railway earnings, rail- 
road employment, operations and railway accidents. The report 
says there was a further speeding up of freight-train movement 
in 1931. The miles an hour in freight-train service averaged 
14.7 for the first eight months of 1931, compared with 13.7 for 
the same period of 1930, and 11.9 for that period in 1925. In 
1930, 50 passengers were killed in train and train-service acci- 
dents, compared with 97 in 1929 and 83 in 1928. 


Bureau of Traffic 


There were filed 110,420 tariff publications containing 
changes in freight, express and pipe-line rates, passenger fares 
and freight classification ratings. In addition thereto, 1,319 
publications were received for filing but were rejected for failure 
to give notice required by statute. Applications for special per- 
mission to establish rates or fares on less than statutory notice 
or waiver of certain tariff publishing rules numbered 8,287. Spe- 
cific orders were entered granting 7,091 and denying 767 of these 
applications. The remainder were disposed of otherwise. Cor- 
respondence relating to tariff construction in accordance with 
rules and regulations under section 6 of the interstate commerce 
act consisted of 33,362 letters received and 24,030 letters written. 

Rate adjustments were protested and suspension asked in 
439 instances, a decrease of 48 under last year. Of these pro- 
tested adjustments, 125 represented reductions, 228 represented 
increases, 60 represented both increases and reductions, and 26 
neither increases or reductions. The following action was taken 
on requests for suspension: Suspended, 123; refused to suspend, 
195; schedules rejected, requests for suspension withdrawn or 
protested schedules withdrawn, 121. Proceedings pending from 
previous year, 213; new proceedings on suspension docket, 123; 
total, 336; of this number 141 were disposed of, a decrease of 16 
under last year, 95 after formal hearing and report, and 46 
through informal proceedings without report. 

The number of fourth section applications was 362. The num- 
ber of orders entered in response to applications was 271, of 
which 182 were denial orders or orders granting permanent re- 
lief, and 89 authorizing temporary relief. Continued progress 
has been made in the disposition of applications filed under the 
1910 amendment to the fourth section. Of the 752 remaining in 
the files on October 31, 1930, which had not been wholly deter- 
mined, hearings have been held on 599. Of those heard, 118 have 
been disposed of in their entirety and 481 in part. The number 
still awaiting final action is 554. The report comments on the 
revision of class rates and adds: 

There has been continuous, although not rapid, progress in the 
past year in unifying ratings for commodities in the official, south- 
ern, and western classifications, particularly in less-than-carload 
ratings and carload ratings for commodities rated in the upper end 


of the scale. Much, however, remains to be done. Further study 
of the subjects of classification uniformity and the experience which 
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T is old, this refrain, “WHERE IS MY CAR TO- 

DAY.” As old as the movement of freight on 
rails. Yet it is still being sung by industrial traffic 
managers throughout the nation. And the melody 
is daily carried over thousands of miles of telephone 
and telegraph wires. It is, and always will be, the 
theme song of freight traffic. 

To answer properly the question of this theme 
song the Norfolk and Western Railway maintains a 
clearing house for car information at Roanoke, Va. 
The office of its Superintendent of Car Service 
annually gives definite information by wire and by 
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letter on approximately 20,000 cars and an 
thousands of telephone requests for car records 
records show all car movements on the railway, tt 
ing about 10,000,000 per year. Suppleme 
these records are daily wire reports from key poi 
showing (for about 125,000 cars per year) carn 
bers, contents, destinations and time of forward 


They enable the railway’s larger traffic offi 


agencies and its Superintendent of Car 
Service to give immediate and accurate in- 
formation in answer to the theme- song 


query, ‘Where Is My Car Today?” 


NORFOLK AND 


ROANOR 





em! 
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ns@mPerhaps the greatest aid in answering this im- 

dsMant question is the railway owned and operated 

@phone lines, which provide immediate communi- 

on between all important points. During the past 

im these lines have been gradually extended, en- 

g Norfolk and Western freight traffic repre- 

d@atives to talk with yards and agencies concern- 

i@cars moving through their territories. Valuable 

time is thus saved and the edge is removed 
from many a trying day. 

So, the old refrain is gradually becom- 

| ing a softer melody because of the con- 
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sistent effort of the Norfolk and Western Railway 
to provide an answer, promptly and accurately. The 
refrain is the same — but shippers and receivers of 
freight that moves over the Norfolk and Western 
sing it in a new key. 


Norfolk and Western freight traffic department 

representatives, in all important centers of in- 

dustrial activity, will gladly cooperate toward a 
solution of your traffic problems. 


RAILWAY 
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we have gained in recent years in fixing class rates make it increas- 
ingly apparent that, while complete unification and merger of the 
southern and western classifications is possible, such unification can 
not be fully extended to embrace the official classification unless 
and until there is a closer alignment of the basic rate structures, as 
between official territory and the other sections of the country, than 
it has so far been found practicable to accomplish, although revisions 
heretofore required by us have been in that direction. 








Bureau of Valuation 


The work of the bureau has been concentrated in the past 
year largely on the preparation of valuation for and the hearing 
of recapture cases. All hearings on protests to tentative reports 
on all railroad properties which were included in the original in- 
ventorying and field investigation of the railways have been con- 
cluded. The total number of hearings embraced 766 cases, cov- 
ering 234,859 miles of road. Final valuation reports have been 
adopted in 947 cases, covering 181,948 miles of road. Only 22 
reports remain and will be issued soon. Work is still in progress 
on the valuation of 198 railroad properties, covering 5,843 miles 
of road, which came into existence since the original field 
work was concluded. The report reviews the progress of 
bringing valuations to a new date. The valuation work has now 
been brought to a point where, if kept current, it is available for 
the many practical uses for which it was designed. 


Hoch-Smith Resolution 
The report reviews what has been done and what is being 
done under the Hoch-Smith resolution. There have been com- 
pleted or are in progress 16 separate inquiries covering class 
rates or important commodities or commodity groups. 


Practices of Carriers 
The report refers briefly to Ex Parte No. 104 in which the 
Commission is investigating the practices of railroads which 
affect operating revenues or expenses, and adds: 






It should be understood that this proceeding is not intended as an 
exhaustive investigation into the economy and efficiency of railroad 
management and operation. We are not equipped for such an under- 
taking, and, indeed, our facilities are limited for the investigation 
which we have instituted, making it necessary to carry it on piecemeal, 
step by step. The purpose is to investigate definite practices of the 
earriers which we have reason to believe may be unduly depleting 
operating revenues or increasing operating expenses. They will 
chiefly be practices brought about by the pressure of competition. 
In such situations it is often difficult for the carriers to discontinue 
a particular practice, even if they realize that it is exerting an 
adverse effective upon income, but this difficulty may be overcome by 
public disclosure of the facts, provided the facts show need for 
discontinuance. The investigation will not be confined, however, to 
practices of this character, but will embrace such other matters as we 
believe merit investigation and which we have facilities to investigate. 


Practitioners 


In the period from November 1, 1930, the end of the period 
covered by the last annual report, to October 15, 1931, 515 appli- 
cants have been admitted to practice before the Commission. 


Railway Mail Pay 
In this part of the report, the Commission says: 


Information which has come to the Commission indicates that in 
some instances the awards of compensation made. by us to carriers 
for the carriage of the mails have in large part been diverted from 
the corporation by the payment of counsel fees therefrom, upon a 
contingent basis, at least prima facie excessive. The purpose for 
which compensation was awarded was thereby defeated in substantial 
degree. Congress should consider the prevention of future unreason- 
able diversion of this character by a limitation in the appropriation 
bill, which is the familiar practice. 


Holding Companies 


The Commission points out that two years ago it called 
attention in its annual report to the activities of so-called 
holding companies in acquiring control of railroads and that 
it recommended thorough investigation of this matter with a 
view to determining what legislation, if any, was necessary or 
desirable. In response to this recommendation the House of 
Representatives provided for an investigation by the committee 
on interstate and foreign commerce. Reference is made to 
the committee’s report which “contains a veritable mine of in- 
formation, carefully prepared and analyzed, in regard to the 
subject matter.” Recommendations of the special counsel to 
the committee are set forth, and discussed as follows: 


1. That paragraph (2) of section 5 of the interstate commerce 
act be amended so as to bring within the jurisdiction of the Commis- 
sion for approval or disapproval any acquisition of the control of a 
railroad which would result in bringing that road into affiliation 
with, in control of, or under the management of another railroad, 
whether the acquisition be by holding company or otherwise. 

2. That at the next session of the Congress the committee give 
consideration to whether or not legislation is necessary to deal with 
any past acquisitions of railway properties such as are disclosed in 
the report, and which have not had the approval of the Commission 
as being in the public interest. 

3. That the scope of the investigation authorized by H. R. No. 114 
be broadened to include all holding companies engaged in interstate 
commerce. 

The last of these recommendations lies beyond our province. With 
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the first we are in hearty agreement. We also concur in the gs 
Answering the question which this second recommendation jegated 
pounds, we think that,it is probably within the constitutiona] a dele to 0 
of Congress, and may be desirable, to authorize the Commissn™ tunity 
require the divestment by any noncarrier company of a contrans pission. 
stock interest in a rail carrier subject to the act, if that stock ling tters Ul 
est has not received the approval of the Commission and jg re ma ugg 
to be prejudicial in any respect’ to the plan of consolidation ado pre ee 
by the Commission under section 5 (5) of the act. We are alee provision « 
the opinion that if a holding company is allowed to contro} an q@ to il 
rier by. rail through ownership of stock, thereafter the accounts a tee no 
capitalization of that holding company should be subject to ra motion 
lation by the Commission. The present financial depression by tested pro 





brought into clear relief the evils involved in permitting stock equi 
ties in railroad companies to be made the basis for the issue by hol. 
ing companies of unsupervised securities, including funded dehy 
and preferred stock. me 

























































































Freight-Forwarding Companies 


The Commission renews its recommendation made hay 
year that provision be made for regulation of freight-forwardiyg 
companies. In addition to that, said the report, it was pq 
sible that other steps should be taken with respect to they 
companies and the services they performed, and that the Cop, 
= was giving attention to that matter. Continuing, ; 
said: 


_The railroads are now supported principally by their Carload 
freight service. Viewing the business as a whole, passenger Service 
has become relatively unprofitable, and, while no definite figures 9 
the point are available, it is probable that this is also true of legs. 
than-carload freight service. It is that service which is particulary 
vulnerable to motor-truck competition, and the economy with which 
it is handled is also adversely affected by the competition of the 
railroads with each other. The service which they perform per unit of 
less-than-carload freight handled has been increasing continually 
It has been suggested that this service could be handled with much 
greater efficiency and economy through a centralized agency ep. 
ployed by the railroads collectively, just as the express service js 
now handled. It may be, also, that if such a centralized agency where 
established, it could with advantage take over and perform the sery. 
ices which _the freight-forwarding companies are now performing ip 
a decentralized and, in some respects, unsatisfactory way. These are 
questions the investigation of which we have under consideration, 


Refrigerator Car Companies 


The Commission discusses the necessity of it having juris 
diction over refrigerator car companies, now not) common 
carriers nor subject to its jurisdiction. It said certain informe 
tion from the Pacific Fruit Express Company, a carrier-con 
trolled refrigerator car company, asked for by the Commission 
in connection with Ex Parte No. 103, the increased rate proceed: 
ing, was refused, and added: 


This situation ought not to be. These refrigerator car companies 
are agencies through which the rail carriers perform a part of the 
transportation service which they are in duty bound to furnish to 
the public. It is anomalous that we should have no authority over 
these refrigerator car companies, nor access to their accounts except 
as a matter of grace. It is likewise anomalous that we should have no 
control over the arrangements for service and compensation there- 
for which the rail carriers see fit to make with these pseudoprivate 
agencies. We recommend that in the public interest the Commission 
be given jurisdiction over these matters. 


Recovery of Excess Income 


Total amount of excess income reported by carriers in 
response to Commission orders, 1920-1930, inclusive, was stated 
as $23,472,448.91. Total of payments by carriers to Commission, 
$10,681,249.90. Bulk of these payments made under formal pro- 
tests and reservations, consequently the general railroad con- 
tingent fund, composed in part of such payments, has not been 
available for the purposes contemplated by the statute. Con- 
tingent fund moneys continue to be held in the Treausry of 
the United States as a trust fund for investment in obligations 
of the United States. The present status of the fund is as fol- 
lows: Payments by carriers of excess income, $10,681,249.90; 
payments by carriers of interest on overdue payments, $38, 
837.35; interest from investments in obligations of the United 
States, $2,485,613.23; interest from bank balances, $2,062.30; 
total credits to the railroad contingent fund, $13,207,762.78. The 
combined proposed and tentative report cases upon which 
action has been and is being taken now number 190 and involve 
an approximate amount of $82,601,072 recapturable excess in- 
come. The Commission again recommends repeal of the recap- 
ture provisions, but said there still: remained the difficulty of 
alone repealing the recapture provisions because of their inter- 
relation with other provisions of section 15a. 


Delegation of Authority 


The Commission, in renewing its recommendation for 
legislation giving express statutory authority for the Commission 
to delegate to individual commissioners and employes of the 
Commission the power to perform specified duties and to con- 
sider and determine specified matters and subjects, etc., said the 
matter was of such importance it repeated once more the rea- 
sons for this legislation. It emphasized the necessity for reliev- 
ing the commissioners of certain tasks. It said some fear had 
been excited that issues of considerable consequence would be 
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d to employes for decision without adequate oppor- 
tunity to obtain, if that seemed necessary, a review by the Com- 
mission. It said it had never been its purpose to delegate such 
matters under the authority sought- “but to quiet this fear we 
have suggested that the authority be limited by the following 
provision : Provided, however, that this authority shall not ex- 
tend to investigations instituted upon the Commission’s own 
motion nor, Without the consent of the parties thereto, to con- 
tested proceedings involving the taking of testimony at public 


hearings. 


APPROPRIATION ESTIMATES 


Advising Congress that he had proceeded on the basis that 
estimates for 1933 should ask for only minimum amounts which 
were absolutely essential for the operation of the government 
ynder the existing law, after making due allowance for con- 
tinuing appropriations, President Hoover submitted the Budget 
for the fiscal year ending June 30, 1933, December 9. He said 
the appropriation estimates for 1933 reflected a drastic cur- 
tailment of the expenses of federal activities in all directions 
where a consideration of the public welfare would permit it. 


The Commission 


The 1933 Budget calls for an appropriation of $9,661,410 for 
the Commission, a decrease of $2,251,063 as compared with the 
1932 appropriation. The actual decrease for the Commission, 
however, is not as great as indicated by the figures, as there 
is a reduction of $1,600,000 in the estimated expenditure under 
the permanent appropriation, “general railroad contingent fund, 
special fund,” which does not involve expenditures for the Com- 
mission’s work. The reduction in the regular appropriation 
of the Commission for 1933 as compared, with 1932 is $651,063. 
This reduction of $651,063 is made up of decreases in the follow- 


delegate 


ing items: Departmental personnel, $287,736; field personnel, 
$57,161; travel expenses, $167,166; rental of office building, 
$139,000. 


It was explained at the Bureau of the Budget that the 
reduction of $139,000 for rental of office building did not mean 
that that amount would be saved, but that the government office 
in charge of buildings for offices of the government departments 
had money that would be used for paying the rent of the Com- 
mission’s building, and that, therefore, the $139,000 would not 
come out of the money appropriated for the Commission. 

The estimate of $9,661,410 for the Commission includes 
$900,000, which represents a permanent appropriation made in 
connection with the handling of the money paid by railroads 
to the Commission under the recapture provisions of the inter- 
state commerce act. This item of $900,000 reflects the reduc- 
tion of $1,600,000 referred to above, as $2,500,000 was appro- 
priated for that purpose heretofore. 

The estimate for the fiscal year 1933 for the work of the 
Commission, exclusive of the $900,000, is $8,761,410, which 
compares with $9,412,473 appropriated for the current fiscal 
year 1932. 

Shipping Board 


The estimate for the Shipping Board is $423,270, a decrease 
of $36,982,730, as compared with the 1932 appropriation. This 
decrease involves a decrease of $1,970,000 in the shipping fund, 
the operating deficit of the Merchant Fleet Corporation to be 
met from unobligated cash balances; a decrease of $35,000,000 
in the construction loan fund, it being estimated that the bal- 
ance in the fund on June 30, 1932, together with repayments 
on loans and receipts from sales of ships transferred to the 
fund, will be sufficient to meet loan requirements for 1933; 
and a decrease of $14,730 for salaries and expenses. An in- 
crease of $2,000 for printing and binding is proposed. 


Money for Waterways 


Regarding the estimate for rivers and harbors, in which 
no reduction was made, the President said: 


The estimate for the annual appropriation for the maintenance and 
improvement of existing river and harbor works contained in this 
budget is in the same amount as was appropriated for 1932, namely, 
$60,000,000. The emergency appropriations made last December for 
public works with a view to increasing employment contained $22,- 
500,000 for rivers and harbors, which is in addition to the annual 
appropriations of $55,000,000 for 1931 and $60,000,000 for 1932. Viewed 
alone this advance in the program would indicate that some re- 
duction from $60,000,000 would be justified in the estimate for 1933. 
This, however, is not the case, as the government has given tentative 
assurances as to early dates of fulfillment which will require the full 
amount of the appropriation requested for 1933. 

For flood control the 1933 estimates of annual appropriations are 
$3,000,000 less than the appropriations for 1932, this difference being 
the amount of the emergency appropriation made last December. 

The total of the estimates contained in this budget for rivers and 
harbors (including maintenance and operation of Dam No. 2, Muscle 
Shoals) and flood control is $104,182,000, of which $70,142,000 is for 
rivers and harbors and $34,040,000 for flood control. The total of 
$104,182,000 includes $10,537,000 to meet the requirements under au- 
thorizations of law covering permanent specific and indefinite ap- 
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propriations, advances and contributions, for rivers and harbors and 
flood control work. 


In the explanatory synopsis of the Budget, it is stated with 
respect to the estimate of $60,000,000 for rivers and harbors, 
the same as that for 1932, that if the fiscal years 1931, 1932 and 
1933 be considered together, the total provided for these three 
years, including the $22,500,000 appropriated by the emergency 
construction act of December 20, 1930, becomes $197,500,000, or 
at the rate of $65,833,333 a year, as compared with normal ap- 
propriations of $55,000,000 for 1931 and $60,000,000 for 1932. 


Board of Mediation 


The estimate for the Board of Mediation, which mediates 
disputes between railroads and employes, is $169,865, a decrease 
of $18,320, as compared with the 1932 appropriation. 


Aeronautics Branch 


For the aeronautics branch of the Department of Com- 
merce the estimate is $8,929,660, a decrease of $1,432,640, as 
compared with the 1932 appropriation. Included in the total 
for 1933 is an estimate of $7,628,500 for air navigation facilities. 
This provides for no extension of lighted airways in 1933, but 
is based on 19,500 miles to be in operation by June 30, 1932. 
There is an increased allowance of $565,075 for maintenance 
and operation of mileage and facilities now in process of ex- 
tension. There is also included in the estimate $25,500 for 
replacement of three of the ten planes now in use under this 
appropriation. 

Postal Service 

In connection with submission of an estimate of $813,724,487 
for the Post Office Department, the Bureau of the Budget states 
that the present Budget contemplates a deficiency in the postal 
revenues for the fiscal year 1933 of $155,000,000 and for the 
fiscal year 1932, $195,000,000. A drop of $105,000,000 in revenues 
is anticipated, due to the depression. 

Money for Highways 

For the Bureau of Public Roads of the Department of Agri- 
culture, which administers the federal-aid highway money, the 
estimate for the fiscal year 1933 is $109,000,000, a reduction of 
$16,179,940, as compared with the 1932 appropriation. In ex- 
planation of the estimate and the reduction the Bureau of the 
Budget says: 


For the fiscal year 1933 the estimates for the bureau of public 
roads propose to omit the appropriation items, salaries and expenses, 
general administration, $41,266, and highway investigations, $138,680, 
as the functions now paid for from these two appropriations will be 
administered under the appropriation made for administration of 
the federal-aid highway system. The estimates show a decrease of 
$16,000,000 in the item for cooperation with the states in the con- 
struction of roads in the federal-aid highway system. This decrease 
has been made in accordance with the provisions of the act making 
appropriation of $80,000,000 as a temporary advance to the states for 
emergency construction with a view to increasing employment. The 
act provided that the amount advanced was to be reimbursed to the 
government over a period of five years by making deductions from 
regular apportionments made from future authorizations for carrying 
out the provisions of the federal highway act beginning with the fiscal 
year 1933. The amount of $16,000,000 has been deducted from the 
apportionments for 1938 and therefore is reflected in the decrease in 
the estimates for 1933. 


Alaska Railroad 


In the estimates for the Department of the Interior, an ap- 
propriation of $500,000 is proposed to meet the deficit of the 
Alaska Railroad, a reduction of $500,000, as compared with the 
appropriation for the fiscal year 1932. The decrease, it is ex- 
plained, is occasioned by reductions of $250,000 in operating 
expenses of the railroad and of $250,000 provided for in 1932 
for an invéstigation of Alaskan mineral resources affecting 
railroad tonnage. 


WAGE CUT CONSIDERED 


More than 1,500 general chairmen of twenty-one railroad 
labor unions assembled in Chicago this week to consider the 
proposal of railroad management that a voluntary reduction 
of 10 per cent in wages be accepted. The twenty-one unions 
include, in addition to the so-called “Big Four” train service 
brotherhoods and the switchmen’s union, those of the shop crafts, 
maintenance of way, and all other organized employes of the 
railroads. It was the first time in the history of the organ- 
izations all had been brought together in one general meeting, 
indicating the importance of the matters to be considered. 

In addition to the questions of a reduction in the basic 
rates of pay to the different classes of men, an elaborate pro- 
gram covering unemployment and various phases of working 
conditions was before the meeting. The unemployment situa- 
tion, said to be the worst in the history of railway labor, ac- 
cording to the union representatives, is of more vital concern 
to labor than the proposed wage cut. In that connection, the 
union leaders contend there is no formal proposal for a reduc- 
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tion in wages before the men. At the four-day conference be- 
tween the committee of nine railroad presidents headed by 
Daniel Willard, president of the B. & O., in New York, and the 
representatives of the Railway Labor Executives’ Association, 
which ended November 22 (see Traffic World, Nov. 28, p. 1168), 
it is stated, the railroad representatives held that they were 
unauthorized to enter into any negotiations with the labor 
representatives, and, therefore, could not bind the lines in the 
various territories to any agreement as to a reduction in wages. 
The point is made that, had the unions, then or later, agreed 
to a ten per cent reduction in wages, there would have been 
no assurance that individual lines might not come forward with 
proposals for still greater reductions. 

Whether as a formal or informal proposal, it is generally 
agreed, however, that the unions have a definite proposal for 
a 10 per cent reduction in wages before them, inasmuch as 
each of the three territorial bodies representing rail manage- 
ment in labor matters has taken action holding up concerted 
effort for a reduction pending conclusion of the meeting of the 
labor organizations. It is reported that the managements have 
agreed to institute concerted action for the reduction, in the 
event the labor organizations do not accept the voluntary re- 
duction. 

Due to the large number of representatives on hand and 
the fact that the meeting did not represent a constitutional body, 
several days were taken up in organization and working out 
details of procedure. Meetings of representatives of the five 
train service organizations were held Monday, December 7, and 
were followed, on December 8, by separate meetings of the 
twenty-one organizations, and, on December 9 and 10, by gen- 
eral meetings of all the organizations, with meetings of the 
chief executives of all the organizations in between. Late De- 
cember 10 a committee of 84 representatives, consisting of three 
representatives of each organization and the chief executives, 
was appointed to draw up a program for the general meeting 
to act on. Any decision made by the general meeting, it is 
understood, must be ratified by general committees of the unions 
at a later date. It is thought, however, that policy outlined 
will likely be controlling. 

According to D. B. Robertson, chairman of the Railway 
Labor Executives’ Association, who has acted as spokesman for 
the organizations, humanitarian considerations give idle men 
priority rights over idle capital. He expressed the hope that 
a part of the increased revenue the railroads will receive from 
the Commission’s decision in the 15 per cent increased rates case 
would be used to relieve the unemployment situation. Approxi- 
mately 600,000 union members are out of employment at pres- 
ent, he pointed out, while another three or four hundred thou- 
sand are on part time work. In so far as any prediction can 
reasonably be made as to action that will be taken, the com- 
ment of the union heads appeared to indicate that there will be 
no voluntary acceptance of a reduction in wages unless there is 
tied to that a definite program for stabilization of employment 
for a minimum number of men, with provision for a “stand-by” 
force on part time. Adoption of a six-hour working day has 
been under consideration in the meetings, along with other 
provisions of the “program” presented to the railroad presidents 
at the New York meeting. 


BOARD OF MEDIATION REPORT 


In its annual report to Congress for the fiscal year ended 
June 30, 1931, the United States Board of Mediation, created by 
the railway labor act in May, 1926, said that the cases that 
had come to the board in that year had not been of such out- 
standing importance as in preceding years. 

“It should be realized,” said the board, “that a more definite 
understanding, with attendant good results, has been pro- 
gressively established by employe and carrier interests. This 
has insured fewer discussions of vital labor problems. 

“The economic condition of the country has also con- 
tributed a definite influence. 

“The attitude of employes and carriers—one toward the 
other—continues to be friendly and healthy. 

“At the end of the year covered by this report. there 
appeared to be no sign of impending interruptions to interstate 
commerce in railway industry.” 

The board said there was not a strike on any railroad in 
the last year. 

While the total number of cases both received and dis- 
posed of by the board showed an increase as compared with 
any preceding year, according to the report, there were fewer 
arbitrations than in any preceding year, and the President was 
called upon to appoint only one emergency board—that which 
reported on the dispute between shopmen and the Louisiana & 
Arkansas Railway Company. 

Of a grand total of 1,214 cases of all characters thus far 
received and accepted for mediation, 917 cases have been dis- 
posed of as follows: By mediation, 376; by arbitration, 183; by 
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withdrawal through mediation, 265; 
32, and by board action, 61. 

Of the 297 unsettled cases, 276 have been assigned { 
mediation, and practically all of the assigned cases have had 
the attention of mediators in initial conferences, etc., according 
to the report. 

“In former reports,” said the board, “our board has Stated 
that adjustment boards as contemplated by the railway labor 
act had not been generally created, even though the Condition 
had been improved from year to year by voluntary action of 
the parties in interest. There has been a further improvemey 
this year, our records (not complete) indicating that some 9 
additional boards of adjustment have been established. Ther. 
are approximately 272 adjustment boards now functioning under 
the provisions of the railway labor act.” 

The members of the board are Samuel E. Winslow, chair. 
man; G. Wallace W. Hanger, Oscar B. Colquitt, John Williams. 
and Edwin P. Morrow. George A. Cook is secretary of the 
board. 


by voluntary Withdrawa 


SOUTHERN PACIFIC WAGE CUT 


The executive committee of the Southern Pacific Company 
has directed that a reduction of 10 per cent be made, effective 
January 1, in the salaries of all officers and employes, without 
exception as to rank or grade, of the Southern Pacific System, 
except, for the time being, those covered specifically by contract 
Or group wage agreement or governed by the provisions of the 
federal railway labor act, with whom negotiations for reduction 
are in progress or will be initiated under direction of the 
proper officers of the respective employers’ companies involved, 
Similar reductions for the lines in Mexico are under consi¢- 
eration through the procedure provided by the laws of that 
country. 





RAIL WAGE STATISTICS 


Class I railroads reported a total of 1,254,274 employes as 
of the middle of September and total compensation for the 
month of $170,643,428, according to wage statistics compiled 
by the Bureau of Statistics of the Commission. Compared with 
the returns for September, 1930, the decrease in number of 
employes was 231,632, or 15.59 per cent, and the compensation 
showed a decrease of $38,047,862, or 18.23 per cent. 


RECEIVERS FOR ANN ARBOR 


Judge George P. Hahn, of the United States District Court 
at Toledo, December 4, appointed William S. Franklin and Frank 
C. Nicodemus receivers of the Ann Arbor Railroad, subsidiary 
of the Wabash. Mr. Franklin, who is president of the Wabash 
and the Ann Arbor, and Mr. Nicodemus were named receivers 
for the Wabash a few days earlier. The receivership order was 
entered on the petition of the Jennison-Wright Company, pro- 
ducer of railroad ties. The Ann Arbor operates approximately 
300 miles of line between Toledo and Frankfort, Mich. 


RAIL EXECUTIVES MEET 
The Trafic World Washington Burcau 


When the railway executives began consideration, Decem- 
mer 11, of how to put the loan plan into effect, the general 
thought was that the most they could accomplish would be to 
father ideas to take back to boards of directors and executive 
committees as to what would have to be done to make the plan 
workable. The advisory committee of the Association of Rail- 
way Executives held a meeting in the morning and later the 
whole association took up the subject. 


RAILROADS THE BACKBONE 


Believing that rail transportation “is the backbone of the 
country and should be protected and encouraged,” the Riverside 
Mills, Augusta, Ga., is stamping all its outgoing mail with the 
following “message”: 


The railroads are the backbone of America! Rail transportation 
is America’s second largest industry. Its future is being jeopardized 
by unregulated competition. This country cannot be prosperous with- 
out prosperous railroads. You will assist in developing prosperity 
by moving all your shipments by rail. Consider the army of people 
— by railroads. Consider the enormous taxes paid by rail- 
roads. 


Commendatory comment has been received from many 
sources, according to E. W. Mathews, traffic manager of the 
company. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


s taken from Reporters and Digests of National Reporter System, 


(Digest inn. Copyright, 


published by West Publishing Co., St. Paul, M 
1931, by West Publishing Co.) 





(District Court, E. D. Louisiana.) Cargo interests and pas- 
senger could recover in full for loss in collision, if vessel was 
partially at fault—The Modemi, 52 Fed. Rep. (2d) 756. 

In libel for cargo loss resulting from collision, court need 
only consider whether vessel, from testimony of her own wit- 
nesses, Was negligent.—Ibid. 

Vessel, proceeding down stream, which, after passing agree- 
ment, followed course on wrong side of river and increased 
speed, held liable for cargo loss and passengers’ effects.—Ibid. 

Where it appears that other vessel is violating passing 
agreement, and that collision is imminent, vessel should sound 
danger signal and reverse engines.—Ibid. 








Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Superior Court of Pennsylvania.) Affidavit of cause of 
action for railroad’s breach of oral contract to deliver mer- 
chandise held not insufficient for lack of positive oath. 

Affidavit showed it was made by vice-president and treas- 
urer of plaintiff corporation, and stated he was duly authorized 
to take affidavit in its behalf, and that facts set forth, in so far 
as they were within his knowledge, were true and correct, and 
in so far as based on information he believed them to be true, 
and expected plaintiff to be able to prove them at trial—Bank 
of Philadelphia & Trust Co. vs. Wabash Ry. Co., 156 Atl. Rep. 
604. 

When ruled by garnishee to file affidavit of cause of action, 
plaintiff must state cause with certainty. 

This is in order that principal defendant whose property 
is attached may know for what cause it has been seized.—Ibid. 

Affidavit of cause of action against railroad held not insuf- 
ficient, on ground attached exhibits were not full copies of bills 
of lading. 

The argument was based on ground that there was ref- 
erence on face of each bill to conditions on back thereof, and 
backs of exhibits were blank. However, action was based on 
alleged oral contract to deliver merchandise and not on Dills 
of lading, and, if original bills contained additional conditions 
material to issues, such fact may be shown as matter of defense. 
It was alleged that original bills were delivered by plaintiff to 
defendant, and plaintiff's application to require defendant to 
produce them for inspection was resisted by defendant.—Ibid. 

Affidavit of cause of action against railroad held not insuf- 
ficient, on ground averments of indorsement of bills of lading 
were conclusions. 

It was claimed averments of due indorsement of bills were 
conclusions of law unsupported by proper allegations of fact, 
but defendant in its receipt to plaintiff expressly acknowledged 
that each bill was indorsed by the consignee named in the 
receipt.—Ibid. 

Affidavit of cause of action against railroad held not insuf- 
ficient for insufficient allegation of defendant’s possession of 
property. 

Contract sued on was primarily contract for delivery and 
not for carriage, and averments relative to issuing of bills for 
shipment over the routes therein designated and averments 
relative to defendant’s misdelivery, taken together, amountd to 
sufficient statement that defendant had control over merchan- 
dise when conract for its delivery to plaintiff was made.—Ibid. 

In affidavit of cause of action, statement of basis for assess- 
ment of damages, if erroneous, could be made subject to proper 
amendment before trial.—Ibid. 





(Court of Appeals of Ohic, Hamilton County.) Burden is 
on shipper suing delivering carrier for damages to establish 
shipment was in good condition when delivered to original car- 
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rier.—Cincinnati Machinery & Supply Co. vs. Erie R. Co., 178 
N. E. Rep. 26. 
CARRIAGE OF LIVE STOCK 

(Supreme Court of Iowa.) Carrier is not liable if live 
stock being transported is damaged because of acts of shipper 
or his agents.—Wiersma vs. Chicago & N. W. Ry. Co., 238 N. W. 
Rep. 579. 

Carrier of live stock is not liable for damage resulting 
from overloading of cars by shipper.—lIbid. 

In action for damages on account of transportation of horses 
loaded by shipper after dark, whether carrier’s agent knew or 
might have known of overloading held jury question. 

Shipper did not finish loading horses until after dark, and 
carrier’s agent was then notified to seal the car. At that time 
agent could only look into the car through the slats by using 
his flashlight. At most all he could or did do was to see that 
the stock was then standing up.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Superior Court of Pennsylvania.) If verdict for full 
amount of plaintiff’s claim should have been directed, it is as 
immaterial what verdict was as if jury had been discharged 
for disagreeing (12 PS, sec. 684).—Philadelphia & Reading Ry. 
Co. vs. Taylor, 156 Atl. Rep. 587. 

Shipper’s counterclaim for damages because of substitution 
held inconsistent with shipper’s unconditional agreement, made 
after alleged damages accrued, to pay all tariff charges. 

Facts disclosed that when shipment of hay arrived at origi- 
nal destination, delivery was not taken by the notify party, 
whereupon shipper, in writing, directed that shipment be trans- 
ported to another destination by letter reciting “you will please 
arrange to bill this car to us flat, with all charges to follow.” 
On arrival of car at new destination, party to whom shipper 
directed delivery refused to accept it, and shipper thereafter, 
though immediately notified, failed to take delivery and aban- 
doned shipment. In the action for the freight and demurrage, 
shipper counterclaimed that other hay was substituted for hay 
shipped.—Ibid. 

Federal statute does not make terminal or delivering car- 
rier liable for intermediate carriers’ tort.—Ibid. 

Shipper’s direction that hay reshipped to it should be de- 
livered to certain party held acceptance of shipment, rendering 
shipper liable for tariff charges. 

Facts disclosed that shipment of hay by order-notify bill 
of lading was not taken by notify party, and thereafter shipper 
directed that shipment be forwarded to shipper at another des- 
tination, and, when shipment arrived at such destination, shipper 
notified carrier, in writing, to deliver car to certain party. 
Such direction constituted acceptance of shipment by shipper, 
as constituting exercise of dominion over shipment.—Ibid. 

(District Court, S. D. Texas, Houston Division.) Pleadings 
of parties transporting commodities in motor vehicles over 
state highways held to state cause of action within federal 
court’s jurisdiction to enjoin enforcement of state law regu- 
lating operation of vehicles on highways (Const. Amend. 14; 
Vernon’s Ann. P. C. Tex., art. 827a, sec. 1 et seq.). 

Complainants and interveners alleged that amount in- 
volved exceeded $3,000, and prayed for injunction against en- 
forcement of Acts Tex. 42d Leg. (1931), c. 282 (Vernon’s Ann. 
P. C. Tex., art. 827a, sec. 1 et seq.), regulating operation of 
vehicles on state highways, as violating equal protection and 
due process clauses of Fourteenth Amendment.—Sproles vs. 
Binford, 52 Fed. Rep. (2d) 730. 

Intervener’s pleading, alleging that its business of manu- 
facturing and selling types of motor vehicles, use of which on 
highways is prohibited by statute, will be wrecked by enforce- 
ment thereof, held not to state cause of action within federal 
court’s jurisdiction for injunction (Const. Amend. 14; Vernon’s 
Ann. P. C. Tex., art 827, sec. 1 et seq.).—Ibid. 

Regulation of size of vehicles and loads and speed thereof 
and provisions for safety of public and protection of highways 
held within state legislature’s power (Vernon’s Ann, P. C. Tex., 
art. 827a, sec. 1 et seq.).—Ibid. 

Court must look to legislative intent in construing statute. 
—Ibid. 
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Statute open to more than one construction must be given 
construction within legislature’s power to enact.—Ibid. 

Statute exempting implements of husbandry and highway 
building machinery, temporarily moved on public highways, 
from limitations as to size of vehicles, held not arbitrary, op- 
pressive, or discriminatory (Const. Amend. 14, Vernon’s Ann. 
P. C. Tex., art. 827a, sec. 3 (a)).—Ibid. 

Statute exempting motor vehicles operated in incorporated 
municipalities from limitations as to length held not invalid 
as denying equal protection and due process (Const. Amend. 14; 
Vernon’s Ann. P. C. Tex., art. 827a, secs. 3 (c), 12).—Ibid. 

Statute exempting vehicles transporting property to and 
from common carriers’ loading points from limitations as to 
length and height held not arbitrary, oppressive, unreasonable, 
or unlawfully discriminatory (Const. Amend. 14; Vernon’s Ann. 
P. C. Tex., art. 827a, sec. 5 (b)).—Ibid. 

Courts cannot declare law unconstitutional simply because 
it may work awkwardly in some instances or even produce hard- 
ship.—Ibid. 

Parties are not entitled to interlocutory injunction against 
enforcement of statute before it becomes effective.—lIbid. 

Statute prescribing cubic contents and weight of packages 
transported over highways held within legislative power (Const. 
Amend. 14; Vernon’s Ann. P. C. Tex., art. 827a, sec. 3 (f)).—Ibid. 

State legislature may reasonably regulate and limit loads 
transported over highways.—Ibid. 

Statutory restrictions on certain classes must be reason- 
ably necessary to accomplish purpose and not unduly oppressive 
or designed and effective to do indirectly what legislature may 
not do directly.—Ibid. 

Statute limiting weight of vehicle loads containing any pack- 
ages of more than stated size and weight, as well as number 
of such packages per load, held unconstitutional as discrimi- 
nating against parties transporting uncompressed cotton and 
similar commodities (Const. Amend. 14; Vernon’s Ann. P. C. 
Tex., art. 827a, sec. 3 (f)).—Ibid. 

Injuries to persons transporting uncompressed cotton and 
similar commodities by enforcement of act limiting weight of 
vehicle loads containing packages of more than prescribed size 
and weight held sufficient to entitle them to interlocutory in- 
junction against enforcement thereof.—Ibid. 

Statute authorizing state highway officers to grant tem- 
porary permits for transportation of overweight, oversize, or 
overlength commodities, which cannot be reasonably dismantled, 
over state highways, held not unconstitutional as authorizing 
suspension of laws by administrative officers (Const. Tex., art. 
1, sec. 28; Vernon’s Ann. P. C. Tex., art 827a, sec. 2).—Ibid. 

Statute authorizing state highway officers to grant tem- 
porary permits for transportation of overweight, oversize, or 
overlength commodities, which cannot be reasonably dismantled, 
over state highways, held not unconstitutional as discriminating 
against parties transporting uncompressed cotton and similar 
commodities.—Ibid. ; 

Invalidity of section of statute, authorizing state highway 
officers to grant temporary permits for transportation of over- 
weight, oversize, or overlength commodities, would not invali- 
date whole act (Const. Tex., art. 1, sec. 28; Vernon’s Ann. P. C. 
Tex., art 827a, sec. 2).—Ibid. 

Act regulating operation of vehicles on state’s highways 
held not invalid as placing undue burden on interstate com- 
merce (Vernon’s Ann. P. C. Tex., art. 827a, sec. 1 et seq.).—Ibid. 





(Supreme Court of Illinois.) Commerce Commission’s find- 
ings must be sufficiently specific to enable court intelligently 
to ascertain whether facts reasonably support order (Cahill’s 
Rev. St. 1929, c. 11la, par. 84).—Chicago, B. & Q. R. Co. vs. 
Illinois Commerce Commission, 178 N. E. Rep. 157. 

Facts found by Commerce Commission may be reexamined 
under evidence, but court will not undertake independent inves- 
tigation of evidence to develop new facts to sustain findings 
(Cahill’s Rev. St. 1929, c. llla, par. 84).—Ibid. 

Finding reciting number of trains or inadequacy of railroad 
service held unnecessary under finding that proposed bus line 
passed through territory not served by railroad (Cahill’s Rev. 
St. 1929, c. llla, par. 84).—Ibid. 

In reviewing Commerce Commission's order granting bus 
line certificate of convenience, Supreme Court determines only 
whether commission acted within authority on sufficient evi- 
dence without infringing substantial right.—Ibid. 

Evidence warranted Commerce Commission's finding of pub- 
lic convenience and of bus company’s ability to perform service 
—Ibid. 

Under statute, bus company must 
charges, rules, and regulationg before commencing 
(Cahill’s Rev. St. 1929, c. llla, par. 50).—Ibid 

Since Commerce Commission continually supervises utili 
ties’ rates, charges, rules, and regulations, granting bus com 
pany certificate of convenience before such details were com 


file schedule of rates, 


operations 
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pleted, held not error (Cahill’s Rev. St. 1929, c. 1lla, 
56).—Ibid. 

Commerce Commission granting bus company certificate f 
convenience need not find that Public Works Department Zaye 
statutory consent (Cahill’s Rev. St. 1929, c. 11la, par, 84: 
121, secs. 194, 198 (12)).—Ibid. oe 

Commerce Commission granting bus company certificate at 
convenience properly certified Public Works Department’s Stat. 
utory consent, which was included in certified record (Capj), 
Rev. St. 1929, c. 11la, par. 87; c. 121, secs. 194, 198. (12) —fhiq 

Where Commerce Commission granted bus company ¢q. 
tificate of convenience, Public Works Department’s statuto, 
consent needed no certification by department (Cahill’s Rey. St 
1929, c. 121, secs. 194, 198 (12)).—Ibid. 

Since Public Works Department’s consent regarding py 
company’s using roads was lawfully issued, raliroad couig ot 
object to its admissibility before Commerce Commission (Ca- 
hill’s Rev. St. 1929, c. 121, secs. 194, 198 (12)).—Ibid. , 

Railroad contesting bus company’s application for certificat, 
of convenience held not entitled to notice of hearing befor 
Public Work Department on company’s application for depar. 
ment’s statutory consent (Cahill’s Rev. St. 1929, c. 121, gecg 
194, 198 (12)).—Ibid. 

That circuit court, subsequent to hearing and without notice 
to railroad attacking order granting bus company certificate of 
convenience, admitted Public Works Department’s | statutory 
consent, held not error (Cahill’s Rev. St. 1929, c. 111a, par, g7. 
c. 121, secs. 194, 198 (12)).—Ibid. 

Where utility is. furnishing adequate transportation, com. 
petitor is not entitled to certificate of convenience.—Ibid. 

Where railroads operated four or five trains daily each way 
between certain cities, proposed bus company held not entitled 
to transport passengers traveling exclusively between those 
cities.—Ibid. 


L C. C. REPARATION POWER 


The Traffic World Washington Bureau 


Arguments were made in the Supreme Court of the United 
States on December 9, in No. 98, Arizona Grocery Co. vs. A. T, 
& S. F. et al., by Frank L. Snell, Jr., and R.'C. Fulbright for the 
grocery company, and Burton Mason for the carriers. This is 
a case in which the question is as to the power of the Commis. 
sion to award reparation when it finds unreasonable rates there. 
tofore prescribed or approved by it. The Commission was 
allowed to file a brief in this case as a friend of the court. 
The same privilege was accorded to the National Association 
of Railroad and Utilities Commissioners. Only representatives 
of the parties were orally heard by the court. 

In the case which caused this litigation the Commission, in 
1928, condemned as unreasonable a rate on sugar, which it had 
prescribed in 1921, the 1928 decision having been made on a 
complaint filed in 1922, only a relatively short time after the 
decision.of 1921 was made. The Commission awarded repara- 
tion and thereby raised the issue as to its power that is now 
before the Supreme Court. 

Justices of the court asked many questions, particularly 
about the effect of changed conditions and as to the effect of 
a finding by the Commission that a given rate would be reason- 
able. The railroad position was, as in the lower court, that 
the carriers having published rates not in excess of those pre 
scribed by the Commission could not be held in damages under 
the conditions and circumstances of a case such as this. The 
Commission, in support of the shipper side of the case, took 
the position, in effect, that a carrier was bound, under the law, 
to note changing conditions and make its rates, even after their 
establishment by one of its orders, conform with the require- 
ments of the interstate commerce act. 
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NEW UNITED FRUIT CO. LINER 


The Talamanca, first of six new turbo-electric liners of 
the United Fruit Company, will sail from New York, December 
23, on a twenty-two-day maiden voyage to San Francisco, via 
the Panama Canal. Stops will be made at Miami, Havana, 
Kingston (Jamaica), the Panama Canal Zone, and Los Angeles. 
The ship was constructed under the Jones-White act and is 
said to be “the last word’ in modern marine construction. 
Displacement, at a twenty-four-foot draft, is approximately 11,- 


000 tons and over-all length 447 feet. Accommodations for 100 
passengers, in addition to up-to-date electrically driven refriz- 
erator equipment and other freight facilities, are provided. 


IMPROVEMENT OF WATERWAYS 
The Secretary of War has approved allotments of $47,500 
for Holland Harbor, Mich., $60,000 for Pensacola Harbor, Fla 
and $62,400 for Norfolk, Va., for annual repairs to U. 8S. pipe 
line dredge Currituck 
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Ocean Shipping News 





INTERCOASTAL REGULATION 


The Traffic World Washington Bureau 


Efforts of the Shipping Board to get the intercoastal steam- 
ship operators to reorganize an intercoastal conference have 
fnally resulted in the board coming to the conclusion that 
there is no hope of the operators reaching an understanding 
and that effective regulation of intercoastal rates should be 
provided for by Congress. 

At a meeting December 10 with the board’s committee han- 
dling the matter, representatives of intercoastal lines refused 
to agree on a basis for settlement of the intercoastal troubles. 
Chairman O’Connor asked for a vote as to whether the oper- 
ators favored increased federal regulation. Six representatives 
of the shipping lines favored such regulation, three opposed it, 


and seven did not vote. 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


A single fixture from Montreal marked the closing of the 
St. Lawrence season in the full cargo grain trade. One other 
fixture was reported in the week just closed—that of a 7,000- 
ton steamer from the Atlantic Range to Santos on the basis 
of $2.35, with option of Gulf loading at $2.45 for January. The 
Montreal fixture was for 37,000 quarters from Montreal or Sorel 
to the Mediterranean on the basis of 12 cents for prompt 
loading. 

Otherwise the full cargo market is unchanged. One un- 
confirmed fixture was reported in the transatlantic sugar trade, 
from Cuba or Santo Domingo to United Kingdom-Continent for 
December on the basis of about 16s. The West Indies time 
charter trade was slow, as were general time charters. The 
coal market was quiet, with no fixtures reported. 

The Pacific coast full cargo market is experiencing good 
business, with grain leading the activity. The Pacific freight 
market report of the General Steamship Corporation for the last 
month is that the majority of grain fixtures were made for 
Europe, although quite a number were done for China. The 
report comments, however, that the market this month should 
present a somewhat easier rate structure, due to the fact that 
owners are forcing the market with large blocks of tonnage. 

The China grain trade experienced a slackening of activity 
the latter part of the month, and it was reported that the China 
Flood Relief Commission’s agents have taken a considerable 
block of tonnage into February and March and that they in- 
tended to start the month of December by reducing their rates 
to $2.75 for wheat and $3.15 for flour. 

All grain fixtures in the month for the United Kingdom and 
Continent were made for British Columbia loading because of 
lower prices on wheat in that territory. Rates were on the 
basis of about 24s to 24s 6d, with ample tonnage obtainable 
at those figures. 

The Pacific lumber market was rather quiet. Inquiries for 
full cargoes to China developed at rates in the neighborhood 
of $5 to $5.50, but no fixtures were accomplished. One fixture 
of lumber for western Australia was made, the rate said to be 
in the neighborhood of $8, but further inquiry has been lacking. 
In the time charter market several motorships were fixed for 
single trips and short periods, with rates reaching a new low, 
due probably to the drop in British sterling. 

Announcement has been made by the Baltimore Mail Line 
that it will henceforth carry cargo to Havre which has pre- 
viously been a port of call for passengers only. 





MARINE COMMITTEE MEETING 

A meeting of the national standing committee on the mer- 
chant marine, composed of shipping men representing all 
branches of the industry, was held at the Shipping Board De- 
cember 7. This committee is an outgrowth of the fourth 
national conference on the merchant marine held last January. 
The fifth national conference will be held in Washington on 
January 27 and 28, under present plans. 

The discussion centered around reports of sub-committees 
and such subjects as providing aid to types of ships not en- 
titled under the law to compensation for the carriage of ocean 
mail, further regulation of water carriers in interstate com- 
merce, codification of navigation laws, replacement of obsolete 
tonnage, provision for putting into effect the naval reserve 


act, foreign competition in indirect trade, and continued use 


of marine hospitals for sea personnel. Those attending the 
meeting were: T. V. O’Connor, chairman, Shipping Board; 
H. B. Walker, president, American Steamship Owners’ Asso- 
ciation; H. Gerrish Smith, president, National Council of 
American Shipbuilders; George A. Marr, vice-president, Lake 
Carriers’ Association; Robert C. Tuttle, manager, marine de- 
partment, Atlantic Refining Company; Malcolm M. Stewart, 
chairman, Middle West Foreign Trade Committee; and Captain 
W. J. Peterson, representing J. C. Rohlfs, president, Pacific 
American Owners’ Association. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board December 9: 


Conference Agreement 167—India to United States: The memo- 
randum submitted is in the nature of an interim agreement between 
earriers operating vessels to United States Pacific coast ports and 
Hawaii (1) from Hongkong and (2) from Calcutta and Rangoon, 
respectively. Pending consummation of final agreement such car- 
riers have agreed to adopt maximum rates of freight as set forth 
in schedule attached to and forming part of the agreement, in con- 
nection with shipments moving either direct or via Hongkong from 
Calcutta and Rangoon to Hawaii and United States Pacific Coast 
ports. Transportation of cargo from Calcutta and Rangoon to Hong- 
kong is to be effected by carriers which are, as respects such trans- 
portation, operating exclusively between foreign ports. 

Conference Agreement 168—Coffee from Brazil to the United 
States: The agreement provides for the association of Munson Steam- 
ship Line, Prince Line, Ltd., and Cia De Navegacao Lloyd Brasileiro 
in a conference dealing with transportation of coffee from Santos 
and Rio de Janeiro, Brazil, to New York. The participating carriers 
agree to maintain the same rates of freight on shipments of coffee 
and sailings of the lines are to be spaced as set forth therein. No 
action violative of any of the regulatory provisions of the shipping 


act are to be taken by the parties under the agreement. The agree- 
ment, by its terms, is to expire February 29, 1932. 
1691—N. V. Stoomvaart Maatschappij ‘‘Nederland’’ with N. V 


Rotterdamsche Lloyd: Agreement provides for operation in a joint 
service of vessels of the participating carriers in the trade between 
the west coast of the United States and Canada on the one hand 
and Hawaiian and Philippine Islands, Dutch Each Indies, Straits Set- 
tlements, Ceylon, Calcutta and Rangoon on the other under the name 
of Pacific-Java-Bengal Line. The Pacific-Java-Bengal Line in turn 
is to operate in a joint service in conjunction with Silver Line, Ltd., 
and Kerr Steamship Company, Inc. (the latter joint service being 
known as Silver-Java-Pacific Line), pursuant to the provisions of 
agreement approved by the board April 8, 1931 (agreement No. 1430). 
The number of vessels to be used by each of the participants in the 
Pacific-Java-Bengal Line joint service is to be determined by Stoom- 
vaart Maatschappij ‘‘Nederland’’ and Rotterdamsche Lloyd jointly 
in accordance with the requirements of the trade and earnings of 
the joint service are to be apportioned equally between them. The 
agreement may be terminated by six months’ notice in writing by one 
signatory to the other, or immediately by agreement of the parties. 

1521—Dimon Steamship Corporation with American-West African 
Line, Inc.: Agreement provides for through shipments of cocoa beans 
from West African ports of call of American-West African Line to 
designated United States Pacific coast ports of call of Dimon, with 
transhipment at New York. Through rate is to be the sum of the 
local rates of the participating carriers and is to be apportioned 
equally between the two lines. Cost of transhipment at New York, 
including customs in transit entry charge, is to be absorbed by the 
earriers in equal proportion. 

1701—Nelson Steamship Company with Silver Line, Ltd.: Agree- 
ment provides for through billing arrangement covering shipments 
of lubricating oil, wax, grease and asphaltum from San Francisco 
to Karachi and Bombay, India, with transhipment at New York. The 
through rate on shipments of the commodities named in the agreement 
is to be $11 per ton, weight or measurement, which is to be divided 
equally between the lines after deduction of cost of transferring ship- 
ments at New York. 





Agreements Modified 


131-11—Trans-Pacific passenger conference, of which the following 
lines are members: American Mail Line, Canadian-Australasian Line, 
Ltd., Canadian Pacific Steamships, Ltd., Dollar Steamship Lines, 
Inc., Ltd., Los Angeles Steamship Company, Matson Navigation Co., 
Nippon Yusen Kaisha, Osaka Shosen Kaisha and Union Steamship Co. 
of New Zealand, Ltd. The modified agreement is to be an addition 
to the agreement now in effect which will permit the principals of 
the member lines of the Trans-Pacific passenger conference to grant 
free or reduced rate passages to government officials for transporta- 
tion between United States and Canadian ports and Hawaii, the 
Orient, Australasia and islands of the South Seas, including inter- 
port transportation in the Orient and cruises from or to Pacific ports 
of the North American Continent. By its terms the modified agree- 
ment specifically provides that in no instances shall such free or 
reduced rate passages be granted in violation of any of the regulatory 
provisions of the shipping act, 1916, as amended 

1412-2—North German Lioyd with Quaker Line: The modified 
agreement covers through shipments from Pacific coast ports of call 


of Quaker lIine to Hamburg and Bremen via New York: through 
rates being based on direct line rates and apportioned equally be- 
tween the lines, each of which absorbs one-half of the cost of tran- 
shipment The modification enlarges the scope of the agreement 


to covér through shipments from Pacific coast ports of call of Quaker 
to Baltic porte served by transshipment at Bremen or Hambure 
Through rates on such transshipment cargo are to be based on direct 
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Statute open to more than one construction must be given 
construction within legislature's power to enact.—lIbid. 

Statute exempting implements of husbandry and highway 
building machinery, temporarily moved on public highways, 
from limitations as to size of vehicles, held not arbitrary, op- 
pressive, or discriminatory (Const. Amend. 14, Vernon's Ann. 
P. C. Tex., art. 827a, sec. 3 (a)).—Ibid. 

Statute exempting motor vehicles operated in incorporated 
municipalities from limitations as to length held not invalid 
as denying equal protection and due process (Const. Amend. 14; 
Vernon’s Ann, P. C. Tex., art. 827a, secs. 3 (c), 12).—Ibid. 

Statute exempting vehicles transporting property to and 
from common carriers’ loading points from limitations as to 
length and height held not arbitrary, oppressive, unreasonable, 
or unlawfully discriminatory (Const. Amend. 14; Vernon’s Ann. 
P. C. Tex., art. 827a, sec. 5 (b)).—Ibid. 

Courts cannot declare law unconstitutional simply because 
it may work awkwardly in some instances or even produce hard- 
ship.—Ibid. 

Parties are not entitled to interlocutory injunction against 
enforcement of statute before it becomes effective.—lIbid. 

Statute prescribing cubic contents and weight of packages 
transported over highways held within legislative power (Const. 
Amend. 14; Vernon’s Ann. P. C. Tex., art. 827a, sec. 3 (f)).—Ibid. 

State legislature may reasonably regulate and limit loads 
transported over highways.—Ibid. 

Statutory restrictions on certain classes must be reason- 
ably necessary to accomplish purpose and not unduly oppressive 
or designed and effective to do indirectly what legislature may 
not do directly.—Ibid. 

Statute limiting weight of vehicle loads containing any pack- 
ages of more than stated size and weight, as well as number 
of such packages per load, held unconstitutional as discrimi- 
nating against parties transporting uncompressed cotton and 
similar commodities (Const. Amend. 14; Vernon’s Ann. P. C. 
Tex., art. 827a, sec. 3 (f)).—Ibid. 

Injuries to persons transporting uncompressed cotton and 
similar commodities by enforcement of act limiting weight of 
vehicle loads containing packages of more than prescribed size 
and weight held sufficient to entitle them to interlocutory in- 
junction against enforcernent thereof.—Ibid. 

Statute authorizing state highway officers to grant tem- 
porary permits for transportation of overweight, oversize, or 
overlength commodities, which cannot be reasonably dismantled, 
over state highways, held not unconstitutional as authorizing 
suspension of laws by administrative officers (Const. Tex., art. 
1, sec. 28; Vernon’s Ann. P. C. Tex., art 827a, sec. 2).—Ibid. 

Statute authorizing state highway officers to grant tem- 
porary permits for transportation of overweight, oversize, or 
overlength commodities, which cannot be reasonably dismantled, 
over state highways, held not unconstitutional as discriminating 
against parties transporting uncompressed cotton and similar 
commodities.—Ibid. 

Invalidity of section of statute, authorizing state highway 
officers to grant temporary permits for transportation of over- 
weight, oversize, or overlength commodities, would not invali- 
date whole act (Const. Tex., art. 1, sec. 28; Vernon’s Ann. P. C. 
Tex., art 827a, sec. 2).—Ibid. 

Act regulating operation of vehicles on state’s highways 
held not invalid as placing undue burden on interstate com- 
merce (Vernon’s Ann. P. C. Tex., art. 827a, sec. 1 et seq.).—Ibid. 





(Supreme Court of Illinois.) Commerce Commission’s find- 
ings must be sufficiently specific to enable court intelligently 
to ascertain whether facts reasonably support order (Cahill’s 
Rev. St. 1929, c. 11la, par. 84).—Chicago, B. & Q. R. Co. vs. 
Illinois Commerce Commission, 178 N. E. Rep. 157. 

Facts found by Commerce Commission may be reexamined 
under evidence, but court will not undertake independent inves- 
tigation of evidence to develop new facts to sustain findings 
(Cahill’s Rev. St. 1929, c. 1l1la, par. 84).—Ibid. 

Finding reciting number of trains or inadequacy of railroad 
service held unnecessary under finding that proposed bus line 
passed through territory not served by railroad (Cahill’s Rev. 
St. 1929, c. 1lla, par. 84).—Ibid. 

In reviewing Commerce Commission’s order granting bus 
line certificate of convenience, Supreme Court determines only 
whether commission acted within authority on sufficient evi- 
dence without infringing substantial right.—Ibid. 

Evidence warranted Commerce Commission’s finding of pub- 
lic convenience and of bus company’s ability to perform service. 
—Ibid. 

Under statute, bus company must file schedule of rates, 
charges, rules, and regulations before commencing operations 
(Cahill’s Rev. St. 1929, c. 1lla, par. 50).—Ibid. 

Since Commerce Commission continually supervises utili- 
ties’ rates, charges, rules, and regulations, granting bus com- 
pany certificate of convenience before such details were com- 
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pleted, held not error (Cahill’s Rev. St. 1929, c. llla, par. 50, 
56).—Ibid. 

Commerce Commission granting bus company certificate of 
convenience need not find that Public Works Department gave 
statutory consent (Cahill’s Rev. St. 1929, c. llla, par. 84; ec. 
121, secs. 194, 198 (12)).—Ibid. 

Commerce Commission granting bus company certificate of 
convenience properly certified Public Works Department's stat. 
utory consent, which was included in certified record (Cahill's 
Rev. St. 1929, c. llla, par. 87; c. 121, secs. 194, 198. (12).—Ibid. 

Where Commerce Commission granted bus company cer- 
tificate of convenience, Public Works Department’s statutory 
consent needed no certification by department (Cahill’s Rev. St. 
1929, c. 121, secs. 194, 198 (12)).—Ibid. 

Since Public Works Department’s consent regarding bus 
company’s using roads was lawfully issued, raliroad could not 
object to its admissibility before Commerce Commission (Ca- 
hill’s Rev. St. 1929, c. 121, secs. 194, 198 (12)).—Ibid. 

Railroad contesting bus company’s application for certificate 
of convenience held not entitled to notice of hearing before 
Public Work Department on company’s application for depart- 
ment’s statutory consent (Cahill’s Rev. St. 1929, c. 121, secs. 
194, 198 (12)).—Ibid. 

That circuit court, subsequent to hearing and without notice 
to railroad attacking order granting bus company certificate of 
convenience, admitted Public Works Department’s_ statutory 
consent, held not error (Cahill’s Rev. St. 1929, c. 11la, par. 87; 
c. 121, secs. 194, 198 (12)).—Ibid. 

Where utility is furnishing adequate transportation, com- 
petitor is not entitled to certificate of convenience.—Ibid. 

Where railroads operated four or five trains daily each way 
between certain cities, proposed bus company held not entitled 
to transport passengers traveling exclusively between those 
cities.—Ibid. 


I. C. C. REPARATION POWER 
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Arguments were made in the Supreme Court of the United 
States on December 9, in No. 98, Arizona Grocery Co. vs. A. T. 
& S. F. et al., by Frank L. Snell, Jr., and R. ‘C. Fulbright for the 
grocery company, and Burton Mason for the carriers. This is 
a case in which the question is as to the power of the Commis- 
sion to award reparation when it finds unreasonable rates there- 
tofore prescribed or approved by it. The Commission was 
allowed to file a brief in this case as a friend of the court. 
The same privilege was accorded to the National Association 
of Railroad and Utilities Commissioners. Only representatives 
of the parties were orally heard by the court. 

In the case which caused this litigation the Commission, in 
1928, condemned as unreasonable a rate on sugar, which it had 
prescribed in 1921, the 1928 decision having been made on a 
complaint filed in 1922, only a relatively short time after the 
decision of 1921 was made. The Commission awarded repara- 
tion and thereby raised the issue as to its power that is now 
before the Supreme Court. 

Justices of the court asked many questions, particularly 
about the effect of changed conditions and as to the effect of 
a finding by the Commission that a given rate would be reason- 
able. The railroad position was, as in the lower court, that 
the carriers having published rates not in excess of those pre- 
scribed by the Commission could not be held in damages under 
the conditions and circumstances of a case such as this. The 
Commission, in support of the shipper side of the case, took 
the position, in effect, that a carrier was bound, under the law, 
to note changing conditions and make its rates, even after their 
establishment by one of its orders, conform with the require- 
ments of the interstate commerce act. 


NEW UNITED FRUIT CO. LINER 

The Talamanca, first of six new turbo-electric liners of 
the United Fruit Company, will sail from New York, December 
23, on a twenty-two-day maiden voyage to San Francisco, via 
the Panama Canal. Stops will be made at Miami, Havana, 
Kingston (Jamaica), the Panama Canal Zone, and Los Angeles. 
The ship was constructed under the Jones-White act and is 
said to be “the last word’ in modern marine construction. 
Displacement, at a twenty-four-foot draft, is approximately 11,- 
000 tons and over-all length 447 feet. Accommodations for 100 
passengers, in addition to up-to-date electrically driven refrig- 
erator equipment and other freight facilities, are provided. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved allotments of $47,500 
for Holland Harbor, Mich., $60,000 for Pensacola Harbor, Fla., 
and $62,400 for Norfolk, Va., for annual repairs to U. S. pipe- 
line dredge Currituck. 
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INTERCOASTAL 


REGULATION 
The Trafic World Washington Bureau 


Efforts of the Shipping Board to get the intercoastal steam 
ship operators to reorganize an intercoastal conference have 
finally resulted in the board coming to the conclusion that 
there is no hope of the operators reaching an understanding 
and that effective regulation of intercoastal rates should be 
provided for by Congress. 

At a meeting December 10 with the board's committee han- 
dling the matter, representatives of intercoastal lines refused 
to agree on a basis for settlement of the intercoastal troubles. 
Chairman O’Connor asked for a vote as to whether the oper- 
ators favored increased federal regulation. Six representatives 
of the shipping lines favored such regulation, three opposed it, 
and seven did not vote. 


OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


A single fixture from Montreal marked the closing of the 
St. Lawrence season in the full cargo grain trade. One other 
fixture was reported in the week just closed—that of a 7,000- 
ton steamer from the Atlantic Range to Santos on the basis 
of $2.35, with option of Gulf loading at $2.45 for January. The 
Montreal fixture was for 37,000 quarters from Montreal or Sorel 
to the Mediterranean on the basis of 12 cents for prompt 
loading. 

Otherwise the full cargo market is unchanged. One un- 
confirmed fixture was reported in the transatlantic sugar trade, 
from Cuba or Santo Domingo to United Kingdom-Continent for 
December on the basis of about 16s. The West Indies time 
charter trade was slow, as were general time charters. The 
coal market was quiet, with no fixtures reported. 

The Pacific coast full cargo market is experiencing good 
business, with grain leading the activity. The Pacific freight 
market report of the General Steamship Corporation for the last 
month is that the majority of grain fixtures were made for 
Europe, although quite a number were done for China. The 
report comments, however, that the market this month should 
present a somewhat easier rate structure, due to the fact that 
owners are forcing the market with large blocks of tonnage. 

The Chima grain trade experienced a slackening of activity 
the latter part of the month, and it was reported that the China 
Flood Relief Commission’s agents have taken a considerable 
block of tonnage into February and March and that they in- 
tended to start the month of December by reducing their rates 
to $2.75 for wheat and $3.15 for flour. 

All grain fixtures in the month for the United Kingdom and 
Continent were made for British Columbia loading because of 
lower prices on wheat in that territory. Rates were on the 
basis of about 24s to 24s 6d, with ample tonnage obtainable 
at those figures. 

The Pacific lumber market was rather quiet. Inquiries for 
full cargoes to China developed at rates in the neighborhood 
of $5 to $5.50, but no fixtures were accomplished. One fixture 
of lumber for western Australia was made, the rate said to be 
in the neighborhood of $8, but further inquiry has been lacking. 
In the time charter market several motorships were fixed for 
single trips and short periods, with rates reaching a new low, 
due probably to the drop in British sterling. 

Announcement has been made by the Baltimore Mail Line 
that it will henceforth carry cargo to Havre which has pre- 
viously been a port of call for passengers only. 


MARINE COMMITTEE MEETING 


A meeting of the national standing committee on the mer- 
chant marine, composed of shipping men representing all 
branches of the industry, was held at the Shipping Board De- 
cember 7. This committee is an outgrowth of the fourth 
national conference on the merchant marine held last January. 
The fifth national conference will be held in Washington on 
January 27 and 28, under present plans. 

The discussion centered around reports of sub-committees 
and such subjects as providing aid to types of ships not en- 
titled under the law to compensation for the carriage of ocean 
mail, further regulation of water carriers in interstate com- 
merce, codification of navigation laws, replacement of obsolete 
tonnage, provision for putting into effect the naval reserve 
act, foreign competition in indirect trade, and continued use 


The Traffic World 


Ocean Shipping News 





PAGE 1295 


of marine hospitals for 
meeting were T. V. O'Connor, chairman, Shipping Board 
H. B. Walker, president, American Steamship Owners’ Asso 
clation; H. Gerrish Smith, president, National Counell of 
American Shipbuilders; George A. Marr, vice-president, Lake 
Carriers’ Association; Robert C. Tuttle, manager, marine de 
partment, Atlantic Refining Company; Malcolm M. Stewart 
chairman, Middle West Foreign Trade Committee; and Captain 
W. J. Peterson, representing J. C. Rohifs, president, Pacttk 
American Owners’ Association 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board December 9: 


sen personnel Those attending the 


Conference Agreement 167—India to United States: The memo- 
randum submitted is in the nature of an interim agreement between 
carriers operating vessels to United States Pacific coast ports and 
Hawaii (1) from Hongkong and (2) from Calcutta and Rangoon, 
respectively. Pending consummation of final agreement such car- 
riers have agreed to adopt maximum rates of freight as set forth 
in schedule attached to and forming part of the agreement, in con- 
nection with shipments moving either direct or via Hongkong from 
Calcutta and Rangoon to Hawaii and United States Pacific Coast 
ports. Transportation of cargo from Calcutta and Rangoon to Hong- 
kong is to be effected by carriers which are, as respects such trans- 
portation, operating exclusively between foreign ports. 

Conference Agreement 168—Coffee from Brazil to the United 
States: The agreement provides for the association of Munson Steam- 
ship Line, Prince Line, Ltd., and Cia De Navegacao Lloyd Brasileiro 
in a conference dealing with transportation of coffee from Santos 
and Rio de Janeiro, Brazil, to New York. The participating carriers 
agree to maintain the same rates of freight on shipments of coffee 
and sailings of the lines are to be spaced as set forth therein. No 
action violative of any of the regulatory provisions of the shipping 


act are to be taken by the parties under the agreement. The agree- 
ment, by its terms, is to expire February 29, 1932. 
1691—N. V. Stoomvaart Maatschappij ‘‘Nederland’’ with N. V. 


Rotterdamsche Lloyd: Agreement provides for operation in a joint 
service of vessels of the participating carriers in the trade between 
the west coast of the United States and Canada on the one hand 
and Hawaiian and Philippine Islands, Dutch Each Indies, Straits Set- 
tlements, Ceylon, Calcutta and Rangoon on the other under the name 
of Pacific-Java-Bengal Line. The Pacific-Java-Bengal Line in turn 
is to operate in a joint service in conjunction with Silver Line, Ltd., 
and Kerr Steamship Company, Inc. (the latter joint service being 
known as Silver-Java-Pacific Line), pursuant to the provisions of 
agreement approved by the board April 8, 1931 (agreement No. 1430). 
The number of vessels to be used by each of the participants in the 
Pacific-Java-Bengal Line joint service is to be determined by Stoom- 
vaart Maatschappij ‘‘Nederland’’ and Rotterdamsche Lloyd jointly 
in accordance with the requirements of the trade and earnings of 
the joint service are to be apportioned equally between them. The 
agreement may be terminated by six months’ notice in writing by one 
signatory to the other, or immediately by agreement of the parties. 

1521—Dimon Steamship Corporation with American-West African 
Line, Inc.: Agreement provides for through shipments of cocoa beans 
from West African ports of call of American-West African Line to 
designated United States Pacific coast ports of call of Dimon, with 
transhipment at New York. Through rate is to be the sum of the 
local rates of the participating carriers and is to be apportioned 
equally between the two lines. Cost of transhipment at New York, 
including customs in transit entry charge, is to be absorbed by the 
carriers in equal proportion. 

1701—Nelson Steamship Company with Silver Line, Ltd.: Agree- 
ment provides for through billing arrangement covering shipments 
of lubricating oil, wax, grease and asphaltum from San Francisco 
to Karachi and Bombay, India, with transhipment at New York. The 
through rate on shipments of the commodities named in the agreement 
is to be $11 per ton, weight or measurement, which is to be divided 
equally between the lines after deduction of cost of transferring ship- 
ments at New York. 


Agreements Modified 


131-11—Trans-Pacific passenger conference, of which the following 
lines are members: American Mail Line, Canadian-Australasian Line, 
Ltd., Canadian Pacific Steamships, Ltd., Dollar Steamship Lines, 
Inc., Ltd., Los Angeles Steamship Company, Matson Navigation Co., 
Nippon Yusen Kaisha, Osaka Shosen Kaisha and Union Steamship Co. 
of New Zealand, Ltd. The modified agreement is to be an addition 
to the agreement now in effect which will permit the principals of 
the member lines of the Trans-Pacific passenger conference to grant 
free or reduced rate passages to government officials for transporta- 
tion between United States and Canadian ports and Hawaii, the 
Orient, Australasia and islands of the South Seas, including inter- 
port transportation in the Orient and cruises from or to Pacific ports 
of the North American Continent. By its terms the modified agree- 
ment specifically provides that in no instances shall such free or 
reduced rate passages be granted in violation of any of the regulatory 
provisions of the shipping act, 1916, as amended. 

1412-2—North German Lloyd with Quaker Line: The modified 
agreement covers through shipments from Pacific coast ports of call 
of Quaker Line to Hamburg and Bremen via New York; through 
rates being based on direct line rates and apportioned equally be- 
tween the lines, each of which absorbs one-half of the cost of tran- 
shipment. The modification enlarges the scope of the agreement 
to cover through shipments from Pacific coast ports of call of Quaker 
to Baltic ports served by transhipment at Bremen or Hamburg. 
Through rates on such transhipment cargo are to be based on direct 
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line rates and are to be apportioned equally between the lines after 
deduction of applicable arbitraries as set forth in conference tariff 
of direct lines. These arbitraries, which are to cover the cost of 
forwarding shipments from Hamburg or Bremen to destinations, are 
to accrue to North German Lloyd. Cost of transferring shipments at 
New York is to be absorbed by the lines in equal proportion. 
1495-1—North German Lloyd with Dollar Steamship Lines, Inc., 
Ltd.: The agreement covers through shipments from Pacific coast 
ports of call of Dollar to Bremen, via New York, to include cargo for 
Baltic ports transhipped at Bremen. Through rates on such tran- 
shipment cargo are to be based on direct line rates, out of which 
North German Lloyd is to receive arbitraries covering transportation 
from Bremen to destination as published in tariff of conference of 
direct lines from Pacific coast to Europe. The remainder of the 
through rates is to be apportioned equally between North German 
Lloyd and Dollar. Cost of transferring shipments from Dollar ves- 
sels at New York to North German Lloyd vessels is to be absorbed 
in equal proportion by the two lines. Met . 
548-1—_Compania Transatlantica (Spanish Transatlantic line) with 
Bull Insular Line, Inc.: The agreement modifies an agreement between 
Spanish Royal Mail Line and Bull Insular Line, Inc., which was ap- 
proved by the board October 25, 1927. It provides for through move- 
ment of shipments from Puerto Rico to Spanish ports, through rates 
being apportioned 3/7ths to Spanish Royal Mail and 4/7ths to Bull 
Insular Line, the latter absorbing cost of transhipment at New York. 
The modification is to record the change of the name of the Spanish 
Royal Mail Line to Spanish Transatlantic Line in the memorandum 
of agreement on file. No change in ports, in the basis or appor- 
tionment of the through rates or in the absorption of transhipment 
charges, as shown in the existing agreement, is to be effected. 


GALVESTON GRAIN EXPORTS 

Exceeding November, 1930, exports by almost 2,000,000 
bushels, grain exports through Galveston for November this 
year amounted to 2,294,123 bushels, bringing the season’s total 
to approximately 16,000,000 bushels. The November figures in- 
cluded 1,527,910 bushels of wheat, 544,285 bushels of kaffir, 
210,928 bushels of milo, and 11,000 bushels of barley, nearly all 
of which went to Germany. Grain bookings for December have 
reached 1,500,000 bushels and indications are that shipments 
will equal those of the previous month. 


REORGANIZATION OF U. S. LINES 


Final steps in the reorganization of the United States Lines, 
recently acquired by a combination of the Roosevelt-Inter- 
national Mercantile Marine, Dollar and Dawson shipping inter- 
ests, have been effected with the approval of the Shipping 
Board. These steps were taken after Postmaster General 
Brown had consented to adjustment of the ocean mail con- 
tracts held by the United States Lines. The Postmaster Gen- 
eral authorized cancellation of a contract for mail service under 
the Jones-White act, which would have required putting into 
service to superliners on the New York-Southampton route by 
1933. 


KLEIN ON MERCHANT MARINE 


Dr. Julius Klein, Assistant Secretary of Commerce, delivered 
a radio address December 6 on “Our Merchant Marine,” in 
which he outlined the progress made in reestablishing the mer- 
chant marine under the Jones-White subsidy and governmental 


aid act of 1928. He urged citizens of the United States to use 
American flag ships. He said that under the provisions of the 
Jones-White act “our merchant marine has entered upon a new 
era.” 


RIVERS AND HARBORS 


The amount expended on the maintenance and improve- 
ment of river and harbor works in the fiscal year ended June 
30, 1931, was $72,309,817.05, according to the annual report of 
Chief of Engineers of the United States Army. The amount 
required for the completion of authorized river and harbor 
projects, within the limits of authorized appropriations, was 
stated as $261,000,000. 

Water-borne commerce for the calendar year 1930 amounted 
in the aggregate to 520,280,000 tons, a decrease of 63,520,000 
tons under that of 1929, and the reported value of this com- 
merce was $20,122,000,000, a decrease of $4,189,000,000 under 
that of 1929, according to the report. Summarizing the larger 
projects under way, the Chief of Engineers says: 


Improvement of the Missouri River to secure a navigation chan- 
nel six feet deep to Kansas City has been vigorously prosecuted by 
the construction of dikes and revetments to contract and stabilize 
the channel. Because of the absence of the usual spring high water, 
the full effect of these works has not as yet been secured, but the 
necessary contraction works are approaching completion. Two power- 
ful dredges are under construction to supplement these works. As 
soon as the river has been placed in satisfactory condition below 
Kansas City, operations will be pressed on the improvement to Sioux 
City, which is now being prosecuted on a lesser scale. 

On the Illinois River work is actively in progress on locks and 
other works included in the state project for the Illinois waterway, 
the completion of which was authorized by the river and harbor act 
of July 3, 1930. This highly important connection between the Mis- 
sissippi River system and the Great Lakes will be advanced to earliest 
completion. 

On the upper Mississippi River, the provision of a 9-foot channel 
to Minneapolis has been initiated in the commencement of works 


The Traffic World 


Vol. XLVIII, No. 24 


at Rock Island rapids. The dam at Hastings has been placed in 
operation, relieving the difficult navigation situation at the head of 
the improvement. The restoration of the Twin City Lock was suc- 
cessfully accomplished, and the construction of a second lock is under 
ho Detailed plans have been prepared for undertaking other locks 
an ams. 

Despite the extraordinary low water of the fall of 1930, the 9-foot 
channel in the recently completed slack-water improvement of the 
Ohio River was maintained; and navigation was kept moving through- 
out the Mississippi River. 

The deepening of the channels of the Great Lakes to afford vessel 
drafts of 24 feet at low-water datum for down-bound vessels has 
been actively commenced by placing under contract practically all 
work required in the channels between Lake Superior and Lakes 
Huron and Michigan. Highly satisfactory progress has been made 
on the project for the comprehensive improvement of the harbor 
at Oswego, on Lake Ontario. 

The 27-foot channel in the Hudson River to Albany has been 
opened and is in use by navigation. The completion of this channel 
to the full project width of 400 feet is under contract. 

Work is progressing on the inland waterway along the Atlantic 
coast. This waterway is now complete from the Delaware River to 
Beaufort, N. C. From Beaufort to the Cape Fear River, 20.3 miles 
of waterway were dredged in the fiscal year, and 24.5 miles remain 
to be dredged to complete this section. Rights of way for that part 
of the extension of the waterway from the Cape Fear River to 
Winyah Bay lying within the state of North Carolina have been 
secured and work on this section is in progress. From Winyah Bay 
to the St. Johns River, Fla., the waterway is essentially completed 
in accordance with the project. From the St. Johns River to Miami 
it has been restored to the original depth of five feet provided in the 
Florida East Coast Canal. The enlargement of this section to the 
project depth of 8 feet and width of 100 feet awaits rights of way 
and disposal areas, which are to be provided by local interests. The 
total length of the entire waterway from Delaware Bay to Miami, 
Fla., included in the projects for improvement is about 1,158 miles, 
- — 821 miles have been completed, leaving 337 miles to be com- 
pleted. 

On the Gulf coast, work is in active progress on the intracoastal 
waterway from the Mississippi River at New Orleans to Corpus 
Christi in the sections in Louisiana, and contract has been let for 
the section from the Sabine River to Galveston Bay. The extension 
of the waterway eastward from Mobile to Pensacola has been begun. 

The harbors at Hilo and Nawiliwili in the Hawaiian Islands were 
completed during the fiscal year. 

he total number of locks operated during the year under the per- 
manent indefinite oo yy for the operation and care of such 
works was 294, the number of dams 216. 


For the Illinois River project, it is estimated that $650,000 
can profitably be spent on the river below Utica for improve- 
ment and $250,000 for maintenance in the fiscal year 1933, and 
that $4,000,000 can profitably be spent on the river above Utica. 
The estimated cost of the project below Utica is $3,500,000, and 
above Utica, $7,500,000. 

For the Missouri River, Kansas City to the mouth, it is 
estimated that $4,400,000 can profitably be spent for improve- 
ment, and $1,500,000 for maintenance, in the fiscal year 1933. 
The estimated cost of this project is $62,000,000. For the 
Missouri River, Kansas City to Sioux City, the estimate for 
iprovement in 1933 is $500,000, and for maintenance, $250,000. 
The estimated cost of the project is $27,000,000. 

For the Mississippi River between the Illinédis River and 
Minneapolis, the estimate is $3,700,000 for improvement and 
$845,000 for maintenance. The estimated cost of a 9-foot proj- 
ect on this part of the river is stated as $124,000,000. 


IDLE RIVER DOCKS 


(By Thomas F. Woodlock, in the Wall Street Journal) 


As a sidelight upon the operations of the Inland Waterways 
Corporation, it may be profitable to spend a few minutes on 
consideration of the Peoria Barge Terminal, which was formally 
opened last summer. 

This enterprise was undertaken as an adjunct to the Federal 
Barge Line, but is the property of the City of Peoria. It was 
voted despite considerable opposition on the part not merely of 
the railroads but of many of the business men of the city. A 
bond issue of $400,000 was provided and sold upon terms which 
required annual payments for interest and amortization of 
$30,881 on an annual average for 19 years, which with insur- 
ance, brings the average annual payments of the city to $31,213, 
excluding maintenance and depreciation. 

No definite contract has yet been made between the city 
and the Federal Barge Line for use of the terminal. The Barge 
Line has been using it on an informal agreement by paying to 
the city 15 cents for each ton of revenue freight handled through 
the terminal, and is willing to leave it on that basis, but will 
pay no more than this on revenue freight and will pay nothing 
on non-revenue freight. Nor will it absorb charges of railroads 
for track rental and car-hire, which must be paid by the city. 
These charges are estimated at not less than 5 cents a ton on 
an average; if the city absorbs them, there are left for it 10 
cents a ton. 

Consequently to meet the annual charges for interest, 
amortization and insurance, excluding maintenance and deprecia- 
tion, there will have to be handled 312,000 tons of revenue 
freight per annum. This must be done during the navigation 
season, i. e., nine months, which indicates a monthly revenue 
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tonnage requirement of something under 35,000 tons. Thus far, 
for three and one-half months to September 30, the total revenue 
tonnage handled at the terminal was 13,177 tons, an average of 
something under 4,000 tons per month. 

The payments by the Federal Barge Line to the City of 
Peoria for the same period amounted to $1,977. Operations were 
to be closed for the season about the end of October. No one 
will suppose that these initial operations are necessarily a fair 
guide to what may be expected to develop later, but the dis- 
screpancy between 4,000 tons and 35,000 tons is so large as to 
indicate that the City of Peoria has made a pretty bad bargain. 

What traffic may ultimately develop at this terminal is 
admittedly problematical. That it will reach anything like 
312,000 tons a year seems on its face impossible in view of the 
fact that in 1930 the total traffic of the Federal Barge Line at 
St. Louis (including East St. Louis) was but 401,277 tons, at 
Cairo 438,649 tons, at Memphis 275,667 tons, at Vicksburg 71,521 
tons, and at Baton Rouge 40,094 tons. All these terminals have 
been in operation for a long time; Cairo has been the principal 
rail-water transfer point, and Memphis is an important ware- 
house district of the Barge Line, as recent controversies before 
the Interstate Commerce Commission have disclosed. 

What chance has Peoria to match these figures? Besides, 
Cairo, Memphis, Vicksburg and Baton Rouge have a 12-months 
navigation season, and Peoria has but nine months! It is not 
surprising that Peoria is commencing to believe that someone 
has deceived it. 

While upon this subject, let us also look at Dubuque. Some 
four years ago this city built a water terminal for the exclusive 
use of the Federal Barge Line at a net cost (to April, 1930) of 
about $371,000. The Barge Line leased the terminal, operates it, 
maintains it, and pays the city 15 cents a ton on all freight 
handled therein. The city has outstanding $347,000 of bonds 
calling for average annual payments to 1947 of about $29,000. 
In order to collect this amount the traffic through the terminal 
must amount to about 193,000 tons per annum, and this must 
move during a navigation season of about eight months—a 
monthly requirement of some 24,000 tons. 

The terminal handled in 1928, 24,065 tons of the Federal 
Barge Line’s freight; in 1929, 40,454 tons, and in 1930, 39,330 
tons. In the last two years, therefore, tonnage has been only 
one-fifth of the amount necessary to give the city its outgo on 
bond interest and sinking fund and insurance. The net loss 
to the taxpayers of Dubuque on this enterprise to the end of 
the fiscal year, 1930-31, amounts to over $58,000, exclusive of 
depreciation. 

Notwithstanding this showing, it is now proposed that the 
city issue $150,000 bonds to construct a coal dock to be leased 
to a West Virginia corporation at a rental of 5 cents a ton on 
coal handled over the dock. This would require the handling of 
about 245,000 tons of coal per annum. Dubuque consumes, 
locally, less than 10,000 tons a year of eastern coal, which comes 
mainly from Illinois and western Kentucky! What earthly 
chance is there that any such tonnage could be handled at the 
dock? 

How much longer are taxpayers, local and national, going 
to allow themselves to be deceived by the superstition that 
transportation on inland artificial waterways is economical? 


NON-WATERWAY SHIPPERS 


At a meeting at Springfield, Ill, December 8, an organiza- 
tion of shippers “not located on any waterway,” to be known 
as the National Inland Shippers’ Association, was formed, with 
BE. L. Henninger, manager of the traffic department of the Bloom- 
ington (Ill.) Association of Commerce, as general chairman, 
pending the adoption of a constitution and by-laws and election 
of officers. The meeting was held in connection with a regular 
meeting of the Transportation Club of Springfield. 

The purposes of the new organization, as stated in a report 
adopted at the Springfield meeting, include “the sponsoring 
of indorsement of such legislation as will place common carrier 
barge lines under the regulation of the Interstate Commerce 
Commission.” Consideration will also be,given to investigating 
operation of busses and trucks, with a view to having such 
operations placed under state and federal regulation. The 
association will oppose “further expenditures by the state or 
federal governments either by appropriations or bond issues, 
toward further extensions of inland waterways,” and “insist that 
the Interstate Commerce Commission require rail carriers to 
establish the same rates via working and reasonable routes, 
in connection with private barge lines, desiring such joint rates, 
as have been or will be established in connection with the 
Federal Barge Lines.” 

The primary purpose of the organization, as shown by the 
call for the meeting, is to protect the interests of inland ship- 
pers from unfair results of operation of the government barge 
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line. Specific reference was made to port-to-port rates on a 
lower basis than apply in connection with a joint rail and water 
movement. 

The Springfield meeting was called following a meeting 
in Bloomington, [l., December 4. At that meeting, a committee 
of six, with Mr. Henninger as chairman, was appointed to pre- 
pare resolutions and offer suggestions to be acted on at the 
Springfield meeting. Other members of the committee were 
as follows: C. C. Landers, Western Brick Company, Danville, 
Ill.; E. W. Larrick, manager, transportation department, Decatur 
Association of Commerce; M. L. Pieper, traffic commissioner, 
Springfield Chamber of Commerce; C. S. Bather, commerce 
counsel, Shippers’ and Manufacturers’ Ascociation, Rockford 
Ill.; and James Graham, former congressman, now corporation 
counsel, B. & O. and Illinois Terminal Railroad, at Springfield. 

At the Springfield meeting, a resolution was adopted con- 
demning the use of tax money for the support of barge lines 
and motor transportation and “unfair” competition between the 
railroads and their inland waterway and highway competitors. 

Mr. Henninger received authority to appoint committees 
to draw up a constitution and by-laws, a ticket of officers, and 
make other arrangements for the permanent organization. 
These committees will report at a meeting of the association 
in Decatur December 16, to be held in conjunction with the 
regular meeting of the Decatur Transportation Club. 


INLAND WATERWAYS HIT 


The following resolution, reported by its committee on 
internal trade, composed of Roy E. Tomlinson, Amos D. Carver, 
Eustis L. Hopkins, Leclanche Morn, J. W. Roberts, and Thomas 
F. Woodlock, has been adopted by the Chamber of Commerce 
of the State of New York: 


The Inland Waterways Corporation, as members of the chamber 
are no doubt aware, is entirely owned by the United States and its 
operations are under the jurisdiction of the og | of War. It is, 
however, in the form of an autonomous corporation, handling its own 
funds through its own organization under a chairman and a board 
as do ordinary corporations. 
and Warrior rivers. 

On December 31, 1930, the Government of the United States had 
an investment of the public money in the enterprise totalling in all 
$24,401,314.20. Of this investment $12,000,000 represented cash in- 
vested in the corporation’s stock and $12,401,314.20 represented value 
of plant and property turned over to the corporation by the United 
States Government. 

The corporation’s current liabilities and deferred credits exceeded 
its current assets and deferred debits on that date in the sum of 
$51,512.36. A deficit is the result of the corporation’s operations from 
its inception in 1924 to the end of 1930. 

It is manifest that the barge line operations proper of the Inland 
Waterways Corporation were conducted at a loss last year and, as 
has been stated, have over the entire period of the corporation’s ex- 
istence failed to cover expenses. It is perhaps superfluous to point 
out that the corporation has never earned anything to represent a 
return on the public monies invested therein. 

Your committee deemed it further advisable to call the chamber’s 
attention to the fact that the United States Government in operating 
the Inland Waterways Corporation is using the people’s money to 
compete with its own citizens whose money is invested in railroad 
properties. The suggestion that the country’s transportation facilities 
are inadequate is not only absurd in the face of the present de- 
pression in traffic but has been manifestly untrue at any time since 
1921—-yet this has been the excuse for the corporation’s activities 
up to the present time. 


RIVERS AND HARBORS CONGRESS 


The Traffic World Washington Bureau 


That package freight lines on the Great Lakes are being 
hard pressed by the railroads and by unregulated competitors 
such as the trucks and freight forwarding agencies was the 
declaration of George B. Wright, freight traffic manager of the 
Detroit and Cleveland Navigation Company, in an address before 
the twenty-seventh convention of the National Rivers and 
Harbors Congress held in Washington December 8 and 9. 

Mr. Wright’s subject was, “Vanishing Rail and Lake Package 
Freight,” though he explained he intended to have the subject 
read, “Lake Erie’s Vanishing Rail and Lake Package Freight.” 
He said he confined his remarks to the Lake Erie lines because 
Lake Erie was the only one of the five lakes of which “I feel 
competent to speak and it is one subject in itself.” He dis- 
cussed the question of rail and lake freight rates and asserted 
that since 1915 the railroads had so dominated the rate situa- 
tion that the lake lines were gradually being forced to give 
up tonnage to which they were rightfully entitled. He reviewed 
this situation in some detail and emphasized the importance of 
satisfactory differential rates to the boat lines. 

From 1902 to 1915, the last season the railroads operated 
steamers on the lakes, said he, the tonnage of the Detroit and 
Cleveland Navigation Company had grown steadily, while be- 
tween 1916 and 1929 the tonnage had decreased 74.3 per cent. 

In 1902, when the company established the Detroit-Buffalo 
division, said he, it was welcomed with open arms by the rail- 
roads. In 1893, said he, the same thing happened when the 


Its operations are upon the Mississippi 
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THIS NEW FORM OF 
Reduces Shipping Costs 


(35% to 50% 


on certain classes of merchandise 


FLAT CARS bearing fire- and weather-proof con- 
tainers speed freight between cities at great savings 
to the l.c.l. shipper. Note the retaining and guide 
blocks with which flat cars are equipped for this 
service. Damage claims are virtually eliminated. 


CONTAINERS are hoisted from flat cars to motor 
trucks and sped over city streets direct to consignee’s 
store-door. This yard crane service is provided with- 
out charge by the Pennsylvania Railroad. 


Door-to-door delivery of less than carload lots at 
radically lower prices made possible by a cooérdi- 
nation of freight train and truck 


HE new tariffs, which went into effect in July, have 

focused attention on a new coordinated system of 
transportation for less than carload lots. Already in oper- 
ation between many important cities . . . with active plans 
laid for its extension into other major markets . . . the new 
coordinated truck and freight-train sy-tem bids fair to 
revolutionize transportation methods. 

Today it is bringing to many l.c.l. shippers important 
reductions and potentially offers reductions of from 35% 
to 50% in transportation costs. 

This new system is a development of the fundamental 
idea that each transportation medium should be used on 
the hauls for which it is best fitted. 


Separate steel containers are carried to the freight 
terminal by truck, loaded on a railroad flat car and carried 
by rail to the city of destination, and again trucked to the 
consignee’s door. 

The shipper or consignee may provide his own trucking 
facilities, or the railroad will act as agent in supplying this 
service. In any case, the railroad supplies the long haul, 
the truck supplies the short. Together, they offer flexibility, 
speed and amazing economy. 


This is but one of the transportation developments which 
lead the Pennsylvania Railroad to believe that a new era 
is dawning for the railroads and their users—an era of 
greater efficiency and lower transportation costs. 


The work of developing this and other transportation 
improvements is going on apace. Further important an- 
nouncements may be expected from time to time. 


PENNSYLVANIA 
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ZZJFre i ght Charges 


Minimum load per container - 4,000 lbs. 
Maximum load per container - 12,000 lbs. 


Container-car Service with Store-door Collection and 
Delivery contrasted with regular box-car service 


HE charts above show in detail some of the savings 
made possible by the new Pennsylvania container- 
car service between New York and Chicago. 


The upper bar in each classification reflects the actual 
transportation costs for ordinary l.c.]. shipments. The 
lower bars reflect the maximum reductions under pres- 
ent tariffs, made possible by the use of container cars. 


It should be noted that the entire elimination of 
packing-case costs and packing-case freight charges is 
“deal’’—that is, it is not realizable by many shippers 
of small-package units, though substantial reductions 


RAILROAD 


on these costs may be expected. 

A further indirect saving is not shown on the chart: 
the virtual elimination of loss and damage claims. 
Steel containers are fire-, theft- and weather-proof. 

These charts are an indication of the economies now 
available for many classes of merchandise shipped be- 
tween these and other terminals. 

This reduction in shipping costs is accompanied by 
swifter and more flexible service. You can promise de- 
livery at your consignee’s door on a regular schedule. 


Pennsylvania freight representatives will be glad to go 
over this service with you in detail and make specific 
recommendations for lowering your shipping costs. 
Write today to the nearest Pennsylvania agent. 
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Cleveland & Buffalo Transit Company began operations. 

“Neither 6f these lines would have been conceived,” said 
he, “had they not been assured the opportunity of securing 
traffic to and from rail connections, as port-to-port tonnage only 
could not possibly have paid the interest on the investment 
then or now. It is more vital today for us to have proper 
differentials than at any time in our existence, for the reason 
that other competitive agencies have been created that were 
entirely unforeseen thirty years ago.” 

Mr. Wright then referred to the competition of freight for- 
warding companies and truck carriers. He said truck trans- 
portation had grown by leaps and bounds. He urged that the 
word “maximum” be taken out of the regulatory provisions of 
the shipping act of 1916 under which the Shipping Board has 
jurisdiction over the port-to-port rates of lake lines, and that 
interstate forwarding companies and truck companies be sub- 
jected to the regulation by the Commission. He said the lake 
package lines could survive and prosper if such regulation were 
provided for and “if we are allowed some voice in deciding 
what is a fair and equitable basis of differential rates under the 
all-rail rates.” 

Addresses, also, were made at the session on December 8, by 
Major General Brown, Chief of Engineers of the U.S. Army, on 
waterway improvement work; John F. Galvin, chairman of the 
Port of New York Authority, who urged that, pending the settle- 
ment of questions involved in the proposed transfer of the New 
York Barge Canal to the federal government, the federal 
government should provide money for the improvement of the 
canal; Senator Glenn, of Illinois, who discussed the Illinois link 
in the lakes-to-gulf waterway and urged that waterway im- 
provement work be speeded up as much as possible; Repre- 
sentative Wilson, of Louisiana, who discussed flood control and 
navigation; Colonel Gilbert A. Youngberg, retired, Jacksonville, 
Fla., who urged adoption of a project for a canal across northern 
Florida, designated as the Gulf-Atlantic ship canal, to save time 
between gulf ports and Atlantic ports as well as foreign ports; 
Alexander W. Acheson, of Denison, Tex., who discussed the 
waterway situation in the southwest; G. H. Pouder, of the 
Export and Import Bureau of the Baltimore Association of Com- 
merce, who told of the facilities of the port of Baltimore to 
serve the interior; A. S. Nunez, chairman of the finance com- 
mittee of the Board of Port Commissioners of New Orleans, who 
spoke on the facilities of the port of New Orleans and their 
relation to the commerce of the Mississippi Valley; and Alex- 
ander W. Dann, of Pittsburgh, Pa., chairman of the Lake Erie 
and Ohio River Canal Board; L. H. Gavin, of Oil City, Pa., 
secretary of the Oil City Chamber of Commerce, and C. E. 
Sherman, of Columbus, O., member of the State Water Con- 
servation Board, who participated in a symposium on proposals 
for linking Lake Erie with the Ohio River. Mr. Dann argued in 
favor of the Lake Erie-Ohio River Canal via the Beaver River. 
Mr. Gavin urged that the Allegheny-French Creek route be used, 
and Mr. Sherman dwelt on the advantages, as seen by him, of 
a central Ohio riverway made by linking the Scioto and San- 
dusky rivers with a 10-mile canal, and forming a waterway 
between Lake Erie and the Ohio. 

A symposium on “The Future of Transportation,’ in which 
representatives of the railways and.the pipe lines did not par- 
ticipate, occupied part of the time of the session of December 8. 

S. A. Thompson, secretary of the association, in response 
to an inquiry as to why the railroads were not represented, 
said the Association of Railway Executives advised him it had 
been unable to find a representative to speak for the railroads. 
The pipe lines were not represented, said he, owing to the in- 
ability of a spokesman to be present. In recent conventions of 
the congress the railroads have been represented by speakers. 

Ivan Bowen, general counsel of the Greyhound Lines, for 
highways; Frederick R. Neely, chief of the aeronautic infor- 
mation division of the Department of Commerce, for airways; 
and Roy Miller, vice-president of the Intracoastal Canal Associ- 
ation, for waterways, participated in the symposium. 

Mr. Bowen devoted considerable time to the history of the 
development of highways. He said that having failed to con- 
vince the public that the highway user was furnished a free 
right of way, the object of propaganda a year or so ago, “our 
opponents now advance a program of regulation and taxation 
for the purpose, to use the language of a railroad president of 
the middle west, of securing ‘an equalization of competitive 
conditions.’” He also commented on the Commission’s ref- 
erences to highway transportation in the Fifteen Per Cent de- 
cision, remarking that just why the Commission should com- 
ment in a railroad rate proceeding on taxation and regulation 
of sizes and weights of motor vehicles, “a subject not within 
its province but under the police powers of the individual 
states, is not clearly apparent. The only connection with its 
proper authority is that highway traffic affects the rail carrier 
which the Commission by law is directed to foster and preserve. 
But I doubt that the Commission construes its obligation to the 
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rail carrier to the extent that it feels called upon to advocate 
taxation and legislation for highway transportation in order to 
bring about ‘an equalization of competitive conditions.’ Never- 
theless, that is the interpretation the advocates of such policy 
put on the statement. For while the Railway Age, the bell- 
wether for the propagandists, states that ‘while the Commission 
has been rather poor at performing its own duty, it is good at 
telling others how to do theirs,’ and vigorously attacks the de- 
cision as a whole, that publication refers to the above obiter 
dicta of the Commission as ‘important and constructive sug- 
gestions.’” He said the point he wished to bring out was that 
the public was entitled to the use of the highways at the lowest 
possible cost, and that cost should not be based upon the 
charges for some other form of transportation. 

“What we ask,” said he, “is that taxation and restrictive 
legislation be based on the facts as disclosed by men who 
know what they are talking about and not on any theory of 
‘equalizing competitive conditions’ or ‘protecting’ any particu- 
lar form of transportation.” 

Mr. Neely gave an interesting descriptive talk of the de- 
velopment of civil aviation, telling of developments in the 
manufacture and operation of aircraft, and of the airway navi- 
gation aids provided by the government. 

Mr. Miller said he had never advocated improvement of 
a waterway as a substitute for some other form of transporta- 
tion. His point was that all forms of transportation should be 
used and that there should be coordination and cooperation 
among the various forms of transportation. He said all the 
facilities were needed—that the problem was merely one of 
coordination, and that its solution should be sought in coordina- 
tion and cooperation and not destructive competition. He said 
if regulation was needed to bring about the desired solution, 
then there would be regulation, and that if the result could 
not be obtained without government ownership, then the people 
would demand that. He said he did not think that railroads 
were either wise or patriotic in making unwarranted attacks 
on other forms of transportation. 

Before the symposium, Representative Brand, of Georgia, 
spoke in support of adoption of a 9-foot channel project by 
Congress for the Savannah River between Savannah and Au- 
gusta, Ga. 

William E. Woollard, of Albany, N. Y., vice-president of the 
New York State Waterways Association, spoke on the proposal 
for the federal government to take over the Erie and Oswego 
canals of New York with the land and appurtenances thereto, 
without cost to the federal government, and without the fed- 
eral government being committed to make ship canals out of 
the waterways, as provided in the last river and harbor act. 
He said New York would never consent to transfer of the 
canals to the federal government on such a basis. He said the 
aid of the federal government should be extended to the New 
York canals on the same basis as it was accorded highways 
and that control should remain in the state of New York. 


A fight made by Illinois, upper Mississippi and Louisiana 
delegates to oust former Senator Ransdell as president of the 
organization and to make Representative Frank R. Reid, of 
Illinois, president, was successful in the closing hours of the 
convention. A motion to substitute a minority report favoring 
reelection of Mr. Ransdell as president was lost by a vote of 67 
for and 107 against. Mr. Reid was declared elected president. 
Mr. Ransdell was made honorary president for life in recogni- 
tion of his long service in behalf of the organization. Delegates 
who favored the election of Mr. Reid, it was said, thought the 
time had come to “pep up” the organization. It was also con- 
tended that Louisiana and the south had had the presidency of 
the organization for a number of years and that the north 
should have a chance at it. There was gossip that the Huey 
Long forces in Louisiana were participating in the fight to de- 
pose Mr. Ransdell who was defeated for the Senate by Governor 
Long. James Thomson, publisher of the New Orleans Item, 
spoke for the election of Mr. Reid. He favored the election of 
Mr. Reid chiefly because as chairman of the House committee 
handling flood relief legislation, Mr. Reid had played a large 
part in getting through the Mississippi Valley flood relief bill. 
Malcolm Stewart, of Cincinnati, urged the reelection of Mr. 
Ransdell, as did former Representative John H. Small, of North 
Carolina. 

In resolutions the organization declared for the completion 
of all authorized waterway projects within the shortest possible 
time. It urged Congress to make appropriations that would 
increase river and harbor funds that would permit intensive 
prosecution of river, harbor and flood control projects, and if 
necessary, the issuance of bonds therefor. President Hoover 
and other government officials were thanked for their endeavors 
in behalf of waterway improvement. 

Standardization of channel depths was recommended, as 
well as development of standardized terminal and interchange 
facilities. Discontinuance of steamship services under the army 
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KING COTTON — FAITHFULLY SERVED 
BY THE KATY FOR GENERATIONS 


“When you’re my age,* 
son, you'll appreciate what 


the Katy means to us.” 


To thousands of cotton 
growers in the Great Southwest the Katy’s phys- 
ical symbols of service—rails, bridges, stations 
and trains—are as familiar as the cotton gin. 


From their fathers before them the planters of 
today learned how important this railroad is to 
their welfare. They know the Katy as the pioneer 
railroad of Oklahoma and Texas and that its 
construction prompted their forefathers to settle 
in this rich new territory. 


They realize that the Katy, in faithfully serving 
King Cotton and in transporting to them the 
necessities of life, has provided a service that 
cannot adequately be replaced by any other form 
of transportation. 


They know, too, that when their sons and 
daughters become men and women the Katy will 
be even a greater factor in the prosperity and 
development of the Great Southwest than it is 
today, pes. as it is to a policy of continued 
progress and cooperation. 


Men engaged in the cotton growing industry as 
well as in every branch of agriculture and in- 













dustrial endeavor in the Southwest, think of the 
Katy as THEIR railroad. They know and ap- 
preciate the friendly and co-operative spirit of 
the Katy employes. They know, too, that because 
of this spirit and its zeal for service to its 
patrons and to the communities it serves, the 
Katy will continue to be the faithful servant of 
the Great Southwest for generations to come. 





ad « 
PRESIDENT, 


Missourt-K ansas- 
Texas Lines 
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Mr. B. A. Erwin, General Cotton Traffic Representative, M-K-T Lines, Houston, Texas 
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and navy was urged. The organization recommended to Con- 
gress “a national policy of federal grants-in-aid to any state 
for the improvement of its inland waterways, similar to grants- 
in-aid of states for vehicular highway improvements, provided 
that the state owned waterway constitutes a through route for 
interstate commerce.” It suggested that the new board of 
directors select a regional committee of at least seven members 
to recommend ways and means of broadening and developing 
the activities of the National Rivers and Harbors Congress. 
It declared against “any regulation or curtailment of the free 
usage of our inland water highways. They are open highways 
of commerce for the benefit of the public and should be kept 
forever free.” 


NINE FEET FOR UPPER RIVER 


Recommendation that a nine foot project, estimated to cost 
one hundred and twenty-four million dollars, be adopted for 
the Mississippi River between the Missouri River and the Twin 
Cities, has been made to Congress by Major General Brown, 
Chief of Engineers of the Army. 


TENNESSEE RIVER PROJECT 


The Secretary of War has submitted to Congress a report 
of the Chief of Engineers on a project for a 9-foot channel in 
the Tennessee River from the mouth to Knoxville. The recom- 
mendation is that work be started on the section from Muscle 
Shoals to Chattanooga and that $22,500,000 be authorized for 
low dam construction for that section, that is, $17,500,000 in 
addition to $5,000,000 already authorized. As to other sections 
involved, the report does not recommend that work be started 
at present. 


LAKES-TO-GULF WATERWAY 


Representatives of the Grand Calumet Improvement Asso- 
ciation called on President Hoover December 9 to urge him to 
support a request for an appropriation of $20,000,000 to com- 
plete the connection between Lake Michigan and the Illinois 
waterway via the Calumet River. The President was repre- 
sented as being in a sympathetic mood with respect to the pro- 
posal if the money could be found for the work. 


PATIENCE OF PRIVATE MOTORISTS 


That the average operator of a private automobile is “a 
monument of patience and hope deferred” no one can deny, 
declared Charles Barham, vice-president and traffic manager, 
N. C. & St. L., at a luncheon given by the Cincinnati Traffic 
Club and the Miami Valley Traffic Club to the members of the 
Ohio Valley Shippers’ Advisory Board attending the eighth an- 
nual meeting of the board, at Cincinnati, December 8. Recog- 
nition of the inconvenience and injustice to the private motorist 
of operation of “freight trains” over the highways must inevit- 
ably bring about a readjustment in motor vehicle taxation, he 
contended. He said the taxation of private citizens for road 
purposes was a third greater than it need be except for the 
operation of heavy freight and passenger carriers on the high- 
ways, without an adequate payment for the use of the highways. 

He spoke of the average operator of a private automobile 
as “the modern successor to Job.” The trouble seems to be, 
he said, “that, fascinated and delighted with the pleasure, the 
freedom, the release he obtains through car ownership, he is 
tolerant of abuse and accepts with a gesture, and in the grand 
manner, conditions that are really grossly and flagrantly unfair.” 

He referred to statements of numerous highway construc- 
tion “experts” in support of his contention that the cost of 
highway construction is far greater than it need be if heavy 
freight and passenger carrying vehicles were not allowed on 
them. 


IMPROVEMENT OF HIGHWAYS 


In the fiscal year ended June 30, 1931, federal-aid projects 
involving the improvement of 11,033 miles of road were com- 
pleted, according to the annual report of the Secretary of Agri- 
culture, under whose jurisdiction the Bureau of Public Roads 
functions. 

These 11,033 miles of highways were built at a total cost 
of $255,088,414.09, toward which the federal government con- 
tributed $105,918,451.14 and the states the balance, according 


to the report, which adds: 

Not all of the federal contribution to these roads was paid dur- 
ing the past year. Payments were made for work done upon them 
throughout practically the entire period of their construction, which 
on many projects considerably exceeded a year. 

But the payments actually made to the states during the year 
on these completed projects and others still under construction ex- 
ceeded the amount involved in the completed projects and reached 
the total of $133,340,910.64. This is the largest sum of federal-aid 
money over paid to the states in a single year. It exceeds by nearly 
$12,000,000 the recently increased apportionment of $121,875,000. 

This heavy disbursement, made possible by the existence of a 
relatively small unexpended balance from previous fiscal years, is 
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another indication of the extent to which the federal-aid program 
has been enlarged in the effort to furnish additional employment. So 
high a rate of expenditure can not be long continued, however, be- 
cause the expenditures must be kept within the amount apportioned 
when all accumulated balances have been exhausted. 


The total mileage improved with federal aid to date, ac- 
cording to the report, and classified as completed, excluding 
4,174 miles which were undergoing stage construction or re- 
construction at the end of the fiscal year, is 88,713 miles. 

Between January and September, 1931, said the report, there 
were employed on federal-aid road construction and road con- 
struction in the national forests and parks, an average of 
100,000 men, increasing from a minimum of 31,000 in January 
to a maximum of 164,700 in July. The report added: 

These figures represent_the employment offered directly in the 
construction of the roads. For every person employed directly there 
are probably at least two indirectly employed in the production and 
transportation of road materials and equipment. If that be the case, 
the road-building work in which the department participated occupied 
an average of approximately 450,000 men during the active season, 
and the equivalent of 300,000 men for the period from January 1 to 
September 1, 1931. 


TEXAS MOTOR INJUNCTION 


A temporary injunction restraining the Texas Railroad Com- 
mission from enforcing the Texas motor carrier law against 
H. B. Sage and eleven other interstate truck line operators, 
except as to provisions guaranteeing highway and public safety, 
has been granted by a three-judge tribunal in U. S. Circuit 
Court at New Orleans. The injunction was issued on condi- 
tion that interstate operators make immediate applications for 
licenses and permits to operate. Attorneys for the plaintiffs 
declared their case was an attack on the validity of the Texas 
law. The temporary order remains in effect until argument and 
decision for a permanent writ. 


EXPRESS BY AIR 


Another “record” of the “age of speed” is claimed by 
Century Air Express, express department of the Century Air 
Lines recently created, as the result of its delivery of a fifty- 
pound shipment of printing ink to a Detroit firm two hours 
after it was placed aboard the noon plane of the company in 
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Chicago. The shipment was from the American Printing Ink 
Company, Chicago, in response to a rush order from Stair, 
Jordan and Cerre, Detroit printers. The illustration shows the 
ink shipment, along with others, being loaded into the com- 
bination passenger and express plane of Century at Municipal 
Airport, Chicago. 





NEW AIR SERVICE ANNOUNCED 


By arrangement of connecting schedules, through passenger 
service on tri-motor planes is now available over United Air 
Lines between eastern points and Hoover Dam, Nev. Planes 
leaving New York in the morning, with a transfer to Western 
Air Express at Salt Lake City, put passengers in Las Vegas, 
N. M., the following morning. A through all-plane service from 
the west to Boston is also announced, with thirty-four hours 
required to make the trip from the Pacific coast to Boston. A 
quarter of an hour has just been cut from the Chicago-Kansas 
City flight of the United Air Lines’ daylight plane, making it a 
four-hour flight. Having completed 15,000,000 of winter fly- 
ing, the company has issued a bulletin calling attention to 
some of the factors making for dependability in all seasons and 
the comfortable heated cabins of the transport service. 
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Frisco-ranp boasts a 

passenger service of unusual 

excellence ‘via Frisco Lines.” 

Bedroom cars, smart sun parlor cars and 
unsurpassed dining service are typical of 
the Frisco’s desire to make your trip luxur- 
iously comfortable. Fast and convenient 
schedules shorten the miles and save the 
traveler’s time, at departure and arrival 
points. Such famous trains as the Texas 
Special, The Bluebonnet, Meteor, Memphian, 
KansasCity-Florida Special, The Sunnyland, 
Oklahoman, and the Oil Fields Special lead a 
fleet of flyers that are real aristocrats of 
the rails. S. S. BUTLER, General Traffic Manager 
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ALASKA RAILROAD 


By increases in freight rates ranging from 35 to 70 per 
cent and economies, the government-owned Alaska Railroad, 
according to the annual report of Secretary Wilbur, of the 
Department of the Interior, held its deficit from operation of 
the railroad and its river boats, in the year ended June 30 last, 
to $589,750.55, a decrease, in comparison with the preceding 
year, of $647,369.57, or 52.32 per cent. The operating ratio fell 
from 209.34 to 154.31. 

Declines in the mining and fishing industries, responsible 
for more than 90 per cent of Alaska exports and 95 per cent 
of all labor, Secretary Wilbur said, had effects upon the gov- 
ernment’s railroad that were serious. The railroad had been 
operating at a deficit of about $1,000,000 a year. 

This increase in freight rates was the result of a recom- 
mendation of a Senate committee that had investigated it with 
a view to having the railroad placed upon a paying basis. The 
committee recommended, in 1930, that freight rates be increased 
by the percentages mentioned, that passenger fares be increased 
6624 per cent and that train service be drastically cut. These 
recommendations, Secretary Wilbur said, had been followed. 

“Although reduced, the deficit amounted this year to $589,- 
750,” said the secretary. ‘The long-time effect on the growth 
of revenue remains to be seen. Heretofore, the fixing of rates 
has been a function exercised by administrative officers with 
an effort to promote local traffic. The policy required by the 
Senate committee, however, will be given a full and fair trial.” 

A summary of the report of the general manager of the 
railroad, made a part of Secretary Wilbur’s report, says “it is 
the opinion that the increase in passenger fares (to 10 cents 
a mile) has and will continue to adversely affect this source 
of revenue, particularly the local travel, which has shown a 
steady decline since its inception.” 

An increase in freight tonnage, said the general manager, 
cecurred prior to the freight rate increase. He attributed that 
to merchants stocking up in advance, with resultant decrease 
in tonnage in the succeeding months, which would continue 
until the over-supply had been exhausted. 

Economies resulted in reducing the total expenses from 
$2,418,550 to $1,727,784, resulting in the reduction of the deficit 
as before set forth. Not only were train mileages reduced but 
forces were reduced and other economies achieved. The aver- 
age number of employes was reduced from 969 in the fiscal year 
1930 to 671 in 1931. 

Rail operating revenue from all sources was $1,053,455.93, 
a decrease of 4.21 per cent, of which freight contributed $688,- 
440.14, an increase of 1.57 per cent. Passenger revenues con- 
tributed $191,475, a decrease of 4.46 per cent. 

All revenue from river boat operation amounted to $84,- 
577.84, a decrease of 3.66 per cent, a loss of $10,544.11 as com- 
pared with a loss of $15,753.31 in the preceding year. 

Total expenses for rail and boats were $1,727,784.42, a 
Cecrease of $690,765.13, or 28.56 per cent, the result being the 
reduction in the deficit heretofore noted. 


CONSOLIDATION OF RAILROADS 


With a view to preserving competitive conditions in New 
England the governors of five New England states have inter- 
vened in No. 12964, the consolidation case, is opposition to the 
unconditional grant of the changes in the allocation of railroads 
desired by the proponents of the four system plan for the 
eastern district. The signatory governors are Wilbur L. Cross, 
Connecticut; William T. Gardiner, Maine; Joseph B. Ely, Massa- 
chusetts; John G. Winant, New Hampshire, and Stanley C. 
Wilson, Vermont. 

Their fundamental proposition was that the four party plan 
of the Pennsylvania, Baltimore & Ohio, New York Central and 
Chesapeake & Ohio would not carry out the purpose of Congress. 
They pointed out that the four trunk lines propcsed, in their 
four system plan, the detachment of the Delaware & Hudson 
from system No. 1 for joint operation and control by the four 
applicants; a like joint control and operation of the Troy Union; 
detachment of the New York, Ontario & Western from system 
No. 2 and assignment to the New York Central; detachment of 
the Lehigh & New England from system No. 2 and assignment 
to joint ownership by the proposed four systems; and the detach- 
ment of the Lehigh & Hudson River from system No. 2 and 
assignment to the Baltimore & Ohio. 

The governors said that those railroads all maintained 
routes by which traffic originating and terminating in New 
England was carried from New England to and from other parts 
of the country. They said it was of vital interest to New Eng- 





land that the routes of those railroads be kept open to competi- 
tive traffic to the fullest possible extent. 

Domination of the traffic of New England shippers by the 
Pennsylvania 


and endangering of the ‘Canadian differential 
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routes were seen as things inherent in the four party plan. 
The governors pointed out the interest of the Pennsylvania and 
the Pennroad Corporation in the New Haven and the Boston 
& Maine. 

With regard to the possible domination of the Pennsylvania 
and the alleged menace to the Canadian differential roads, the 
petition of the governors said: 


The Pennsylvania, if it is permitted to continue its direct and 


indirect ownership of the two major New England roads, will be 
able to dominate the railroad traffic between New England and trunk 
line territory, so-called, and to suppress and restrict competition for 
traffic originating and for traffic terminating within New England 
territory, all to the great damage of the inhabitants of the New 
England states; that the Pennsylvania Railroad Co. would be in a 
position to induce (almost to the point of coercing) New England 
shippers to send freight by routes which would favor the Pennsyl- 
vania Railroad; that the maintenance of the so-called differential 
rates for shipments from New England points to western territory by 
way of Canada are of great importance to the people of New England 
and would be endangered; and that a large part of New England 
would be served only by railroads controlled and managed in the 
interest of only one of the trunk lines parties to the pending appli- 
eation. 

The petition asks the Commission to require the Pennsyl- 
vania and the Pennroad to divest themselves of their stock 
holdings in the Boston & Maine and the New Haven or the 
voting power thereof in some manner approved by it which 
would eliminate “effectually” the “influence and participation 
of the Pennsylvania Railroad Co., or of any subsidiary or 
affiliated company, as a stockholder, in the management and 
conduct of the two major New England railroads and thus to 
restore, and in the future maintain, the equality of access to 
New England territory of all the railroads parties to or included 
in the four system plan outlined in said pending application, 
and likewise restore and maintain the equality of access by the 
public served by the said two New England railroads and the 
territory served by them, by the restoration and maintenance 
of free use of, the interchange of traffic at, all the New England 
gateways, so-called.” 

The governors asked that, in the event the Commission 
approved the four system plan, it include in its approval a 
general requirement that no one of the four parties acquire, 
directly or indirectly, any of the stock of any of the railroads 
in New England, or retain any stock or power to vote thereon. 

Hearings on the proposal of the four trunk lines for a four 
system consolidation in the eastern district have been set for 
January 6, at Washington. 


POSTAL SERVICE REPORT 


In the fiscal year ended June 30 last, the postal service, 
according to the annual report of Postmaster General Brown 
made public December 8, operated at a deficit of $146,066,189.66 
in comparison with a deficit of $98,215,987.43 in the preceding 
year. This gross deficit is subject to adjustment, under the law, 
on account of expenditures for non-postal objects, chiefly, 
according to the Postmaster General, for air and ocean mail 
subventions and the free service accorded for Congress and the 
executive departments. Receipt were $656,463,383.29 and 
audited expenditures, $802,529,572.95. 

This increase in the deficit is attributed almost wholly to 
the shrinkage in the volume of the mails. Expenditures for 
the fiscal year 1931 remained at practically the 1930 level, but 
receipts fell off more than $49,000,000. The expenditures for 
non-postal projects aggregated $48,047,308.28, so that the net 
or actual postal deficit was calculated by Mr. Brown to have 
been $98,018,881.38, or $39,472,269.34 over the net deficit of the 
preceding year. 

The Postmaster General, in this report, renews his recom- 
mendation, for consideration by Congress, for a revision of rates 
so as to make his department self-supporting so far as its 
strictly postal operations are concerned. He suggests a letter 
rate of 3 cents. 

An increase to 2.5 cents on letter mail, recommended by 
him last year, he said, would be inadequate now, obviously fall- 
ing far short of producing the revenues adequate at the present 
time. Such a rate, he said, would produce about $50,000,000 a 
year. The deficit for 1931 attributable to strictly postal service, 
he points out, was $98,000,000 and if present trends continue 
the net deficit for the current fiscal year will be in the neigh- 
borhood of $150,000,000. 

“This raises the question,” says the Postmaster General, 
“whether, in view of the already overtaxed condition of the 
general treasury, it would not be advisable, pending return of 
normal conditions, to fix a 3-cent rate for letter mail. It is the 
opinion of the Postmaster General that the adoption of a 3-cent 
rate on non-local letter mail should be given careful considera- 
tion by Congress in connection with any measures which may be 
proposed to provide increased revenues for the support of the 
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government generally, with a view to relieving the treasury to 
the greatest extent practicable of the burden of supporting the 
postal function.” 

Among other recommendations made by the Postmaster 
General are one authorizing him to permit railroad and electric- 
car companies to provide mail transportation by motor vehicle 
in lieu of service by train and another to authorize him to con- 
tract for air mail service in Alaska. 

On the last day of the fiscal year 1931, the report said, mails 
were carried by 468 companies over 216,291 miles of railroad, 
for which service expenditures of $120,250,000 were made, 
$10,059,699 being for mail-messenger service. At the same time 
mail was transported by power boats over 43,196 miles at a 
cost of $1,407,420 and by 211 electric railroad companies at an 
expenditure of $568,820. 

The Postmaster General pointed out that while there was 
a decrease in the volume of mail matter, there was an increase 
in the use of the air mail, attributing that to enlargement and 
improvement of that branch of the service. Routes were ex- 
tended from 14,907 miles at the end of the fiscal year 1930 to 
23,488 miles in 1931. Facilities for scheduled passenger service, 
he said, were now afforded on all but two of the present air 
mail routes, with progressive increase of income to their 
operators. Mr. Brown said the department confidently believed 
that within the next few years a stable passenger and express 
business would be developed to such proportions as to justify 
the gradual reduction and eventual elimination of the aviation 
subsidy as a factor in air mail pay. Expenditures in the last 
fiscal year were $16,995,734, 8,579,422 pounds of mail having 
been carried by plane. Of the total scheduled service of 22,907,- 
169 miles, 21,381,852 miles were flown. Two new transcon- 
tinental services were inaugurated in the year, one from 
Atlanta and the other from New York to Los Angeles. The 
year, Mr. Brown said, was marked by the introduction of new 
and additional passenger schedules on many air mail routes. 
The policy of the department in encouraging passenger trans- 
port, he said, had a far-reaching effect on commercial aviation. 

In the year $14,639,134 was spent on the government-owned 
motor vehicle services which was extended to 182 additional 
cities, bringing the number so served to 1,242. The government 
employed 8,087 owned trucks and 4,469 persons in that service, 
an increase of 567 trucks and a decrease of 79 in truck per- 
sonnel. In 1927, he said, it cost 87 cents to produce an hour 
of truck service, but that in 1931 that cost had been cut to 46 
cents. 

Old trucks of the 1918 model acquired from the War 
Department are being replaced. There are about 8,100 of them. 
In 1930, 300 of them were replaced and in 1931, 2,850, leaving 
about 3,050 to be replaced by more modern and more easily 
maintained equipment. 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


Announcement was made at the meeting of the Shippers’ 
Conference of Greater New York December 9 that the railroads 
propose to increase their charges for storage and handling 
freight on piers in New York Harbor. The reason for the move, 
it was said, was because of the charges made in the past by 
the Warehousemen’s Association of New York that the rail 
carriers have been storing freight beyond the legal time limit 
and at nominal charges practically amounting to a rebate. This, 
the warehousemen charge, has resulted in unfair discrimina- 
tion against and competition with the private warehouses with 
diversion of business from private companies. 

Besides New York, the new charges will apply to the ports 
of Philadelphia, Baltimore, Hampton Roads and some others, 
Mr. Welsh stated. 

According to the announcement, made through W. R. 
Askew, chairman of the Trunk Line Association, the railroads 
serving the aforementioned ports propose to establish on prop- 
erty received from incoming vessels and stored on railroad 
owned, leased or operated facilities, and also on all property 
stored in transit in New York Harbor, and on sugar stored in 
transilt in Philadelphia, a storage charge of three cents a hun- 
dred pounds, with a minimum charge of 1 cent a cubic foot 
a month or fraction thereof, and an additional combined charge 
of four cents a hundred pounds for handling such traffic into 
and out of storage. 

It was said that, even with these additional charges, the 
rates would still be a trifle lower than those of private ware- 
housemen, and especially in the case of the handling charge, as 
the warehousemen have to include the cost of cartage from the 
pier to the warehouse. 

Before the new rates go into effect the Trunk Line Associ- 
ation will hold a public hearing on them January 6 at 10:15 
A. M. It is not known yet what attitude the warehousemen will 
take. It was said by one speaker that the previous charges im- 
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posed by the railroads were not only not profitable but did not 
pay even for as much as “axle grease.” 

It was also stated that the Interstate Commerce Commis- 
sion of its own volition was conducting an investigation of the 
whole subject of storage charges on piers. 

The conference decided to appoint a special committee of 
three to study the proposed legislative program of the railroads. 

Chairman W. H. Chandler said that he felt that the confer- 
ence would be performing a public duty by undertaking this 
work if it brought in a constructive report replying to the rail- 
roads’ legislative plans. 

“It seems to me that we should endeavor to frame a reply 
to the railroad’s announced policy,” Mr. Chandler said. “We 
should not attack or support that program. It would be doing 
a real service if we did something helpful to those who do not 
know anything of the issues except what they are told by the 
railroads.” 

The report is to be treated in confidence until ready for 
presentation at the next meeting, when definite action will be 
taken. The committee named by Chairman Chandler is com- 
posed of Ezra E. Williamson, commerce specialist; T. W. Metre, 
professor of transportation at Columbia University; and George 
M. Loeffler, Jr., traffic manager of Nestle’s Products Company. 

The report is to be sent to every member of Congress and 
is to be widely circulated. 

The conference decided, as some delay had been experi- 
enced since the conference first discussed the proposal of the 
Port of Albany seeking to establish the Baltimore rates between 
its port and Central Freight Association territory on import, 
export, and intercoastal traffic, with the railroads agreeing to 
absorb a 60 cents a ton wharfage and handling charge on Car- 
load traffic, which might operate to the disadvantage of New 
York, to take no further action at present. 


ALLEGHENY ADVISORY BOARD 


The Allegheny Regional Advisory Board will hold its nine- 
teenth regular and fifth annual meeting at the William Penn 
Hotel, Pittsburgh, Pa., December 17. The session will be ad- 
dressed by Curtis M. Yohe, vice-president of the Pittsburgh & 
Lake Erie Railroad, and Executive Vice-President M. J. Gorm- 
ley, of the American Railway Association, and Vice-President 
H. B. Voorhees, of the Alton Railroad Company, will be in at- 
tendance. 

Several hundred representatives of industry and railroads 
will discuss the transportation situation and car requirements 
for the first quarter of 1932. 

Industrial and rail executives attending the mid-year dinner 
of the Traffic Club of Pittsburgh, the evening of December 16, 
are expected to remain for the board meeting. 

Consideration will be given to the formation of a freight 
claim prevention committee to be composed of industrial and 
rail representatives. Other activities and policy matters will 
be discussed and election of officers will be held. Twenty-four 
commodity committees will give reports on conditions in their 
industries and rail representatives will report on subjects of 
interest to the users of rail transportation. Reports will be made 
as to the status of a design for a roofed gondola car suitable 
for the transportation of materials requiring protection from 
the weather which were formerly shipped in box cars and lat- 
terly covered by a moisture-proof shroud in open gondola cars. 
Report will also be made as to the practice of making charges 
against producers for costs incurred by the railroads in remov- 
ing excess lading from overloaded cars. 

Meeting of the board will be preceded by a session of the 
railroad contact committee in the forenoon of December 16, of 
which James L. O’Toole, assistant general manager, Pittsburgh 
& Lake Erie, is chairman; and by a session of the executive 
committee in the afternoon of December 16 (following a lunch- 
eon at 12:30 p. m. in the William Penn Hotel), of which Ernest 
H. Gilbert, president of the Gilbert Fuel Corporation, Morgan- 
town, W. Va., is chairman. 

Membership of the board, which is restricted to representa- 
tives of concerns which ship via rail, numbers approximately 
fifteen hundred and includes a majority of the district’s carload 
shippers and receivers of freight. 


GREAT LAKES ADVISORY BOARD 


The thirty-second regular meeting of the Great Lakes Re- 
gional Advisory Board will be held at the Hotel Statler, Detroit, 
December 16. Reports of commodity committees, covering pro- 
spective loadings in the first quarter of next year, and of 
railroad representatives will be received. J. L. Eysmans, vice- 
president in charge of traffic, Pennsylvania, will speak on “From 
a Traffic Manager’s Standpoint.” General transportation con- 
ditions will be reviewed by H. G. Taylor, manager, public rela- 
tions section, car service division, American Railway Association, 
and C. R. Megee, district manager, will discuss conditions local 
to the board. In addition there will be a speaker at a noon 
luncheon. 
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THE UTMOST IN SERVICE 
AT REDUCED COST 


THE CAMDEN MARINE TERMINALS offer steamship companies, shippers and distrib- 


utors unsurpassed facilities for the handling and forwarding of all classes of 


freight with the utmost dispatch, safety and economy. 


Five ocean-going cargo carriers can be berthed and worked simultaneously. The 


quay wharf provides for docking without tugs. Two shipside R. R. tracks traverse its 


entire length. Steel cargo masts seventy-five feet high permit the transfer of freight 


from ship to cars without delay. Two transit cargo sheds equipped with dry pipe 
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of canned so at the Camden Marine Terminals for 
Chicago aon ‘distribution to other mid-western points. 
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sprinkler system provide 74,000 


feet of excellent storage space. 


Modern cargo handling devices 
include three 25-ton locomotive 
Gantry Cranes. A special ship tele- 
phone is placed on all vessels with- 
out cost. 20 acres of open storage 
space constitutes one of the most 
desirable lumber distribution yards 
in the East. The Terminals are 
served by both the Reading and 


Pennsvlvania Railroads. 


Write for detailed 
information and tariffs 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Demurrage—Deducting Time Between Surrender of Bill of Lad- 
ing and Payment of Charges, and Actual Placement of Car 


Illinois —Question: I would be very glad to have your in- 


terpretation as to the proper method in computing additional 
free time, provided for in “Note” to Sec. B-1, Rule 3 of A. R. A. 
Freight Tariff 4-L, when cars are held for surrender of order 
bills of lading or held for payment of freight charges before 
delivery to a consignee having a private track located on the 
rails of the line-haul carrier. 


The note reads a sfollows: 


The time between receipt of order and placement of car (not to 
include the time attributable to the act or neglect of consignor or 
consignee) will be deducted from the total detention of the car. 


According to the note, any time between receipt of order 
and placement of car should be deducted from the total deten- 
tion to the car. I take this to imply that the consignee is 
entitled to a full forty-eight hours of free time for unloading, 
including time held cff his track for surrender of bill of lading, 
unless for some reason attributable to the consignee it cannot 
be promptly placed, in which event such time should not be 
included in any deduction from the detention to the car between 
receipt of order and placement of car. 

For example: A car on which notice was given October 5, 
holding for surrender of bill of lading such lading, surrendered 
to the railroad agent 11 a. m. October 6, car not placed until 
10 a. m. October 7, and unloaded October 8, 4 p. m. I have been 
charged $2 demurrage for October 8 without any allowance for 
time between surrender of lading at 11 a. m. October 6 and place- 
ment of car 10 a. m. October 7, a period of twenty-three hours. 
The railroad company contends that under the wording of the 
note that in view of the fact that car was placed on my track 
in regular order of switching, that is, the next switch after 
surrender of the bill of lading, that this time is attributable to 
me as an act of neglect in not having surrendered the bill of 
lading and paid the freight charges prior to the arrival of the 
car. 

As I understand the note, it means that after I have com- 
plied with all of the requirements by surrendering the lading 
or paying the freight charges and car is ready to go on to 
my track and I am in a position to receive it, there is not any 
act of neglect or additional time attributable to me that cannot 
be deducted from the total detenion. 

Answer: In our opinion, the twenty-three-hour period is not 
deductible in the instant case. The note in Rule 3-B-1 is not 
absolute. It expressly states it does not contemplate a deduc- 
tion of time attributable to the consingee. It does not state 
that it relates only to the act or neglect of the consignee follow- 
ing the surrender of the bill of lading. If for any reason attrib- 
utable to the act or neglect or failure of the consignee the car 
failed to make the switching service of October 6, necessitating 
that it be held over for next day’s switch, we think it was the 
consignee’s failure and not the fault or failure of the carrier 
that an extra day’s detention to the car resulted. Reasonable 
switching service is all that a shipper can demand. If through 
any condition attributable to him a car misses the regular 
switching service it is automatically debited against him for 
that day. In the instance case the situation strikes us as no 
different than if the consignee had surrendered the bill of lading 
and paid the charges and ordered the car set at 7 a. m. Octo- 
ber 7. 

While we know of no decisions in point, we do not believe 
the note contemplates relieving the consignee of any portion 
of the detention for which he is responsible, but only in the 
present respect, where the carrier fails to render regular and 
reasonable switching service. 


Tariff Interpretation—Application of Section 1, Rule 10, of 
Classification in Connection with Commodity Rates 
Utah.—Question: Referring to your answer to “Illinois,” 
on page 900 of Traffic World of October 24, under the above 
caption. 
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I believe rule 10 of the classification has only reference to 
“highest classed or rated article’ provided for in the classifi- 
cation, hence only class rates and minimum weights are in- 
volved. The classification was compiled strictly for itself and 
within itself and does not contemplate the existence of com- 
modity rates and minimum weights. 

Therefore, I do not believe you can mix the two to arrive 
at the highest rate and highest minimum on this shipment. 
If the commodity rate is inapplicable, as you state, then you 
must look to the classification entirely for these; therefore, the 
highest rate is 5th class and the highest minimum 36,000 pounds 
applicable to either the valves or the pipe fittings (other than 
valves). 

Answer: Section 1, rule 10, Consolidated Freight Classifi- 
cation No. 6, reads in part: 


* * * when a number of different articles, for which carload 


ratings or rates are provided, are shipped * * * in a carload, they 
will be charged at the carload rate applicable to the highest classed 
or rated article, and the carload minimum weight will be the highest 
provided for any of the articles in the carload. 


The above provision does not limit the carload rates to 
class rates. On the contrary, the term “rates” embraces both 
class and commodity rates. In this case the carload rate “ap- 
plicable to the highest classed or rated article” is the fifth class 
rate. The minimum weight that is the highest provided for 
any of the articles in the carload is the commodity minimum 
applicable to pipe fittings, other than valves. We used the valve 
rate, fifth class, because that is the rate “applicable” to the 
highest classed or rated article. The class rate is not applicable 
to the pipe fittings, other than valves, for the reason that they 
have been removed from the classification by the establishment 
of a commodity rate therefor. The rule does not state that the 
basis will be “the highest classed or rated article provided for 
in the classification.” 

We must proceed with the idea of making up a mixed car 
and rating it by taking the separately applicable rates and 
separately applicable minima and selecting the higher factors 
to be applied to the mixture. The commodity rate, while ap- 
plicable to straight carloads of pipe fittings, other than valves, 
is removed only by the mixed rule. Our view is, we use the 
straight carload factors that are applicable and not those which 
are not applicable. The class rate is not applicable to fittings 
other than valves when in straight carloads, therefore, as ap- 
plied to such fittings, is inapplicable as a factor for basing a 
mixed carload rate. 


Tariff Interpretation—Compliance with Tariff Provisions by 
Shipper 


Oregon.—Question: We would greatly appreciate your ad- 
vising us relative to the following: 

A 36-ft. car was ordered from a carrier for a shipment to 
transcontinental territory. The carriers, however, furnished 
a 40-ft. car at their convenience. The car was subsequently 
loaded, but in billing it out our shipping clerk neglected to 
place a notation on the bill of lading that the car was loaded 
to full visible capacity. The stock loaded being of light weight 
netted only 31,380 pounds. 


The carrier has assessed freight charges on a minimum of 
38,000 pounds for a 36-ft. car. 


We secured an affidavit from the consignee to the effect that 
the car was loaded to full visible capacity, the affidavit going 
further to say that it was so much so that they experienced 
difficulty in getting their first truck load from the car. 


The carriers have declined our claim for actual weight on 
the above car, supported by the affidavit, on the technicality 
that to secure the benefit of full visible capacity loading ship- 
pers are required to certify on, the original shipping receipt or 
bill of lading over their signature. 

We would appreciate knowing if at any time this situation 
has arisen before, and if any decisions have been rendered. 


Answer. The Commission, in several cases, has held that 
the. compliance by a shipper with the tariff provisions is a con- 
dition precedent to the application of a given rate. It is there- 
fore our opinion that your failure to make a notation on the 
bill of lading in accordance with the provisions of the tariff will 
preclude the application of the tariff provisions. See United 
Verde Extension Mining Co. vs. Director-General, 57 I. C. C. 483; 
Good-Hopkins Lumber Co. vs. G. N. Ry. Co., 51 I. C. C. 99; 
American Licorice Co. vs. C. M. & St. P. Ry. Co., 95 I. C. C. 525; 
Beatrice Creamery Co. vs. C. B. & Q. R. R. Co., 107 I. C. C. 567. 
In the case first mentioned above the Commission said: 


The law imposes upon shippers the duty of ascertaining the rates 
and conditions under which they ship, and noncompliance by a shipper 
with tariff rules affords no basis for a finding that the rate legally 
applicable is unreasonable or otherwise unlawful or for authorizing 
a waiver of their observance. Maloney Tank Mfg. Co. vs. St. L. & 
S. F. R. R. Co., 42 I. C. C. 605; Good-Hopkins Lumber Co. vs. G. N. 
Ry. Co., 61 1. C. C. 9. 
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MOBILE EXTENDS TO YOU AN INVITATION TO VISIT ALABAMA’S SEAPORT 
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See the wonderful shipping 
facilities, industries, and the city 
—and personally investigate the 
opportunities offered you. 


The Alabama State Docks 
Commission and the Mobile 
Chamber of Commerce are pre- 
pared to furnish detailed infor- 
mation relative to the port, its 
relation to foreign and domes- 
tic commerce, its industrial and 
agricultural opportunities, and 
invites you to call on them for 
further information regarding 
Mobile as a city and seaport. 
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ALABAMA STATE DOCKS COMMISSION, MOBILE, ALA. 
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COLUMBIA MOTORS GROUP 


Commbus Mater Hapreta, Inc... . oi. ..ccccccevcccecces Columbus, Ohio 
a New Albany, Indiana 
The Fraser Young Trucking Co..................06. Wadsworth, Ohio 
The General Motor Transportation Co.................0. Dayton, Ohio 
rn Pe. seed test eeesseesenesesnsagnll Hamilton, Ohio 
ee eee re Evansville, Indiana 
ee re Toledo, Ohio 
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The Ward Teramapertation Co. .... icc cccccccssscwes Columbus, Ohio 


The Traffic World 








Vol. XLVIII, No. 24 


MOTOR FREIGHTR: 


IN 


Surroundig T 








COLUI 
MOTOR}X 


296 East Naghten§ 
COLUM, 0 


E. A. SCL. 
TRANG 


101 West Sugar $ 
MT. VERN, ¢ 


THETA 
TRANSPO) 


296 East Naghten 
COLUMB, O 





Operating on dail§dul 
territofown 


TERMINALS INE€ M 
OFFERING YOUf FA 


 COLUMBI 


DISTRI 


Columbia f 


NICHOLAS BLDG. FRANK C8 














| 




















December 12, 1931 . 
ee <—_k | 


TRANSPORTATION 


VST RIAL OHIO 
J 
















di Territory 


sechigage decker EW 
Be A — ED. 
LIBUS —=—=— 


RIXPRESS 


ent ADams 7105-6-7 
UM, OHIO 


CLAIRET 
NGER CO. 
St Phone 266. 


JERN, OHIO = 
sekichmged daly 


f{7ARD 
JATION CO. 


en ADams 8348 
UM§, OHIO 


Fr.Wayne = : 


dail#dules throughout 
rritomown 


IN@ MAJOR CITIES 


OUEF Y . . . 
Wy FACILITIES OF Fourteen years of continuous service—operating our 


own equipment under the jurisdiction of the public 


5 | (GROUP utility commissions of Ohio and other states—all 


I cargo fully insured. 
LUTION PROTECTION TO THE SHIPPER IS PARAMOUNT 


SEE COLUMBIA MOTORS ANNOUNCEMENTS 
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Two-for-One Rule—Shipper Bound by His Order for Particular 
Size of Car Even Though Carrier Unable to Furnish That 
Size 
Utah.—Question: Referring to rates which are subject to 

rule 34 of the classification; in other words, where the minimum 

weight in connection with published rate is based on the order- 
ing of a 36-ft. car. 

What happens when a carrier has no 36-ft. cars and to 
order them would mean that the carrier would have to procure 
them from foreign lines which would result in considerable 
extra work and confusion. This is tantamount to saying that 
it would be impossible *o furnish 36-ft. cars, because no Car- 
rier is going to the trouble to dicker with foreign lines for 
this class of equipment; they would rather furnish larger cars 
at their own convenience. 

The question is, are shippers to be penalized under these 
conditions when they order 40-ft. cars, knowing that carriers 
are unable to furnish 36-ft. cars, or should they order 36-ft. 
cars in the face of all this in order to receive protection of the 
tariff minimum without the imposition of the rule 34 penalty? 

Is the specifying of a 36-ft. car, when, in fact, there is no 
such thing, a technicality that must be adhered to? 

Answer: The fact that the originating carrier does not own 
or have available 36-ft. cars will not warrant a shipper’s order- 
ing a 40-ft. car and demanding protection of the 36-ft. minimum. 
In the National Supply Company case, 173 I. C. C. 79, the! ship- 
per ordered 46-ft. cars. The defendant carrier did not have 
any cars of that size. As a matter of fact, only a very few 
46-ft. cars are in use. The Commission said: 


We are not persuaded that the fact that 46-foot cars are scarce, 
constitutes a justification for collecting the additional freight charges 
of which complaint is made. 


It is no defense for the carrier, therefore, that it has no 
36-ft. cars and cannot obtain them. In Feltus Lumber Co. vs. 
G. N. Ry. Co., 51 I. C. C. 571, and Northern Grain and Warehouse 
Co. vs. S. P. & S. Ry., 63 I. C. C. 205, the Commission said: 


We have consistently held that where a carrier by its tariffs 
specifies a certain minimum for a car of a certain size it thereby 
tenders to the public that rate of transportation, and that where 
for its own convenience it tenders a car of a different capacity from 
that ordered by the shipper the carrier must protect the minimum 
applicable to the car ordered. 


. 


Inasmuch as the holding out of a certain minimum for a 
36-ft. car and a different minimum for a 40-ft. car, requires the 
shipper to specify the size desired, and as the charges are 
assessed on the minimum weight, at least, the ordering of a 
40-ft. car automatically requires the carrier under the law to 
apply charges based on the minimum for that size car. The 
shipper should specify the size of car needed; the carrier’s duty 
is to furnish it or its equivalent. It is not within the shipper’s 
province to select the substitute car .when he needs only a 
36-ft. car. The tariff rule does not give him that privilege. See 
National Supply Co. vs. C. C. C. & St. L., supra. 


Tariff Interpretation—Application of Scale to Exceptions Sheet 
to Factors of Combination Rate 


Pennsylvania.—Question: There is no specific joint class 
rate published as such from A to B. Combination applies. Both 
class tariffs are governed by one and the same exception sheet. 
This exception provides: 

In ther absence of specific commodity rates, when the fifth class 
rate is as shown in column 1 the rate on C will be the rate shown 
opposite in column 2 

In applying this exception, should each fifth class rate in 
the combination be treated separately or should the sum of the 
two be subjected to this scale? 

From the rule laid down in “Routing on Iron and Steel 
Articles via F. W. & D. C., 168 I. C. C. 175, 176,” it would seem 
that a combination rate is as much a through rate as a joint 
rate. 

Taking the same condtions as above, except the exception 
being named in each class tariff instead of in one exception 
sheet, how would this exception be used? 

Can you locate an opinion of the Interstate Commerce Com- 
mission in point? 

Answer: We cannot locate an opinion of the Commission 


relating to this question. 

It is our opinion, however, that, in the absence of a pro- 
vision in the tariffs for the application of the scale in the ex- 
ception sheet to the sum of the factors of the combination, each 
factor must be treated separately. 

We do not think that the ruling in the case you cite is 
determinative of the question at issue. 
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Intermediate Carrier— 


Discrimination—Switching Charges of 
Industrial Switching 


Reciprocal Switching Charge vs. 

Charge 

Virginia—Question: Referring to my question of October 
14 and your answer of October 31, under the caption “Discrimi- 
nation—Comparing Reciprocal or Proportional Switching 
Charges with Cross-town Switching Charges.” 

No doubt we did not make ourselves sufficiently clear to 
enable your giving an opinion on the matter. We ship from 
point “A” to point “B.” Point “A” is located on carrier “X” 
and point “B” is located on carrier “Y.” In this movement 
carrier “X” delivers to carrier “Z” and carrier “Z” delivers to 
carrier “Y.” Carriers “X” and “Y” perfrom a terminal service 
and carrier “Z’’ performs intermediate service only. Carrier 
“Z” does not have any equipment to furnish, any spotting to 
do, and in ordinary movement would not have the car on his 
line any more than four or five hours. You can readily see 
that, regardless of the nature of the movement, the service is 
identical. In other words, carrier “Z’” performs the same serv- 
ice when traffic receives a line haul as when delivered or re- 
ceived for local switch movement. 

Your further comments on this situation will be appreci- 
ated. 

Answer: We can locate no case in which the Commission 
has had under consideration the question you raise. It has 
considered the measure of industrial-switching charges involving 
two terminal deliveries, as compared with reciprocal-switching 
charges (Rochester Switching Case, 95 I. C. C. 30, 48 and Seattle 
Chamber of Commerce vs. G. N. Ry. Co., 30 I. C. C. 683, 692), 
but, not so far as we can find, the measure of the switching 
charge of an intermediate switching carrier assessed as a por- 
tion of a through reciprocal switching charge as compared with 
its intermediate switching charge applicable to through cross- 
town switching movements. 

In the former case the Commisson said: 


Complainant also asks for the establishment of so-called in- 
dustrial-switching charges between industries on the Central in the 
main switching district and industries in the State Street zone, in- 
cluding intermediate points. The existing switching charges of this 
nature in Rochester are relatively higher than the so-called reciprocal- 
switching charges, and it is proper that they should be, since two 
terminal services are involved. 


In the latter case the Commission said: 


Rates for interchange over terminals appear to be made on two 
distinct bases. First is the so-called reciprocity basis, in which the 
charge for the interchange service is said not to reflect the cost of 
the service but is merely an arbitrary rate established by the terminal 
road under the view that while in a given case it may fall short of 
affording it a proper return for the service, it will be compensated 
by service performed for it at the same or other terminals by the 
roads with which it makes interchange and thus an equalization 
brought about. Charges made on this basis are obviously not a fair 
measure of what is a reasonable return for the service when the 
reciprocal condition does not exist. In the absence of the condition 
of reciprocity the attempt, of course, is to make the charge an ade- 
quate one for the service furnished, considered by itself. 


Weighing Agreements—Actual Weights of Containers Exceeding 
Weights Stated in Agreement 


Pennsylvania.—Question: We are canners of apples and 
apple products and ship all our goods on a weight agreement 
with the Trunk Line Inspection Bureau. 

During 1929, our agreement called for a weight of 44 pounds 
per case on No. 10 solid pack apples. In the spring of 1930 
the inspector reweighed our products and raised the weight 
on No. 10 solid pack apples to 45.8 pounds per case. 

He then made this weight retroactive on all No. 10 solid 
pack apples packed during the 1929 season and carriers are 
attempting to collect the back charges. 

It is our contention that a weight agreement remains in 
force until a new agreement is made and we do not see how 
weights can be made retroactive. 

The Inspection Bureau bases their action on the clause of 
the agreement which provides that the shipper should notify 
the Inspection Bureau in case any change in the pack is made 
which would cause a change in weight of the finished product. 
However, it happens that variations in fruit from year to year 
sometimes causes slight variations in the weight of the fin- 
ished product and as we did not know that there was any 
change in the per case weights of our finished product, we do 
not think that we violated the agreement. 

Your opinion will be appreciated. 

Answer: We are unable to locate a decision of the Com- 
mission or courts as to whether a shipper has a vested right in 
the weights fixed in a weight agreement entered into between 
the shipper and carrier so as to preclude the collection of under- 
charges based on weights in excess of those stated in the weight 
agreement. However, it appears that your weight agreement 
contains a provision which does not definitely and absolutely 
fix a stated weight as the basis of freight charges, but contains 
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FUNCTIONS of Zone Headquarters 
are Ably Presented by .... 


E QUOTE the following with permission 

from pages 1011-1012 of the American Man- 
agement Association’s valuable new Handbook of 
Business Administration: ‘‘The Supervisory Organ- 
ization for Branches. From table II it is evident 
that the average company listed has a high num- 
ber of branches. A glance at table V immediately 
shows that usually there is a supervisory unit 
between the home office and the line branches. 
The terms ‘district’ and ‘division’ are the favorite 
names for the intermediate’ supervisory offices. 
Each zone has two or more district managers. 
Each district supervises several branches. In gen- 
eral, the home office prefers to establish territorial 
headquarters—five or ten, perhaps—instead of 
endeavoring to supervise directly 75 or 100 
branches. The reason for the trend is obvious 
Home office supervisory power tends to break 
down when branches increase beyond 25. The 
territorial grouping, with proper authority in 
territorial headquarters, is the logical answer. It 
is assumed that imposing supervision of this char- 
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AMERICAN MANAGEMENT 
ASSOCIATION'S NEW HANDBOOK 
‘OF BUSINESS ADMINISTRATION 


acter is justified by more effective results of in- 
dividual branches—otherwise, cost is not justified. 
Given 10 offices to supervise, the division manager 
ought to pay his way handsomely.” 


DALLAS ... . Southwestern Headquarters 
to American Business... is Practical Example 
of Zone or District Operating Advantages 


Many of America’s leading 
business concerns maintain 
Southwestern headquarters at 
Dallas — zone or _ district 
offices which supervise sub- 
branches in Texas, Okla- 
homa, Arkansas and Louisiana 
(or even greater areas)—and central warehouses or 
manufacturing plants for serving the entire Southwest. 





Here are a few of the reasons: (1) Larger 
profits through lowering transportation 
costs of distributing their products to the 
Southwest market of 12 million persons 
with annual incomes totaling 6 billion dol- 


eS 





Southwestern Headquarters 
to American Business 








lars. (2) The time and money saved by district 
managers in contacting Southwestern branches be- 
cause of Dallas’ central location. (3) The ease and 
low costs of bringing branch managers and sales- 
men, distributors and dealers into Dallas for 
district conferences. 


Many other reasons for Dallas’ growth as a dis- 
tribution and manufacturing center are given in 
our 144-page book, “The Southwest Market,” free 


to executives. Write on your business letter 
head, or use the executive coupon below. 


INDUSTRIAL DALLAS, Inc. 
627 Chamber of Commerce Bldg. 
DALLAS 


EXECUTIVE COUPON 


INDUSTRIAL DALLAS, Inc. 
620 Chamber of Commerce Bldg., Dallas. 


Please send free copy of your new book, “The 
Southwest Market,’’ to: 


Company 


Address. 
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CHICAGO ®© 


Hourly trains from all Shore Line sub- 


urbs provide direct connections ‘at 
trains for Kenosha, Racine and Mil- 
waukee. 38 high-speed limited daily 
between the heart of Milwaukee and 


the Chicago Loop. There are dining 
cars at mealtimes—parlor cars at con- 


North Shore Junction with limited 


venient intervals. 


But ve 1931 iii uses a ide “NORTH 
SHORE LINE‘ 

ferry truck...his 

goods are here 

today and there 

tomorrow. 


A combination of rail and truck that can't be beat 
... you load your shipment for Milwaukee, Racine 


North Shore Line service is practically 
as frequent during mid-day as in rush 
hours. Frequency of evening and late- 
at-night trains is extraordinary. After- 
theatre trains, and even later, offer a 


distinct service. 


or ene in a , NORTH. SHORE E LINE al 


truck at your door in the afternoon and it is at the 


consignee’s door ready for unloading next morning. 


NORTH SHORE 


About tal Shore Line Passenger Service 


274 trains daily serve North Shore 
Line customers—A4 trains every hour 
in each direction between the Chicago 


Loop and North Shore suburbs; 4 


Roy Thompson, traffic manager, will be 
pleased to explain to you just how 
North Shore Line ferry truck service can 
be efficiently applied to your business. 


72 West Adams St. CHICAGO STAte 0517 


CHICAGO NORTH SHORE & MILWAUKEE RAILROAD 
*‘the Road of Service’’ 
ae 


Chicago, Skokie Valley communities, 


trains every hour between the Chicago 
Libertyville and Mundelein. 


Loop and Waukegan via the Shore 
Line—hourly service over the Skokie 


Valley Route; frequent trains between 















a limitation under which the carrier may assess charges on a 
greater weight in the event that the actual weight of the con- 
tainer exceeds the weight stated in the agreement. 

It, therefore, seems probable that the carrier can, upon 
proper proof that the actual weights of the shipments exceeded 
the weight stated in the weighing agreement, recover under- 
charges based upon this difference in weights. 


THEFTS FROM INTERSTATE COMMERCE 

“On the charge of participating in a robbery of goods trans- 
ported in interstate commerce, namely, a truck loaded with 
$12,000 worth of merchandise en route from Chicago, IIl., to 
Minneapolis and St. Paul, Minn., and Fargo, N. D.,” says the 
Department of Justice, ‘“Morris Weiner has been sentenced in 
the federal court at Chicago to eight years in the Leavenworth 
penitentiary. Weiner participated with two or three others in 
holding up the truck, and he was arrested and identified, but 
his associates effected an escape and have not been appre- 
hended.” 

“A case of theft from interstate commerce, participated in 
by Clinton Robertson and Orval Lee Huff, was investigated 
by the agents of the bureau of investigation, Department of 
Justice, on complaints made by the St. Louis-San Francisco 
Railroad Company that packages were stolen, while moving in 
interstate commerce, from the freight yard at Springfield, Mo.,” 
says the Department of Justice. “As a result of the investiga- 
tion, Robertson and Huff were located and it was ascertained 
that they had disposed of the stolen property to one Harry 
Cohen and Hyman J. Singerman, operators of a store in Spring- 
field. It was brought out in connection with the investigation 
that one Lacy P. Patterson had induced Robertson and Huff to 
engage in the theft of stolen property and to dispose of the 
goods to Cohen and Singerman. Pleas of guilty were entered 
by all persons engaged in this conspiracy and Patterson was 
given 18 months in the federal penitentiary; Singerman was 
sentenced to a year and a day and Cohen to 15 months in 
the Leavenworth pentitentiary. Huff was sentenced to serve 
a year and a day in the United States Industrial Reformatory 
at Chillicothe, O., and Robertson was sent to the National Train- 
ing School for Boys at Washington, D. C., where he is to remain 
until he reaches the-age of 21.” 


COMMISSION PRACTITIONERS 
The following have been admitted to practice before the 
Commission: M. B. Holifield, Frankfort, Ky.; Guy W. Baxter, 
Chicago, Ill.; Henry G. Beyer, Milwaukee, Wis.; B. Elwin 
Bishop, Los Angeles, Calif.; O. Ray Brake, Portsmouth, O.; 
Richard Ammi Cutter, Boston, Mass.; John E. Ward, Consho- 
hocken, Pa.; Thomas W. Hickey, San Francisco, Calif. 


LEAK-PROOF GRAIN DOOR 

A “leak-proof” grain door, constructed of a thin sheet of 
strong, waterproof fiberboard. on a wooden frame has been 
developed by an eastern manufacturer. The door is said to 
give complete protection against leakage of grain and other 
bulk commodities while in transit; can be applied in five min- 
utes, and facilitates unloading. The wooden frame to which 
the fiberboard is attached is seven feet wide. The fiberboard 
overlaps the frame a foot on either side and eight inches at 
the bottom. Coopering strips supplied by the manufacturer 
for the sides and bottom give a complete seal as well as avoid 
projections that might tear bag shipments. The board has a 
puncture resistance in excess of 400 pounds to the square inch, 
according to the announcement. 


ORGANIZATION OF CONGRESS 

With the Democrats having elected Representative Garner, 
of Texas, Speaker of the House of Representatives, they pro- 
ceeded in the House to organize the committees with Democratic 
chairmen. Representative Rayburn, of Texas, who has been the 
ranking Democratic member of the House committee on inter- 
state and foreign commerce, will become chairman of that com- 
mittee, succeeding Representative Parker, of New York, Repub- 
lican. The committee will be reorganized so that the Democrats 
will have a majority of the members thereof. 

In the Senate, with the Republicans nominally still in con- 
trol, Senator Couzens, of Michigan, Republican, retains the 
chairmanship of the Senate interstate commerce committee. 


PURCHASE OF LOCOMOTIVES ' 
The Lackawanna Railroad has placed an order for ten 
heavy, high-speed Pocono type freight locomotives for delivery 
within 90 days. 


GOLDEN ANNIVERSARY 
Known the country over merely as “Broad Street Station,” 
Philadelphia’s famous old Pennsylvania Railroad terminal, which 
has been a railroad gateway and center of community life for 
half a century, celebrated the golden anniversary of its opening 
December 5. 
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Kansas 


.... the Sunflower State, 
admitted to the Union in 
1861, present population 
1,880,999, area 82,158 square 
miles .... leads the country 
in raising wheat, fourth in 
beef cattle and horses, an im- 
portant corn, oats, rye, barley 
state, has a wealth of oil, nat- 
ural gas, lead, zinc deposits.... 


Kansas is one of the 13 great 
Western states upbuilt and 
served by 


Union Pacific 


.... the railroad that was laid by 
heroic pioneers who fought savages 
and endured incredible hardships 
in the wilderness to build a high- 
road to the Pacific. 


Now that highroad, with its vast 
network of lines, reaches more of 
the West than any other railroad 
and serves the commercial inter- 
ests of millions. 


Union Pacific is here to serve you. 
Bring your travel and transporta- 
tion problems to Union Pacific for 
best results. 


THE OVERLAND ROUTE 


UNION PACIFIC 
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Personal Notes 








George Allen Hacker, formerly with the Boston & Albany, 
died at his home in Boston December 3. 

Harry Stowby, formerly assistant general freight agent, 
Commerce Freight Company, has been appointed assistant vice- 
president, Allied Freight Distributors, Inc., with headquarters 
in Brooklyn. 

E. T. Gillooley has been appointed general agent, passenger 
department, Delaware & Hudson, with headquarters at Albany, 
a a 

Thomas J. Farley, a member of the firm of Edward P. Far- 
ley & Co., steamship owners and brokers, has been named 
vice-president of United Dry Docks, Inc. 

Cable advices received by the North German Lloyd New 
York offices, from Berlin, announce the following appointments: 
Ernst Glaessel, chairman of the board of management; Adolph 
Stadtlaender, vice-chairman; Hans Heineken, Jr., manager of 
freight traffic. 

Frank E. Strouse, special representative of the Pennsyl- 
vania, spoke at a meeting of the Optimists’ Club, Chicago, at 
the Midland Club, December 11, on “The Ties that Bind.” 

Ralph Budd, president of the Great Northern, was elected 
president of the Burlington at a meeting of the directors of the 
latter in New York December 8. He will take up his new 
position January 1, succeeding F. E. Williamson, who becomes 
president of the New York Central on that day. W. P. Kenney, 
vice-president in charge of traffic, Great Northern, this week 
was elected president, effective January 1, succeeding President 
Budd. Harry H. Brown, general traffic manager, has been 
elected vice-president in charge of traffic and a director, suc- 
ceeding Mr. Kenney. It is stated that Mr. Brown has never 
had any other employer than the Great Northern and that his 
entire time with the road has been spent in the traffic depart- 
ment. 

John A. Ackley, retired, formerly with the Boston & Maine, 
Pennsylvania, and other transportation companies, died at his 
home in Philadelphia December 4. 
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L. O. Williams, assistant secretary and assistant treasurer, 
Frisco, has been elected secretary and treasurer, succeeding 
Frank H. Hamilton, who died. 

H. G. Allen has been appointed assistant coal freight agent, 
B. & O., with headquarters at Chicago, succeeding G. V. Keith, 
who died. 

R. F. Miller has been appointed traffic manager, The Hoover 
Company, North Canton, O., succeeding R. S. Welsch, trans- 
ferred. E. C. Murphy has been appointed assistant traffic man- 
ager at North Canton, succeeding Mr. Miller. 





Doings of the Traffic Clubs 





At a dinner meeting of the Traffic Club of the Rochester 
Chamber of Commerce at the Chamber of Commerce December 
16, Dr. Meyer S. Jacobstein, president, First National Bank and 
Trust Company, will discuss present economic problems. 





“C. R. I. & P. Night” will be observed by the Transportation 
Club of Peoria at the Elks’ Club December 17. Dinner will be 
served and there will be a raffle of turkeys, ducks, geese and 
chicken. 





An educational program and entertainment will be pre- 
sented at a meeting of the Traffic Study Club of Akron at the 
Mayflower Hotel December 14. 





At a meeting of the Women’s Traffic Club of Greater New 
York at the Wellington Hotel December 8, Charles E. Cotterill, 
Washington attorney, spoke on “Railway Policy Toward the 
Interstate Commerce Commission.” 





About fifty couples attended “Undergraduate Night” of the 
Alumni Association of the Traffic Managers’ Institute, New 
York, December 2. The association’s quarters at the Com- 
munity House were fittingly decorated for the occasion. Music 
for dancing Was furnished and there was community singing 
led by one of the members. Light refreshments were served. 


NATIONAL 
CARLOADING CORPORATION 


On November 9th, 1931, the Commerce Freight Company, the National 
Freight Company and the Standard Carloading Corporation became 
divisions of NATIONAL CARLOADING CORPORATION. 


NATIONAL CARLOADING CORPORATION brings together the com- 
bined resources, facilities, personnel and experience of these three 
Companies, and places it in a position to offer the Shipping and Receiv- 
ing public a most extensive and dependable Less Carload Freight Service, 
from coast to coast, on both Domestic and Foreign shipments, at the 
lowest rates consistent with sound and efficient operation. 


COMMERCE FREIGHT COMPANY 
NATIONAL FREIGHT COMPANY 
STANDARD CARLOADING CORP. 
SOUTHWEST FREIGHT COMPANY 


TEXAS PACKAGE CAR COMPANY 
JUDSON FREIGHT FORWARDING CO. 
G. W. SHELDON & COMPANY 

Q. D. FORWARDING COMPANY 
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L. J. Wadsworth, assistant traffic manager, Hills Brothers, was 
the geneal chairman on arrangements. W. C. McKenna, com- 
merce agent, New York and New Jersey Steamboat Company, 
was in charge of the reception committee. 


The third annual joint meeting of the Fort Wayne Trans- 
portation Club and the Fort Wayne Railway Club was held in 
the Chamber of Commerce Building December 3. About 175 
members were present. C. J. Dillon, employment and traffic 
manager, International Harvester Company, and George Wulff, 
general agent, Nickel Plate, shared the duties of presiding offi- 
cer. Professor Lewis C. Sorrell spoke on “Some Aspects of 
the Present Transportation Situation.” A play, titled “School 
Days,” was offered by members of the transportation club, with 
Verne Laird, general traffic manager of the Auburn Company, 
as the schoolmaster. 


The Ocean Freight Agents’ Association of Chicago was or- 
ganized December 8 at a meeting at the traffic club quarters. 
Officers were elected as follows: President, C. E. Barry, west- 
ern freight manager, Hamburg-American Line; vice-president, 
Charles E. Hopper, district manager, American-Hawaiian Steam- 
ship Company; secretary-treasurer, A. LeRoy Johnson, district 
freight agent, Dollar Steamship Line. The board of directors 
includes, in addition to the above, M. E. Kienappel, general agent, 
Matson Navigation Company, and William B. Freer, general 
agent, Grace Line. 


H. T. Lindsey, general agent, Southern Steamship Com- 
pany, Houston, Texas, is the new 
president of the Houston Traffic Club. 
He is well known in traffic circles 
throughout the southwest, having 
been connected with railroads and 
steamship lines for a number of 
years. He was born in Gainesville, 
and started his railroad career in 
the general freight office of the Frisco 
in Fort Worth, Texas, and the general 
freight office of the Rock Island in that 
city. In 1914, 15 and 16, he was travel- 
ing freight agent for the Mallory 
Steamship Company, resigning in 1916 
to accept the position of soliciting 
freight agent for the Missouri-Kansas- 
Texas Lines. He enlisted in the army 
in March, 1918, went to France with 
the Thirty-Sixth Engineers, and served 
under General W. W. Atterbury. On 
his return to the United States, he was 
appointed division freight agent, M. K. & T. at Shreveport, 
* La., March 1, 1920; then commercial agent at Dallas for the 
L. R. & N. He entered the service of the Southern Steamship 
Company, June, 1923, as commercial agent at Dallas and was 
appointed general agent in August, 1924, with headquarters in 
Houston. 


At the Sheboygan Traffic Club dinner and election December 
3 E. A. Moynihan, of the Wisconsin Power and Light Company 
Line, was re-elected president and Clifford B. Engeswick, Amer- 
ican Chair Company, was re-elected secretary. P. H. Porter, 
Madison attorney and former member of the Wisconsin Rail- 
road Commission, was the speaker. He discussed rate adjust- 
ments to allow the railroads to compete with other forms of 
transportation. 


The annual meeting of the Central Railroad Club of Buf- 
falo, of which C. H. Youst, terminal trainmaster of the Lack- 
awanna, is president, will be held at the Hotel Statler January 
14, followed by a banquet, with speaking and entertainment. 
At a meeting of a committee of railroad and supply men, pre- 
sided over by D. W. Pye, of the Tuco Products Company, held 
in the dining room of the New York Railroad Club, New York, 
F. M. Reynolds, of the American Locomotive Company, was 
chosen general chairman and C. J. Scudder, of the Lackawanna, 
Scranton, Pa., assistant general chairman, of a committee to 
make arrangements: for a special train to take visiting mem- 
bers to Buffalo. Samuel B. Bosford, of the Buffalo Chamber of 
Commerce, will be the toastmaster of the banquet and H. G. 
Taylor, manager of public relations, American Railway Associ- 
ation, Washington, D. C., will be the principal speaker. 


The following officers of the Dallas Traffic Club were in- 
augurated at a banquet held at the Adolphus Hotel November 
28: President, H. G. Smith, division freight agent, M. K. & T. 
of Texas; first vice-president, A. C. Webb, traffic manager, At- 
lantic and Pacific Tea Company; second vice-president, F. G. 
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Stebbins, district freight representative, B. & O.; third vice- 
president, F. G. Robinson, traffic manager, Lone Star Gas Com- 
pany; secretary-treasurer, Geo. J. Adamcik, freight representa- ° 
tive, Northern Pacific. 


The December luncheon meeting of the Traffic Club of 
Atlanta was held at the Atlanta Athletic Club December 7. 
Two tickets of nominees, headed by S. Linthicum, industrial 
traffic manager, and A. J. Young, assistant traffic manager, In- 
ternational Agricultural Corporation, were presented by the 
nominating committees. The annual election will be held Jan- 
uary 15. Music was furnished by the Traffic Club Quartette. 


The annual dinner of the Traffic Club of Newark will be 
given at the Elks’ Club January 21. Santa Claus will be present 
at the annual Christmas party of the club, given for the chil- 
dren of members and friends, at the Elks’ Club December 28. 


A free dinner to members was given by the York Traffic 
Club at the Hotel Yorktowne December 10. Philip B.. Deane, 
York Safe and Lock Company, was the speaker. Moving pic- 
tures, “Bank of Japan Films,’ were shown. Nominations for 
the annual election were presented. The annual banquet has 
been set for January 12. Elisha Lee, vice-president, Pennsyl- 
vania, will be the principal speaker. Strickland Gillilan, humor- 
ist, is also on the program. 


The Traffic Club of New York will give a dance December 
12, following the Army and Navy football game. Dinner will 
be served in the club rooms. 


At its regular meeting at the Commercial Club the Indus- 
trial Traffic Club of San Francisco discussed federal regulation 
of intercoastal steamship services and a number of other sub- 
jects of current interest to transportation men. 


Warren Turner was in charge of the program for the 
weekly luncheon of the Traffic Club of Wichita December 10. 
Cliff Underwood has charge of arrangements for the luncheon 
December 17. It will be “Ladies’ Day.” ‘The following officers 
have been elected: President, S. E. Dillon; first vice-president, 
Arch Reel; second vice-president, Edgar Thomas; secretary- 
treasurer, H. E. Reeves; directors, C. F. Underwood, J. P. 
Alvis and Robert Young. 


The Oklahoma City Traffic Club held a luncheon at the 
Skirvin Hotel December 7. Ford C. Harper, manager of the 
State Chamber of Commerce, was the speaker. 


The annual Christmas dance and dinner of the Traffic Club 
of Denver will be given at the Brown Palace Hotel December 12. 


A dinner and dance will be given by the Traffic Club of 
St. Joseph at the Robidoux Hotel December 15. 


Election of officers will be held by the Motor City Traffic 
Club of Detroit December 21 at the Hotel Fort Shelby. Dinner 
will be served. Harold Schulze, Illinois Central, and Ed. Olson, 
D. T. & I., are candidates for president. 


A meeting of the Toledo Transportation Club was held 


December 7. Dinner was served and there was musical enter- 
tainment. Rabbi Joseph Kornfeld, of Collinwood Avenue Tem- 


ple, was the speaker. 


“Old King Coal Day” was held at the Traffic Club of Min- 
neapolis at the Nicollet Hotel December 10. Chief Justice 
Samuel B. Wilson, of the Minnesota Supreme Court, spoke on 
“This Machine Age.” Members of the club connected with the 
coal industry presented the program, which included music 
furnished by Ed. Worthley, Kansas City Southern. Officials of 
coal carrying roads and members of the Northwest Retail Coal 
Dealers’ Association and Twin City Coal Exchange were guests 
of the club. A door prize of a ton of coal was given away. The 
club is making arrangements to provide Christmas cheer for 
crippled children at University Hospital, as has been its cus- 
tom. A. W. Hendrickson is general chairman of the committees 
in charge. Thirty Christmas trees, baskets of fruit, nuts and 
candies, for some three hundred and fifty patients, will be pro- 
vided, and about one hundred presents. 


The monthly meeting of the Transportation Club of Decatur 
will be held at the Hotel Orlando December 16. Officers will 
be elected. The board has presented the following ticket of 
nominations: President, A. S. Lukey, assistant traffic manager, 
A. E. Staley Manufacturing Company; first vice-president, G. R. 
Layher, agent, Wabash; second vice-president, F. O. Goodwill, 
purchasing agent, Decatur Malleable Iron Company; third vice- 
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McBEE VERTICAL- 
FLAT TARIFF FILES 


N assembly near clerk's 

desk puts tariffs within 
easy reach, saving time. Each 
drawer is a separate unit, per- 
mitting formations of single- 
unit drawers in floor space 
ordinarily wasted. All-steel. 





WRITE FOR 
LITERATURE 
SPECIFICATIONS, 
PRICES 









Pemote Contiot 





McBEE RATE DESK 
OMBINES desk and filing 


facilities, saving f oor 
space. As a file for numerous 
Traffic Department tariffs and 
records, it saves time wasted on 
frequent trips between desk 
and filing cases. 


ia Gateway! 






EMOTE Control is all right in radio, but it’s out of 
place in Traffic Departments desiring to cut accounting 
costs. 


Remote control is being practiced in those Traffic Depart- 
ments where clerks sit at old-fashioned desks and try to 
control tariffs and records in files in remote parts of the 
office. How well they do so depends upon how rapidly 
they can complete their many round trips between desk 


and file. 


McBee all-steel Rate Desks and Vertical-Flat Files elim- 
inate the frequent trips ‘between desk and file by putting 
the tariffs within easy reach of the clerk’s hand without 
him leaving his chair. 


THE McBEE BINDER CO. 


502 Madison-LaSalle Bldg. 
CHICAGO AILL. 









ROUTE BILL OF LADING ? 
Via Peoria, Illinois 


In these days of hand-to-mouth buying, 
speed in traffic transfers is a vital factor. 


Peoria is truly the open door to fast 
freight service. Transfers are made in a 
few hours. 


Make use of this logical transfer point. 
Speed up your shipments by avoiding con- 
gested terminals—route your next shipment 
through Peoria. 


Switching Service Between 


Peoria & Pekin Union Ry. Co. 
Atchison, Topeka & Santa Fe 
Chicago & North Western 

Chicago & Illinois Midland 

Cleve., Cin., Chi. & St. Louis 
lilinois Terminal R. R. System 
New York, Chicago & St. Louis 
Peorla Terminal Company 


Address E. F. STOCK, Traffic Manager 


PEORIA anv PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 


Chicago & Alton 

Chicago, Burlington & Quincy 

Chicago, Rock Island & Pacific 
Central 


Inland Waterways —~ re 
Minneapolis & St. Louls , 
Pennsylvania Railroad 

Toledo, Peoria & Western 
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president, H. E. Bloomquist, traffic manager, Decatur Coffin 
Company; secretary, V. R. March, A. E. Staley Manufacturing 
Company; assistant secretary, F. A. Walker, traffic manager, 
Decatur Milling Company; treasurer, H. L. Kline, assistant 
cashier, Citizens’ National Bank; publicity agent, Paul Jones, 
assistant superintendent, Pennsylvania. 


R. B. Bowden, executive secretary, Northwest Country Ele- 
vator Association, spoke on “Men and Wheat” at the weekly 
luncheon of the Transportation Club of St. Paul at the Hotel 
Lowry, December 8. There was community singing and other 
entertainment. 


“Spiritual Values and Their Relation to Transportation 
Problems” was the subject of the speaker, T. W. Adams, at 
the weekly luncheon of the Traffic Club of Kansas City at the 
Baltimore Hotel December 7. 


E. I. Lewis, of the Commission, spoke on “The Future of 
the Railroads” at a meeting of the Birmingham Traffic and 
Transportation Club at the Tutwiler Hotel December 10. The 
senior and junior chambers of commerce of Birmingham and 
other local business leaders were guests. Hugh White, presi- 
dent of the Alabama Public Service Commission, Montgomery, 
Ala., introduced the speaker. At a meeting set for January 12 
at the Tutwiler, C. E. Bockus, president, National Coal Asso- 
ciation, New York, will be the speaker, and W. W. Atterbury, 
president of the Pennsylvania, will address the club at a meet- 
ing January 15. 

At the twelfth annual meeting of the Canton Traffic Club 
at the Courtland Hotel December 7 the following officers were 
elected: President, J. R. Ellis, traffic manager, Superior Sheet 
Steel Company; first vice-president, P. K. Webner, freight agent, 
Pennsylvania; second vice-president, N. D. Simpson, traffic man- 
ager, Metropolitan Paving Brick Company; secretary, M. L. 
Underwood, traffic manager, Buckeye Cereal Company; treas- 
urer, H. R. Richards, chief clerk to division freight agent, Penn- 
sylvania; governors, H. Herget, freight agent, W. & L. E.; Andy 
Paar, traffic manager, Diebold Safe and Lock Company; Frank 
A. Smith, general agent, W. & L. E.; R. A. Weiss, traffic man- 
ager, Stark Brick Company; F. J. Bailey, district traffic man- 
ager, Republic Steel Corporation. 


At a luncheon of the Traffic Club of St. Louis at the Hotel 
Jefferson December 14 W. E. Friel, business manager, St. Louis 
Browns Baseball Club, will be the speaker. 


AN OPPORTUNITY OVERLOOKED 


Editor The Traffic World: 

I have read with great interest the article entitled “The 
Advance Rate Decision” by Richard V. Taylor, former member 
of the Commission, in your issue of November 28. 

I am so strongly impressed with the truth and wisdom of 
Mr. Taylor’s remarks that I believe every worthwhile student 
of traffic, regardless of on which side of the fence he may be 
located, should deeply ponder upon this article. It is, after all, 
not so much whether the railroads were entitled to the full 
relief sought or whether, if such relief had been granted, it 
would have disadvantageously affected the shippers as a whole 
or in part, but whether it would have been of benefit to the 
great mass of people who are suffering today on account of 
the greatest industrial depression this country has ever had. 

The suffering public, not the shippers or the railroads them- 
selves as corporate institutions, the employes, the men, women 
and children who are in dire need of life’s necessities, should 
have been foremost in the thought of the Commission when the 
case was presented to them. That governmental agency, an 
arm of Congress as the Commission represents, has a greater 
duty to the nation than to either the carriers or the shippers. 
If such a national industry as the railroads, one of the greatest 
in our country, could have been revived as they should have 
been through the helping hand of government, the whole 
country, no doubt, would have experienced a sudden change 
from despair to hope. 

That is exactly what the citizens of this great country have 
been awaiting for nearly two years, and the reaction to the 
Commission’s final decision is to be found in the greater de- 
pression, by a further reduction of values of all commodities, 
a greater lay-off of employes and a greater reduction of wages. 

How much wiser it would have been if through the govern- 
ment’s agency represented by the Commission, this country 
could have been revived to new hope and expectation and con- 
fidence restored. The railroad employers, at least to some ex- 
tent, could have then recalled their employes, restored living 
wages, expended money in the purchase of rails and other 
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necessities, thus opening up general activities in many important 
industries. 

Personally, I am not more concerned with the welfare of 
the railroads or their property than I am with the welfare and 
property of any individual industry, but as a true, loyal Amer- 
ican citizen I am very much interested to see some govern- 
mental agency, which had the opportunity, bring new life into 
our country, and who instead found it nceessary, no doubt, of 
course in their best judgment, to destroy and _ reduce 
future confidence and hope. My interest is simply that 
of a student of transportation and one interested in the welfare 
of the country as a whole, as every good citizen should be. 

A subject of such importance may well be followed to a 
final conclusion and members of the Associated Traffic Clubs 
or the Industrial Traffic League or any other persons who are 
students of transportation and economics should express them- 
selves openly and frankly on the subject so that Congress may 
be aroused by public opinion to see that justice, which has been 
inadvertently miscarried, may be achieved in the future. 

Geo. A. Rautenberg, 
President, College of Advanced Traffic. 
Chicago, Ill., Dec. 7, 1931. 


EASTERN DEMURRAGE AND STORAGE BUREAU 


The Department of Demurrage Supervision of the Trans- 
portation division, American Railway Association, embracing 
Trunk Line and Central Freight territories (excluding New 
England states), has been reorganized and will be known as 
the Eastern Demurrage and Storage Bureau, effective Decem- 
ber 1, 1931. The new bureau will function as heretofore under 
the same management, and at the same general office address— 
30 Vesey street, New York—but under an executive committee 
composed entirely of member roads. Heretofore, the general 
committee of the transportation division, American Railway 
Association, served as the executive committee, the majority 
of the members of which represented roads outside the territory 
of the demurrage department. 


BROADCAST COMPLAINT AMENDED 


The Sta-Shine Products Co., Inc., has amended its complaint, 
No. 24738, Sta-Shine Corporation vs. Station WGBB, National 
Broadcasting Co., so as to allege that the National Broadcasting 
Co., in addition to being engaged in the transmission by wire- 
less, is also engaged in the transmission of intelligence, for 
hire, by wire. This is alleged upon information and belief. 
Specifically the amended complaint charges that the broadcast- 
ing company has several of its stations connected by telephone 
wires, under contracts not on file with the Commission, as 
required by law, according to the amended complaint, showing 
what arrangements exist between the telephone companies and 
the broadcasting company. 


CONDITION OF EQUIPMENT 

Class I railroads on November 15 had 197,100 freight cars 
in need of repairs, or 9.1 per cent of the number on line, ac- 
cording to the car service division of the American Railway 
Association. This was an increase of 2,152 cars above the num- 
ber in need of repair on November 1, at which time there were 
194,948, or 9 per cent. Freight cars in need of heavy repairs 
on November 15 totaled 142,388, or 6.6 per cent, an increase of 
2,951 cars compared with the number on November 1, while 
freight cars in need of light repairs totaled 54,712, or 2.5 per 
cent, a decrease of 799, compared with November 1. 

Class I railroads on November 15 had 6,772 locomotives 
in need of classified repairs, or 12.6 per cent of the number 
on line. This was an increase of 287 locomotives above the 
number in need of such repairs on November 1, at which time 
there were 6,485, or 12 per cent. Class I railroads on November 
15 had 9,936 serviceable locomotives in storage compared with 
9,797 on November 1. 


Digest of New Complaints 


Citizens Lumber & Supply Co. et al., Chester, 
S. F. et al. 


No. 24758. Sub. No. 1. 

Neb., vs. A. T. & 

Unreasonable rates, gasoline and petroleum products, points in 
Kans. and/or Okla. to points in Colo. Ask reparation. 

No. 24867. Sub. No. 5. Emmett H. Heitmuller and J. Lewis Sher- 
wood, Jr., trading as W. Charles Heitmuller Co., et al., Wash- 
ington, D. C., vs. Pennsylvania. 

Unreasonable rates and charges, strawberries, points in Md. 
and Va. to Washington, D. C. Ask cease and desist order and 
reparation. 
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SEATRAIN LINES, INC. 


1420-24 Hibernia Bldg., New Orleans 


FFECTIVE December 3, 1931, SEATRAIN LINES, INC., pur- 
K chased business of Over-Seas Railways, Inc., including S. S. 

SEATRAIN, Terminals, and other assets, and will carry on in 
development of Cuban trade with S. S. SEATRAIN and two new 
vessels of Seatrain type contracted for with Sun Shipbuilding 
| Company of Chester, Pa., on December 3rd. These new vessels 
| will be ready for service in the Fall of 1932. 





Officers and Agents of Over-Seas Railways, Inc., will occupy 
similar positions with SEATRAIN LINES, INC. 


NEW ORLEANS-HAVANA 


(And Interior Cuban Ports) 


FROM NEW ORLEANS FROM HAVANA 
SEATRAIN—Sails every Tuesday SEATRAIN—Sails every Friday 


RENDERING A NON-BREAK-BULK ALL-RAIL SERVICE 
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1.C.C. FORMS EXPORT FORMS 
Rule 5 Statement oie — coaalh Invoices for all British 
Special Docket DOMESTIC and EXPORT ; 
Empire Points, Japan, 
| FORMS ioe ah 
rance, Brazil, Peru, 
RULED FORMS Write for Sample Folder Export Declaration, 
on your business letter head Return Affidavit. 
Car Records Horder forms are continuously checked 
Cleim Records and revised against latest practices, rules 
: and regulations. Consult our Traffic men 
ne , on special forms and records. 
Tonnage Records 
BILLS of LADING DOMESTIC FORMS 
Attractive Prices — Guaranteed Accuracy 
TARIFF FILES PADS—ROLLS—FLAT PACK 


Affidavits, Indemnities, 
Write for Quotations Claims, Tracers, Freight 


wagesam | HORDER'S,Inc. | “= So=* 


231 S. Jefferson St., Chicago 
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Pennsylvania et al. 


Unreasonable rates and charges, strawberries, points in Del. 
and oo to Bradford, Pa. Asks cease and desist order and rep- 
aration. 

24868. J. C. Famechon Co. (address not given) vs. D. & R. G. 


“e W. et al. 
INCREASING Rate or charge in violation sections 1 and 6, potatoes, New 
Castle, Colo., to El Paso, Tex. Asks reparation. 
’ 24870. Lone Star Gas Co., Dallas, Tex., vs. G. C. & S. F. et al. 
Unreasonable rates, wrought iron pipe, Marietta and Wynnewood, 
Okla., to Gainesville and Gordon, Tex. Asks cease and desist or- 
der and reparation. 
. 24871. A. Fink & Sons, Newark, N. J., vs. C. C. C. & St. L. et al. 
Charges in violation section 6, hogs, Peoria, Ill., to Newark, 


through the Use of N. J. Asks reparation. 


. 24872. Gentile Bros. Co., Cincinnati, O., vs. A. C. L. et al. 
99 Unreasonable rates, citrus fruit, Frostproof, Fla., to Cincinnati, 
AWA Warehouses O., reconsigned to Huntington, W. V. Asks reparation. 
. 24873. The Norris Poultry & Egg Co. et al., St. Joseph, Mo., vs. 
nie A. &N. W. et al. 
, Unreasonable rates, eggs, St. Joseph, Mo., to points in Tenn., 
Ga., Ala., N. C., S. C., and Fla. Ask rates and reparation. 
. 24874. oe Sweet Potato Association, Florence, S. C., vs. 
RN. me Ot Oh 

Unreasonable rate, sweet potatoes, Beaufort, N. C., to Pitts- 
burgh Produce Yards, Pa. Asks reparation. 

. 24875. Henry Baum, doing business as Henry Baum Produce Co., 
Kansas City, Mo., vs. B. & O. et al. 

Unreasonable rates and charges, fresh peaches, Centralia and 
other Illinois points to Belleville, and other Kansas points. Asks 
rates and reparation. 

. 24875. Sub. No. 1. Adams & Sons Grocery Co. et al., Chillicothe, 
Mo., va. C. B. & @. et al. 

Same complaint and prayer, peaches, Alto Pass, and other IIl. 
points to Chillicothe and other Mo. points. 

24875. Sub. No. 2. Safeway Stores, Kansas City, Mo., vs. B. 
& O. et al. 

Unreasonable rates and charges, fresh peaches, Centralia and 
other Ill. points to Beatrice and other Neb. points. Asks rates 
and reparation. 

‘o. 24876. Cochrane Brokerage Co. et al., Kansas City, Mo., vs. A. T. 
& S. F. et al. 

Rates, potatoes, other than sweet, points in Neb. and Wyo. to 

destinations in Ark., Miss., La., Okla. and Tenn. in violation first 


ES ?, section. Ask rates and reparation. 
ci eee No. 24876, Sub. No. 1. L. Singer & Sons Produce Co., Kansas City, 
: : Mo., vs. C. B. & Q. et al. 


Rates, potatoes, other than sweet, points in Wyo. to destinations 


in Ark., Miss., La., Okla. and Tenn., in violation first section. 
Ss ou ace e 7 Asks rates and reparation. 


. 24877. Farmers Cooperative Gin & Supply Association et al., El 


| 2 Paso, Tex., vs. Ark. Western et al. 
ro ems Oo Unreasonable rates, coal, points in Ark. and Okla., to Aspermont, 


Big Spring, Colorado, Loraine and Spur, Tex. Ask rates and 
" h reparation. 
HE coming twelve months, more than No. 24877, Sub. No. 1. Cooperative Gin & Supply Co. et al., El Paso, 
any period in the last decade, will test Tex., vs. Ark. Western et ee me a . 
. ility < “siness il ... Will ates, coal, points in Ark., a., Colo. and N. M. to Big Spring, 
your oe = bosiness — Your Coahoma, Colorado, Jayton, Midland, Odessa, Pecos, Sterling City, 
prove your skill as a business conservator. Toyah, Water Valley and Westbrook, Tex., in violation of first 
desire to enlarge and expand will be tempered section. Ask rates and reparation. : 
with caution and careful calculation—as gen- N - aoe Sinclair Refining Co., New York, N. Y., vs. A. T. & S. F. 
eral business begins to pick up and poe meee Rates, petroleum products, Argentine and Coffeyville, Kan., Okla- 
ahead, slowly perhaps, but wisely. homa City and Sand Spring, Okla., to Canby, Minn., in violation 
Alert executives, in these trying times, are of en I, 3 o— 4, the sation premetios rs being saqeinat it 
bce - . e = in competition with marketers of petroleum products at Marshall, 
finding fruitful oe a. “™ Minn., and Watertown, S. D. Asks rates and reparation. 
Inspiration in a booklet EE Ss No. 24879. Carlova, Inc., New York, N. Y., vs. Pennsylvania, et al. 
American Warehousemen’s Association—a , Unreasonable rates, glass jars, South Greensburg, Pa., to Bing- 
booklet entitled: ‘‘Increasing Your Sales amton, N. Y, Asks reparation. 
° y 97 y y y 
Through the Use of A.W. A. Merchandise Poy Lee Clay Products Co., Inc., Clearfield, Ky., vs. B. & O. 
Warehouses.’” It tells how to gain regional or Rates, sewer pipe, Clearfield, Ky., to Washington, D. C., in 
national distribution for your product, at min- violation section 1. Asks rates and reparation. - 
imum cost... how to reduce branch house ‘ae ono Shippers’ Association, Inc., et al., Wilson, N. C., 
overhead by using our warehouses as your own Rates, Irish and sweet potatoes, Grants, West Alliance, Reels- 
branch distributing points... how to place boro, Cash Corner, Bayboro, Nelms, Callisons, Washington and 
‘ stoc 7 C ise in the cities Elizabeth City, N. C., to New York and Utica, N. Y., Boston, 
ante stocks of ag cg spell dil d Mass., Lynchburg, Va., Detroit, Mich., Pittsburgh, Ernest, Ale- 
where your goods can be most readily an quippa and Altoona, Pa., Mabscott, Beckley, Mount Hope, Charles- 
profitably sold. ton, Bluefield and Williamson, W. Va., and Lexington, Ky., in 
This booklet, now in its third edition, will : Violation first section. Ask rates and a = ; 
be of real help to the sales manager, general I F ay 4 The A. G. Reeves Steel Construction Co., Alliance, O., vs. 
manager or president of any manufacturing Alleges charges demanded on bubble towers, Boyles, Ala., to 
business. It will show you how to get strategic Baton Rouge, La., in violation section 6. Asks cease and desist 
distribution for raw materials, manufactured pend ae ia. on bad saggeory PB nd _ 
gy acm ee sepa + 524883. Chemical Construction Co., Charlotte, N. C., vs. C. of 
ical, efhcient distribution—at minimum cost! N. J. et al. é 
No matter what you make or market, write Unreasonable rates, brick, condensing rings and gravel, Warners, 
today for a copy of the A.W. A. booklet. N. J., to Philadelphia, Pa. Asks for rates and reparation. 


It’s yours, without obligation, on request. [DEPENDABLE COLD STORAGE. 


| Ship your CARS to us for Storage and Distribution. 


— 


ES 


Exceptional Rail Connections. 
: 25 Years of Satisfactory Service. 


CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Ill. 


anveNenONORONCRRONNRSONNCRAGENDODOLODEDIEODONEONsDeEcoDEcERIOCssOOOESEEECOoocenponesoDeeeDEoN enunERNNEDORETRONOMROReNOOOEENOLoNecORNOCOEaoNoEOOnONErentecsnoosesioNionE 


AMERICAN 
WA R E H U 2 £ M E N > POSITION WANTED—By experienced traffic man, middle aged 
A Ss Ss oO a 1ATI @) N married; location if possible le Wisesasin: references on saaliesdion. 


c & Address C. A. S., Traffic World, Chicago, IIl. 
1971 Adams-Franklin Bldg., Chicago, Ill. 
WANTED—Loose leaf publication published under the name, 


2c Worta, Chicago, Th O° Barnes: Adaress Te Iv Nv 344, care 
Traffic World, Chicago, III. 
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ATTORNEYS at LAW 


HARRY C. AMES _| Practicing 


ATTORNEY AT LAW 


Successor to Keene & Ames Before 


Formerly Attorney and Examiner 
Interstate Commerce Commission th @ 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL _| Interstate 


Commerce Counsel 


and Attorney Commerce 


Philcade Building, Tulsa, Oklahoma 


Oklahoma City Office: F | ” 
709-10 Cotton-Grain Exchange Building omm $ 


| THOMAS L. PHILIPS | sion 
: ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- * 
sions, rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


PAYSOFF TINKOFF 


arate AT LAW 


CERTIFIED PUBLIC. "ACCOUNTANT (ILL.) 
——— 


INTERSTATE COMMERCE CLAIMS 


—and— 
FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


UOELONSLENOUDEUEROONEOOOGENODOONLOOOGoNONENOONCANNNOOOONEOONEONAnONREDOOOONOCCEEOONND: 


nnneuennnnnancusnecerancennonsonacnensuseonsenausccnseoononn: 
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| QUAKER LINE 
DEPENDABLE SERVICE 


From ALBANY, N. Y.— Fortnightly 
BOSTON, Anes. eeney 
NEW YORK ¥.—Weekly 
PHILADELPHIA. PA.—Weekly 
To Cristobal (Canal Zone), San Diego, 
Los fous eles, San Francisco, 
Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


eoanwevenenonnuevevensanenneervevewenenssuncnononssvovssuriivscrnssocuesuoeneoeaoncoeneneensoenesseetver= 


PHILADELPHIA; The Bourse BUFFALO: McKinley Bidg. 

BOSTON: 33 Broad Street CHICAGO; 327 S, LaSalle Street 

NEW YORK; 24 State Street a VELAND; Ids. 

ALBANY; D. & H. ont OIT: General Motors Bidg. 
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_ TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 


Incorporated September 16, 1914 
TRAFFIC MANAGERS and 
All Traffic and Transportation Matters 
Interstate Comueres and State Commission Cases 


W. HOLLINGSWORTH Commerce 


1006 Fifth “St Suen, Soom, Calif. iali 
ee! 
1930 Broadway rege Mead Office: 369 Pine St Specialists 
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Oakland, Calif. San Francisco, Calif. 
HENRY J. SAUNDERS 
: Valuation CONSULTING ENGINEER 
: Cost ont Sete Sele pas 
2 to ates: msolidations an aluations 
: Experts 643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 
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NEW INVENTION FOR 
Shipping Department! 
Easily Saves 25% 


This new strapping- machine has removed the last 
barrier to the complete adoption of tensional steel 
strapping for practically all shipping units including 
boxes, bundles, crates, bales, skids, etc. 

It insures absolutely uniform tension, sealing and 
safety. An average saving of about 25% in shipping 
time is effected. 

Ask for demonstration by Signode Shipper or write 
for Bulletin 10 on the New Signode Machine. 

SIGNODE STEEL STRAPPING CO., 
2613 N. Western Ave., Chicago, Ill. 


Offices in Principal Cities 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 
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Werchousing 
Three Blocks from 
Chicago's Loop District 


in the heart of the wholesale and retail jobbing district. 


Stocks carried for local and out of town distribution on 
a package basis. Rail shipments anywhere without 
extra cartage expense. 

Orders for shipment received by noon loaded in cars 
ready to move to destination the same day. 

400,000 square feet of clean, light, airy warehouse 
and office space—track space for 360 cars. Space and 
offices to lease. 





WESTERN 
WAREHOUSING COMPANY 


E. H. Hagel, Superintendent 
323 West Polk St., Chicago, Ill. 
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FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 

shipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies. 

No obligation. Write today. 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 
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| 
Foreign Freight | 
Forwarders | 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


401 S. A. & K. Bldg. 
Syracuse, N. Y. 


Boston Office: 
92 State Street 


110 So. Dearborn St. 
Chicago, Ill, 


= 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Binder 


350-354 West Erie Street hicago 


Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Stesnge and Distributing of Merchandise of Every Description 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


VaDROOOO DOOD EEOUAIEaEsCeaaneR LE renee ne tS treseeseseeteR 


RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 


_ Virginia Bonded Warehouse Corp. 
1709 East Cary Street 
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Docket of the Commission 


December 14—Kansas City, Mo.—Examiner Parker: 
* |. & S. 3658—Routing grain and seeds on Santa Fe lines. 


December 14—Kansas City, Mo.—Examiner Disque: 
24567—-Henry Lightig & Co. vs. M. P. R. R. 

December 14—Meridian, Miss.—Examiner Stiles: 
24483—Meridian Traffic Bureau vs. I. C. R. R. et al. 


December 14—New York, N. Y.—Examiner Cheseldine: 
24738—Sta-Shine Products Co., Inc., vs. Station W. G. B. B. of 
Freeport, N. Y., H. H. Carman, proprietor, et al. 
December 14—Atlanta, Ga.—Examiner Brennan: 
24666—Green & Milam et al. vs. A. C. L. R. R. et al. 
December 14—Galveston, Tex.—Examiner Snider: 
1. & S. 3616—Export charges on export grain at New Orleans, La. 
December 14-15—Argument at Washington, D. C.: 
22426—Rates and minimum weights on metal containers (and cases 
grouped therewith). 
December 15—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14484, filed by P. S. & N. R. &. 
Fourth Section Application No. 14562, filed by Pa. R. R. 


December 15,—Chicago, Ill—Chief Examiner Ulysses Butler: 
16750—National Poultry, Butter & Egg Assn. et al. vs. A. & R. 
R. R. et al. (further hearing). 
23561—Benson Produce Co. et al. vs. C. & N. W. Ry. et al. 
December 15—Kansas City, Mo.—Examiner Disque: 
24718—White Eagle Oil Corp. vs. B. F. & I. F. Ry. et al. 


December 15—New York, N. Y.—Examiner Cheseldine: 
24686—Downingtown Paper Co. vs. B. & O. R. R. et al. 
December 16—Atlanta, Ga.—Examiner Brennan: 
1. & S. 3655—Routing marble, Georgia to northern points. 


December 16—Washington, D. C.—Examiners ‘Hosmer and Dillon: 
a" eee Coast Line R. R. Co. et al. vs. A. & A. R. R. Corp. 
et al. 
24160—In the matter of divisions of joint interterritorial rates be- 
tween official and southern territories (adjourned hearing). 


December 16—Argument at Washington, D. C.: 
Finance No. 7747—A. & S. Ry. proposed extension. 


December 16—Jackson, Miss.—Examiner Stiles: 
24629—Aponaug Manufacturing Co. et al. vs. I. C. R. R. et al. 
24785—-Southern Package Corp. vs, A. G. S. R. R. et al. 
December 16—Chicago, Ill.—Examiner Smith: 
23330—Galion Iron Works & Mfg. Co. vs. A. C. L. R. R. et al. (fur- 
ther hearing, for sole purpose of determining amount of reparation 
due complainant under findings in this case). 
December 16—Kansas City, Mo.—Examiner Disque: 
Il. & S. 3649—Cement from Harrys and Eagle Ford, Tex. 


December 17—Argument at Washington, D. C.: 
Fourth Section Application Nos. 13470 and 13250—Rates from, to 
and between points in southern territory. 
December 17—Philadelphia, Pa.—Examiner Cheseldine: 
24633—-Vineland Farmers’ Exchange, Joseph L. Hadsell, 
et al. vs. Pa. R. R. et al. 
December 17—Chicago, Ill.—Examiner Smith: 
* 1 & S. 3667—Lime between Western Trunk Line points. 


December 17—El Dorado, Ark.—Examiner Snider: 
24582—Union Asphalt Co. vs. A. & S. Ry. et al. 
24641—Union Asphalt Co. vs. C. R. I. & P. Ry. et al. 


December 17—Washington, D. C.—Examiner Davis: 

* Finance No. 9038—Joint application of Bell Telephone Co. of Penn- 
sylvania & Clinton Telephone Company for a certificate that the 
acquisition by former company of properties of latter company 
will be of advantage to persons to whom service is to be rendered 
and in the public interest. 


December 18—New Orleans, La.—Examiner Stiles: 
23809 (and Sub. 1 and 2)—Lake Charles Rice Milling Co. of La., 
Inc., vs. B. R. R. & Canal Co. et al. 


December 18—Memphis, Tenn.—Examiner Stiles: 
Fourth Section Application No. 14457—Filed by J. E. Tilford, agent 
Fourth Section Application No. 14468—Filed by F. A. Leland, agent 
Fourth Section Application No. 14504—Filed by J. E. Tilford, agent 


December 18—Argument at Washington, D. C.: 
22754 (and Sub. 1)—Nevins Fruit Co., Inc., vs. F. E. C. Ry. et al. 


December 18—Chicago, Ill._—Examiner Smith: 
24550—Marcus-Ruth-Jerome Co. vs. P. & L. E. R. R. et al. 
December 18—St. Louis, Mo.—Examiner Disque: 
24632—Union Clay Products Co., Inc., vs. Southern Ry. et al. 
22179—Illinois Powder Mfg. Co. vs. I. C. R. R. et al. (further hearing, 
for purpose of determining amount of ee due complainant) 
December 19—Argument at Washington 
23954—Consumers Home Oil Co. = "NS P. ‘Ry. 
'24247—-Quality Gas & Oil Co. et al. N. P. Ry 
24082 (and Subs. 1 to 3, incl. Cargill Comantaalan Co. vs. G. N. Ry. 
24365—Federal Cartridge Corp. va. C. B. & G@. BR. R. et al. 
December 19—Wilmington, N. C.—Examiner Brennan: 
24672—-Southern Traffic Service, Wilmington, N. C., for Townsend 
Lumber Co., vs. Blue Ridge Ry. et al. 
December 21—Argument at Washington, D. C.: 
6469—Application of N. Y. N. H. & H. R. R. 
tinue service by water after July 1, 1914. 
December 21—Chicago, Ill.—Examiner Smith: 
24375—Hygrade Food Products Corp. vs. 7. & 8. 8: By. 
December 21—Indianapolis, Ind. a Disque: 
I. S. 3647—Routing woodpulp board from International Falls, 
Minn. to Ill. and Mo. 
December 21—Wilson, N. C.—Examiner Brennan: 
24223—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 
December 22—Cincinnati, O.—Examiner Disque: 
24638—Lee Clay Products Co., Inc., vs. B. & O. R. R. et al. 
24740—Procter & Gamble Mfé. Co. vs. Alton R. R. et al. 
December 22—Argument at i ey <5 
18551—Armour Grain Co. vs. C. M. & St. P. Ry. et al. 
23841—Kohler Co. vs. C. & N. W. "Ry. et al. 
23844—-Morgan Packing Co. vs. C. M. St. P. & P. R. R. et al. 
24317—-R. L. Higgins, doing business as R. L. Higgins & Co. et al. 
vs. Pa. R. R. et al. 
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Center— 


A new Pacific port will be completed 
by the fall of 1932. It will have all 
the advantages of rich resources, varied 
agricultural and mineral products, power, 
water and fuel produced in the immedi- 
ate vicinity at low rates. 


STOCKTON 


The Pacific's Inland Port 
90 MILES FROM THE GOLDEN GATE 





Now is the time to give careful con- 
sideration to this new distributing center, 
located in the heart of one of the world’s 
richest valleys. 


For further information 
and details write to 


Chamber of Commerce 


Director-of-the-Port 
STOCKTON, CALIFORNIA 


UNIVERSITY OF OKLAHOMA — 
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PHILADELPHIA 
TIDEWATER 
TERMINALS 
G. M. RICHARDSON 


General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 


GREATER DISPATCH 


AT SMALL COST 


FOR —s &-DISTRIBUTORS 


i 
aa 
| “ - 


Ee 


ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and NORFOLK TIDEWATER TERMINALS 
George W. Green, Vice-President and General Manager security with the lowest possible in- J. A. Moore, Manager 


These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 


handling of bulk and packaged car- 


Norfolk, Va. 


surance rates. Centralized adminis- (a 


tration, under a management special- [#97] 
_ izing in terminal and warehouse op- 

erations, provides a uniform high | am 

standard of service to all patrons. : 

There is direct rail transfer except 

in New York, where the terminal is 

located within the free lighterage 

limits. 


17 State Street, New York City 


KEYSTONE WAREHOUSE COMPANY MERCHANTS WAREHOU 


Seneca and Hamburg Streets, Buffalo, N. Y. 


W. J. Bishop, General Superintendent RICHARD D. JONES, Western Traffic Manager ep tt, 4 oe edgy ga 


1646 Transportation Building 
Chicago, IIl, 


AIN of TIDEWATER TERMINALS | 
eo INIAND WAREHOUSES — 4g ra 


as Wan mn Oe — Ae OR A Oe Oe ae 

W.B.MCKINNEY Secretary & Treasurer -’ ° | oi i 

BROAD STREET STATION BUILDING ( ' AWA f is i 
PHILADELPHIA. i Nee SIR A\E 











December 19, 1931 The Traffic World PAGE 1327 





a . ; Ford ws % “ “at Fae @ 

“MeCormick | RAY 
Hae Stoomship se 

j Lanpery ie 

: a SE ete ay | 


ar Th EF i 


gg 


x 


MeCormick 
Intercoastal Service 


MeCormick’s Intercoastal vessels now sail direct from 
Baltimore to the Pacific Coast 


Schedule 
Lv. Philadelphia Lv. Baltimore 


S.S. ‘*Forbes Hauptman’”’ Dec. 19th Dec. 23rd 
S.S. ‘“*West Cape”’ Jan. 2nd Jan. 5th 
S.S. ‘**‘Absaroka”’ Jan. 16th Jan. 20th 


Eastbound service from Pacific Coast direct to Baltimore 
and Philadelphia, sailings every 14 days. 


4 Great Fleets 


U.S.Intercoastal Pacific-West Indies 


Pacific Coastwise Pacific-Argentine-Brazil Line 
(U. S. Mail Steamers) 


Your Next Shipment via McCormick— 
Phone your nearest office: 


Oakland Portland 
Los Angeles Me Cor Steamship Company Seattle 


; T 
San Diego 215 Market St. ane 
San Francisco Astoria 


Vancouver, B. C. 
DOUglas 2561 


Philadelphia New York Baltimore Pittsburgh Chicago 
560 Drexel Bldg. N. Y. Central Bldg. Baltimore Trust Co. Bldg. (Munson SS. Line, Agents) (Munson SS. Line, Agents) 


Phone: Lombard 4360 Phone: Murray Hill 2-6900 Phone: Calvert 6234 Oliver Bldg. Conway Blidg., 111 W. Washington St. 
Phone: Atlantic 1696 Phone: State 6828 
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AG 
Christmas 
and 
aSfappu 
New Bear’ 


The Traffic World 


is in the dawn 


BEAUTIFUL demonstration of 


the spirit of good will existing 
between men is the exchange of 
greetings at the close of the year. 


Young 1932 would scarcely feel 
lonesome if only the Southern Pacific family 
should be on hand to greet him. 

The whistles and other din-producing 
devices will open our celebration at New 
York. One hour later old New Orleans will 
begin the annual clamor. In two hours 
Ogden and El Paso and in three hours Los 
Angeles, San Francisco and Portland and 
other Pacific coast cities will join the 
chorus, and after thus spending three hours 
chasing 1931 out of Southern Pacific terri- 
tory and off to sea on the Pacific the New 
Year will settle down to enjoy himself at 
work and at play all along the far-flung 
lines of this great trans-continental trans- 
portation system. 

Another year of effort—another year of 
work—another year of service—another 
year of co-operation in working out mutual 
problems. On the threshold we pause to 
salute our patrons and friends both on these 
lines and elsewhere—wishing each and all 
of them and theirs a Very Merry Christmas 
and a Happy and Prosperous New Year. 


Southern 


Pacific 
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Southern Pacific 
Lines serve Louis- 
tana, Texas, Ari- 
zona New 
Mexico, Cali- 
fornia, Oregon, 
Nevadaand Utah, 
the West Coast 
of Mexico; and 
with its Morgan 
Line, steamship 
lines between 
New York and 
New Orleans, 
Galveston, 
Houston and be- 
tween Baltimore 
and Galveston 
connecting with 
its Sunset Route, 
reach from Coast 
to Coast. 





